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... Millions 
Invested to 
Serve You 
Better 
















Careful maintenance of way, plus modern, 
powerful tractive equipment, enable the 
G. M. & N., ‘“*The Road of Service,’’ to offer 
you 3-day arrival from Chicago to Gulf 
Ports; 2-day arrival from E. St. Louis. 


Gulf, Mobile & Northern Railroad 
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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 
Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, O. 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bidg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile 
and Pacific Coast Ports 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 
New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
San Diego, Los Angeles, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baltimore to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY ae General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New a Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, ttle, and Vancouver. 


E. C. EVANS & SONS, San ‘then (Pacific Coast—United Kingdom). 


WHEN EVERY HOUR COUNTS 
JUDSON CONSOLIDATED CAKS 


On Less Than Carload Shipments 
SPEEDY - EFFICIENT - RELIABLE 


Use 


OFFICERS 
Walter J. Riley, President Chicago 
H. E. Poronto, Vice-President 
R. Hackett, Vice-President 
E. E. Hesse, Treasurer 
P. R. Gates, Secretary 


DIRECTORS 
Richard Fitzgerald, Chairman of the Board 
H. E. Poronto 
W. J. Riley 
F. H. Towner 
R. Hackett 
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The Automatic 
File & Index Co. 











Automatic Files 
speed up 
tariff 
reference 


The Automatic Tariff File, 
with 4 Automatic V-Expand- 
ing Tariff File drawers. Tariffs 
are filed vertically, making 
reference fast anieasy. A’: 
furnished in Extra Capi: 
drawer File3,c>11:27-1 | 1 

ani d23‘3, as dzsic21. 


N reference, filing or storing, the Automatic 
drawer glides forward easily, regardless of the 
load—contents are held vertical. The clerk 

selects the desired folder, pulls it forward. The 
drawer expands automatically, at the proper 
tariff. New tariffs, thin or bulky, are dropped in 
without cramming. Similarly with reference. 
The desired folder is opened automatically in the 
same manner. 


With the sheets vertical and tilted at a con- 
venient angle the whole front form of any 
tariff can be read without removal from the 
drawer. Time is saved in both cases, accuracy 
in filing gained, and no employee guesses when 
the information is so quickly available. 


Find out about these unusual Tariff Files— 
how the exclusive expanding feature makes filing 
faster and more accurate—and how it also gives 
25% greater filing capacity on the same floor 
space. The coupon will bring complete informa- 
tion. 


General Sales Offices: 
1322 Steger Bldg., 
28 E. Jackson Blvd. 


Chicago, IIl. 
Factory: Green Bay, Wis. 


UIOMATic 


FILES 
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Once and for all— 


Let’s settle this 
question of 
Port Supremacy 
on the 
Pacific Coast 


You can’t travel on yesterday’s steamer! 
You can’t ship on yesterday’s information and statistics! 


Here are today’s facts! 


Today, more tonnage moves through 
Los Angeles Harbor than 
through any other port on 
the Pacific Coast. 


Today, 168 steamship companies 
make Los Angeles Harbor a 
port of call. 


Today, Los Angeles Harbor is the 
cheapest bunkering port on 
the Pacific Coast. 


Today, Los Angeles Harbor is the 
water-way entrance to the 
most heavily 


populated area S H I P 


Yl 


LOS ANGELES 
HARBOR “™ 


on the Pacific 
Coast. (Over 3,- 
000,000 people.) 


LOS ANGELES HARBOR DEPARTMENT, LOS ANGELES, CALIF. 


Today, Los Angeles is the western 
terminus of 3 of the fastest 
trans-continental railroad sys- 
tems. 


Today, with the signing of the 
Boulder Dam Bill, which 
insures abundant power and 
fresh water, the greatest “back 
country” support enjoyed by 
any port in the world is 
assured. 


Ship by today’s facts. 


You, as one interested in the move- 
ment of traffic, cannot afford to over- 
look these NEW facts — they mean 
faster deliveries, better shipping fa- 
cilities and lower rates. 


Here is a book of new facts 
and figures 
Shippers—send for it! 


So you may know of the new time- 
saving services recently installed at 
Los Angeles Harbor, we have pre- 
pared a book full of photographs and 
facts which gives you the complete 

‘picture” at a glance. It will be sent, 
onateail, to executives and traffic man- 
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“It Came Through Without a Scratch” 


EFERRING, of course, to shipments of furniture. It is becoming well-known that, in both quality and 
quantity, the factories of the Virginias and the Carolinas are turning out furniture comparable with 

that from the famous furniture center, Grand Rapids, Mich. Along the line of the Norfolk and Western 
Railway at Martinsville, Va., Roanoke, Galax, Bassett, Marion, Pulaski, Lynchburg, Waynesboro, Rocky 
Mount, Christiansburg, Bristol, Va.-Tenn., Winston-Salem, N. C., Hagerstown, Md., Cincinnati, O., Colum- 
bus, Portsmouth, Williamsburg and certain other points, there are furniture factories whose total production 


runs into bewildering figures. 


_Furniture shipments are bulky and space-killing 
if they are not packed and loaded with extreme care. 
Irreparable damage and disfigurement may be the 
result of insecure crating and improper placing or 
bracing in box cars. With typical thoroughness the 
Norfolk and Western Railway has given much 
thought and study to the betterment of furniture 
packing and loading. One outstanding result has 
been the arrangement of such loading from furniture 
factories under a plan designed to eliminate unnec- 
essary re-handling and transferring enroute. 


Full co-operation from the manufacturers of 
furniture and their obvious interest and apprecia- 
tion has made for better through loading and a gen- 


eral systematization of their plants and has solved 
many of their intricate transportation problems. 
Deliveries have been hastened; claims for damages 
have been greatly reduced and the railway has been 
enabled to render a freight service second to none. 


Now, more than ever before, recipients of 
furniture from factories along the Norfolk and 
Western Railway are saying, with satisfaction, “It 
Came Through Without a Scratch.” 


Norfolk and Western Freight Traffic Department 
representatives in key cities and at furniture 
producing points in the region served by the railway, 
will gladly give specific information on request. 





NORFOLK AND WESTERN RAILWAY 
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LMS 


solves your distribution problems in England 


London, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 


EXPORTERS TO ENGLAND 


A distribution plan to meet your needs 


The LMS has a system of zone storage and dis- 
tribution that thoroughly covers the industrial 
areas of Great Britain. 


With a chain of 350 rail-connected warehouses, 
special distribution plans are designed to meet 
the requirements of every type of distributor at 
minimum cost. 


LMS will be pleased to work out a plan to meet 
your particular needs. Traffic Managers and 
Freight Forwarders are invited to address any 
office for full particulars. 


LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
(Jas. P. Robertson, Inc.), (Dyson Shipping Co.), (Oregon Forwarding Co., Inc.) 
333 N. Michigan Ave., 311 California St., Board of Trade Bldg., 
350 Warehouses Chicago, III. San Francisco, Cal. Portland, Oregon. 


Ten million feet of space or 


London, Midland & Scottish Railway of G. B., 
Thomas A. Moffet, Freight Traffic Manager in America, 
1 Broadway, New York City. 


Great Britain 


The cheapest and most con- 
venient form of distribution 
in Great Britain 
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A DIRECT ROUTE 


the Northwest and Western Canada 









THE direct route of the Soo Line into the Northwest and Western 
Canada will help you expedite your shipments to these points. Soo 






Line service is always swift and reliable. Shipments are promptly 






dispatched—and are handled so as to arrive in the same perfect 






condition as they were sent. 






If you haven’t been availing yourself of Soo Line service, the 






Soo representative in your city would like to call and explain in 






detail what Soo service can offer you. Below is a list of Soo repre- 






sentatives—any of whom will be pleased to call at your convenience. 









To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ 
EXPORT DECLARATION MADE IN TRIPLICATE. This document must be delivered to rail- 
road agent at initial point with the shipment and accompany same to Canadian port of entry. 











SAULT SAINTE MARIE 











ALWAYS DEPENDABLE 
FREIGHT SERVICE 






SAINT PauL 








AGENCIES MILWAUKEE 


Grand Rapids, Mich., 1001 Grand New © cc N. Y¥., 1550 Woolworth 
; Rapids Trust Bld dg. 
poseen, Mass., 40 Central St. Indianapolis, Ind., 430 Merchants Bank onabe. Neb., 725-26 W. W. Bidg. : 
N. ¥., 504 Iroquois Bldg Bldg. Passaic, N. J., 250 Bloomfield Ave. Sault Ste. Marie, Mich. 
Chicago. Ill, 1680 Bankers Bids. ‘ ‘Clark Kansas City, Mo., 4 Walnut St. Philadelphia. Pa. +, 1500 Locust St. Seattle, Wash., 5564 Stuart Bl 
Adams. Los Angeles, Cal., 530 Van a Bldg. ie wr ge Pa. +» 2041 Oliver ‘Blas. woemene, Wash., 1006 Old Nat’ "Bank 
airs Falls, Wis. Memphis, Tenn., a Bl Portland, Ore., 8rd and Pine Sts. 
nati, 0., ‘709 Traction Bldg. Milwaukee, Wis., 68 East isconsin St. Louis, Mo., 2050 Railway Exch. Superter, Wis. 
Cleveland, 0,, * "915 Union Trust Bi Ave. Bldg. Tacoma, Wash., 1113 Pacific Ave. 
Detroit, ich., 2243 First Nationa Minnea: polis. Minn., Soo Line Bldg., St. Paul, Minn., 1112 Merchants Na- Waukesha, Wis. 
‘Bank Bldg. 5th and Marguette Ave. tional Bank Bldg. Winnipeg, Man., 603-604 Lombard 
Duluth, Minn., 408 West Superior St. saa ‘Wis. San Francisco, Cal, +» 681 Market St. Bldg. 


ROUTE YOUR FREIGHT CARE 800 LINE 
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I am Electric Freight Bill. 


I am young and full of enthusiasm 
about my job—which is telling how 
freight moves, quickly over electric 
lines in the Middle West. 


I have just finished an inspection trip 
of the freight carrying electric railway 
lines through Indiana, Michigan, Ohio 
and Pennsylvania. The map _ shows 
those lines. They embrace 5,000 miles 
of high grade track, rolling stock of 
the best type for carrying freight expe- 
ditiously and safely, and modern freight 
terminals that are amazingly efficient. 


I have found thousands of electric 
railway freight employees on _ those 
lines who, by working night and day, 
are meeting the modern merchants’ 
requirements of quick service. 


I have found that freight deliveries 
throughout this territory are made in 
from a few hours up to a maximum 
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period of about thirty-six hours. Most 
deliveries can be made over night. 


The Central Electric Traffic Associa- 
tion has asked me to tell shippers 
something about my travels and the 
service I have found. I am going to 
do that in a series of news advertise- 
ments in the pages of the Traffic World 
from now on. I, also, am going to 
keep on traveling over this amazing 
network of freight lines. As I go along 
I will supply you with new information. 


I will give shippers, particularly out- 
side the territory, the details they want 
to know. I will be working for them. 


Meantime, shippers desiring a general 
story of service within the territory 
can get it by addressing L. E. Early- 
wine, Chairman, Central Electric Traffic 
Association, Terminal Building, Indian- 
apolis, Indiana. 

Yours, 








D ALLIANCE} 
O TON : 
SiLLON BEAVER CA 


‘Electric Freight Service | 


800 Points 


5,000 Miles 


Central Electric Traffic Association 
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The Shipping Board Lines 
listed here, comprising a fleet of 256 ves- 
sels afford complete shipping facilities be- 
tween Atlantic Coast and Gulf ports and 
ports in every part of the world. 


*AMERICA FRANCE LINE 
42 Broadway, New York City 
N. Atlantic to French Aclantic ports 


*AMERICAN BRAZIL LINE 
17 Battery Place, New York City 
Atlantic ports to ports in Northern Brazil 


*AMERICAN DIAMOND LINES 
39 Broadway, New York City 
North Atlantic Ports to Holland and Belgium 


DIXIE UK LINE 
New Orleans, La. 
New Orleans to United Kingdom 


AMERICAN MERCHANT LINES 
17 Battery Place, New York City 
Passenger and freight services to UnitedKingdom 


*AMERICAN PIONEER LINE 
11 Broadway, New York City 
North Atlantic ports to Orient, India 
and Australia 
Periodically this line conducts an around-the- 
world service via the Suez Canal 


DIXIE MEDITERRANEAN LINE 
New Orleans, La. 
New Orleans to Mediterranean ports 


GULF BRAZIL RIVER PLATE LINE 
Hibernia Bank Bldg., New Orleans, La. 
Gulf ports to east coast of South America 


MISSISSIPPI VALLEY EUROPEAN LINE 
Hibernia Bank Bldg., New Orleans, La. 
New Orleans to French and Belgian ports 


YANKEE LINE 
110 State Street, Boston, Mass. 
North Atlantic ports to German ports 


GULF WEST MEDITERRANEAN LINE 
917 Whitney Building, New Orleans, La. 
Gulf and South Atlantic ports to Portuguese 
Spanish,and North African ports(west of Bizerta) 


MOBILE OCEANIC LINE 
Mobile, Ala. 
Mobile and Eastern Gulf ports to United 
Kingdom and continental European ports 


AMERICAN GULF ORIENT LINE 
917 Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and Dutch E. I. 


AMERICAN REPUBLICS LINE 
33 Broad Street, Boston, Mass. 
N. and S. Atl. ports to Brazil and River Plate 
ports, east coast of S. America 


ORIOLE LINES 
Citizens Natl. Bank Bldg., Baltimore, Md. 
North Atlantic ports to west coast of 
United Kingdom and Irish ports 


SOUTHERN STATES LINE 
925 Whitney Central Building, New Orleans, La. 
New Orleans and Texas ports to German 
and Holland ports 


TEXAS MEDITERRANEAN LINE 
Cotton Exchange Bldg., Galveston, Tex. 
Texas ports to Mediterranean ports 


TEXAS UKAY LINE 
Galveston, Texas 
Texas ports to United Kingdom ports 


TEXAS STAR LINE 
New Orleans, La. 
Texas ports to French and Belgian ports 


UNITED STATES LINES 
45 Broadway, New York City 
Passenger, mail, freight services to 
England, Ireland, France and Germany 


*Accommodations available for a limited 
number of passengers on these lines. 
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(SEORGE EASTMAN says: 


CHAIRMAN OF THE BOARD, EASTMAN KODAK COMPANY 


“The Splendid Services Rendered by 
the American Merchant Marine Deserve 
the Support of American Business” 


sr Freight Services operated 
for the United States Shipping 
Board offer to manufacturers 
and producers in this country 
unrivalled facilities for han- 
dling their overseas freight 
requirements. 

Under the direction of experi- 
enced American operators, these 
world-wide services have estab- 
lished a remarkable record for 
efficient and economical trans- 
portation of ocean cargo. 

In addition to the twenty lines 
operated for the Shipping Board, 
there are seventeen services de- 
veloped by the Shipping Board 
but now under private manage- 
ment—a combined fleet of several 
hundred vessels operating from 
Atlantic, Pacific and 


Gulf ports to ports ~~ 





UNITED STATE 


= — 


7 


in every corner of the earth. 


The experienced operators of 
these services can help you in 
your export or import problems. 
They are capable of rendering 
advice to American manufac- 
turers and producers that will be 
of value to them in opening up 
new foreign trade channels, as 
well asin developing their present 
overseas markets. You will find 
it to your advantage to consult 
with them. 

Write for complete information 
as to rates, dates of sailing, etc. 

7 7 A 


PASSENGER SERVICES: In addition to freight 
services, the Shipping Board Fleet contains the fast 
passenger vessels of the United States Lines. Led by 
the S. S. “Leviathan”, world’s largest ship, these 
vessels offer exceptional accommodations to European 
ports. The American Merchant Lines vessels, sailing 
weekly from New York, offer 
comfortable passage to London 
at remarkably reasonable rates. 


S SHIPPING BOARD 


MERCHANT FLEET CORPORATION 
WASHINGTON, D. C. ' 
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CREAMING winches .. . shrill 

whistles ... shouts. . . clanking 
chains. Crash! A sling filled with 
costly merchandise smashes to the 
decks! A ship is loading! 

How about your merchandise? .. - 
Was it on that ship? How many 
foreign customers will receive 
damaged goods? . .. How many “‘long 
distance”’ claims for you to settle? . . 
How many disgruntled buyers? 

Unavoidable accidents, rough 
handling, storms, wrecks—you can’t 
control these things. But you can 
control the proper packing and ship- 
ping of your goods. You owe it to 
yourself to take every precaution to 
safeguard your merchandise from the 
time it leaves your shipping room 
until it arrives in your customer’s 
hands. 

Fivefold Protection* — Good 
Wooden Boxes—give you the assur- 
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ance that your goods have been packed 
to withstand the hardest knocks 
modern transportation can give. 
Whether you ship by rail, water, or 
truck ... whether you ship to the next 
town or the ends of the earth, you 
will find Fivefold Protection* the saf- 
est, most economical way to pack 
your goods. 


The Wooden Box Bureau maintains 
a competent staff of packing and de- 
signing engineers to assist manufac- 
turers with any shipping room 
problem. Their services are given free 
of charge and without obligation on 
your part. If you are confronted with 
any such problems you will find it to 
your advantage to allow one of these 
men to explain the advantages of 
Fivefold Protection*. 


Why not write and have one of them 
call? A coupon is attached for your 
convenience. 


WOODEN BOX BUREAU 


of the National Association of Wooden Box Manufacturers 
and of the National Lumber Manufacturers Association 


CHICAGO, ILLINOIS 


§ you need Fivefold Protection 


*FIVEFOLD PROTECTION 
Good Wooden Boxes—safeguard 


your merchandise against, 
1. Rough handling in transit 


2. Hidden Damage (crushed contents, 


torn labels, etc.) 


3. Pilferage 
4. Bad Weather 
5. Disgruntled customers 


Wooden Box Bureau 
Dept. 5205, 111 West Washington Street 
Chicago, Ill, 


Gentlemen: We manufacture . . . and 
are interested in learning more about the 
advantages of Fivefold Protection*. 
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Investigate the advantages of 


the great Calumet District 


Possessing every physi- 
cal and economic ad- 
vantage for industrial 
operation, the great 
Calumet District of 
Indiana is the logical 
location for almost any 
type of industry. The 
region lies within the 
Chicago switching dis- 
trict with its low freight 
rates. It offers unparal- 
leled inland water ship- 


ping facilities. And it 
is contiguous to one of 
the world’s greatest 
labor and marketing 
centers. We possess a 
number of desirable 
sites which may fit 
your needs. Consult 
or write us for maps 
and surveys of the in- 
dustrial advantages of 
this rapidly expanding 
territory. 


GOSTLIN, MEYN & . 
WEISS, Inc. 


HAMMOND, INDIANA 


Vol. XLIII, No, § 


SEEKING A new PLANT SITE? 


A 34 YEAR KNOWLEDGE OF HAMMOND INDUSTRIAL PROPERTY 
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Offers a Highly 
Developed Freight Service 


BETWEEN 


The New England States and the South 
and West—Eastern Canada and all points 
South. Close affiliation with the lines listed 
below makes this an ideal route for the 
rapid movement of shipments. 
aoe ewes eer 
nadian Nati i i i 
Ganga National Raliwaye ... | via Rouges Point, N.Y. 
Boston & Maine via Mechanicville, N.Y. 
Boston & Albany via Albany, N. Y. 
Pennsylvania 


Lehigh Valle ia Wilkes-Barre, Pa. 
Central R. R- of N. J. | vi ies eats 


} via Binghamton, N. Y. 


via Owego, N. Y. 
And Their Connections. 


cop " « : Our nearest representative will, if given opportunity, render you 
MGS" AU , HELPFUL SERVICE 
Pig , hihi All D. & H. Traffic Agencies are furnished information daily relative 
aS ; to junction passings. The Agency nearest you will keep you advised 
: WAYS Uh A of the progress of your urgent carload shipments if requested to do so. 
\ pk Me eee, yates 
7+ bs gaat GA Kens! 
ha, Rp TA : DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
Pa HLS HV AB ) ae ,_N. Y.—Telephone 3- tehall 
Man [ “je Cali, Mite —- = NEW YORK, N. Y.—Telephone Whi 5648 
( 


wi - WL ng C. G. Howland, General Agent, Freight Dept. 
— me 4. C. F. Beck, General Eastern Freight Agent, . ° 
E Pr bed : D & H Building 1446-48 Woolworth Building, 233 Broadway 


ATLANTA, GA.—Telephone Walnut 5464 PHILADELPHIA, PA.—Telephone Rittenhouse 


Monte Pickens, Jr., Commercial Agent, W. H. Chase, Ge 1 Se 
930 Healey Building wher tin aa a fone, 
oe, eee Lie hy ey 1420-26 South Penn Square 
. H. r, ew an t Agen 
A. W. Ackley, Asst. New England Freight Agt., PITTSBURGH, PA.—Telephone Grant 5516 
429-430 Chamber of Commerce Building H. W. Haas, General Agent, Freight Dept., 


513-514 Bessemer Building 
BUFFALO, N. Y.—Telephone Seneca 0853 
Jas. Vandenberge, General Agent, Freight Dept., SCRANTON, PA.—Telephone Bell 2-8751 
722 Ellicott Square Building J. J. Coyle, Division Freight Agent, 


CHICAGO, ILL.—Telephone Wabash 8994 D & H Passenger Station 
Cc. H. Clark, General Agent, Freight Dept., ST. LOUIS, MO.—Telephone Chestnut 9178 
1101-02 Utilities Building, J. B. Stewart, General Agent, Freight Dept., 
327 South La Salle St. 1021-1022 Pierce Building 
MONTREAL, QUE.—Telephone Uptown 7424 TROY, N. Y.—Telephone 765 
James Fitzsimons, Gen. Canadian Freight Agt., James T. Hayden, Division Freight Agent. 
106 Drummond Building., 1117 St. Catherine E. H. Dow, Asst. Division Freight Agent, 
St., West Union Station 
W. G. Story, General Freight Agent, Albany, N. Y. 
Max V. Beckstedt, Gen. Freight Agent, Albany, N. Y. 
F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 
Jas. A. Flanders, Jr., Asst. Gen. Freight Agent, Albany, N. Y. 
C. S. Hallenbeck, Asst. General Freight Agent, Albany, N. Y. 
F. W. Nyland, Coal Freight Agent, Albany, N. Y. 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 
J. E. Roberts, Assistant General Traffic Manager, Albany, N. Y. 


Cc. E. ROLFE, J. T. LOREE, 
General Traffic Manager Vice-President and General Manager 


ROUTE OF ALBANY, N. Y. 





Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 
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Southern Pacific 
Highways 
Lead to the 
Main Streets 
of All America 


FROM TRAIL TO RAIL 


(Continued from Mar. 30th issue) 
CHAPTER XX 
Failure to Enlist Outside Help Does Not 
Stop Work. Conquest of the Desert. 
By the time the road 


reached Wadsworth, July 


22, 1868, surveys had been 
made far into Utah and 
the builders of the Central 
Pacific knew exactly what 
was ahead of them. In the 
mountains the country 
through which the grade was driven had 
provided a boundless supply of pure 
water for all purposes; timbers and 
boards for ties, bridges and other struc- 
tures, and wood to be used as fuel in the 
locomotives, as well as 
rock for retaining walls 
and other masonry. 


Desert Waste 


The country east of 
Wadsworth was a des- 
ert. It afforded nothing 
entering into the super- 
structure of a railroad 
which could be made 
available. With the ex- 
ception of a few cords 
of stunted pine and ju- 
niper trees all the fuel 
used to the westward 
would have to be hauled 
from the Sierra Nevada 
mountains. There was 
not a coal bed any- 
where on the line of 
the Central Pacific. 
There was not a tree 
that would make a board 
on that desert section 
for more than 500 miles 
of the road. There was 
no water after leaving 
the Truckee and Humboldt rivers. In 
the mountains east of Wadsworth may 
still be seen the tunnels bored into the 
hills by the builders of the Central Pa- 
cific to develop small springs. Thousands 
of dollars were spent there and farther 
east in well-boring. When water was de- 
veloped it was carefully protected and 
piped over miles of desert to the line of 
the road. Most of the water used on the 
construction from now on had to be 
hauled in water trains to the end of the 
track and from there on for the use of 
the graders in tank wagons. 
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In the face of known difficulties, of 
which these are but a few, the intrepid 
Four planned to carry out their big pro- 
gram of construction. 


About 3,000 men were sent 300 miles in 
advance of the track to Palisade Canyon 
and supplied by teams over the desert, 
the haul without water being as much as 
forty miles in places. The remaining 
forces carried the grading from Wads- 


SOUTHER 


A History of Southern Pacific 


worth east. Ties were hauled from the 
Sierra, hundreds of miles in the desert. 
Canvas towns sprung up in the sandy 
wastes where “a jack-rabbit had to carry 
a canteen and haversack.” These towns 
lived but a few days and then moved on 
as the speedway for the iron horse forged 
its way eastward. 

Here from a San Francisco newspaper 
(The Alta California) is a picture of one 
of these moves: “Camp equipage, work 
shops, boarding house, offices, and in fact 
the big settlement literally took up its 
bed and walked. The place that knew it 
at morning knew it no more at night. It 
was nearly ten miles off and where was 
a busy town.of 5,000 inhabitants in the 
morning, was a deserted village site at 
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night, while a smooth, well built, compact 
roadbed for traveling stretched from the 
morning site to the evening tarrying 
place.” 


The work in the Palisades was done 
with a dispatch that wins wondering com- 
ment from railroad builders of today. 
One stretch of twelve miles through the 
canyon was graded in six weeks and an- 
other of five miles in three weeks. 


It was also deemed important to reduce 
some of the work in the lower mountains 
crossed by the railroad in Utah, so that 
when the track reached those points 
there should be no delay. About a car- 
load of supplies and materials was wag- 
oned across the desert from Wadsworth 
to Promontory. It is recorded that the 
transportation of this outfit cost $5,400. 


Mormons Help 


A force of engineers made the location 
surveys for about 100 miles west from the 
site of the present city of Ogden, Utah. 

(Advertisement) 
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A contract was let to Mormon people to 
grade the railroad for 100 miles west. 
This was completed before the track 
layers arrived from the west, and made 
possible the rapid progress in building 
the road to meet the Union Pacific at 
Promontory. 

Meanwhile the work on the main grade 
was giving the builders concern; the 
cold weather which had added to the 
difficulty of mountain construction beset 
them on the plains. 


Blast Frozen Ground 


The ground in the upper Humboldt 
Valley, where the graders were working, 
was frozen for several feet down. Men 
who had shoveled twenty feet of snow to 
find foundation for a 
snow-shed timber never 
thought of waiting for 
warm weather to soften 
the ground. It was hard 
as rock and as such 
they treated it, breaking 
it up with blasting 
powder, of which at 
this time they used an 
incredible amount every 
month. This frozen ma- 
terial made troublesome 
and costly embankments 
as it required constant 
attention when the 
frost was leaving it to 
maintain a stable road: 
way. 
August 21, 1868, 

found the road open 
and operating to 
Browns, Nevada, 235 
miles from Sacramento. 
Argenta was reached 
November 19, and 
March 5, 1869, the Cen- 
tral Pacific was operat- 
ing to Carlin, Nevada. 

The late William Hood, authority on 
railroad construction and familiar with 
all phases of railroad building, both in 
western mountains and deserts, summed 
up the comparison thus: ‘From New: 
castle to Wadsworth was built between 
February, 1865, and July, 1868, with a 
force averaging fully 11,000. More than 
three years’ time was required for this 
157 miles. From Wadsworth to Ogden 
was built between July, 1868, and May, 
1869, with a force averaging 5,000. Be 
tween nine and ten months were required 
to build this 555 miles. The work of build- 
ing from Wadsworth to Ogden is about 
comparable on the average to that from 
Ogden to Omaha and the work of build- 
ing the Central Pacific from Newcastle to 
Wadsworth, only 157 miles, would easily 
have built the entire road far east of 
Omaha had this 157 miles been of the 
same average cost as the road from 
Wadsworth to Omaha.” 

(To be continued in April 27th issue) 
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Mills Buildi 
WASHINGTON, D. C. 


418-430 South Market Street 
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OUR PLATFORM 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 


SECRETARY GOOD AND WATERWAYS 

Secretary of War James W. Good has lost little time 
since becoming a member of President Hoover’s cabinet in 
making it clear that he is of the school of his predecessor 
in the matter of development of inland waterways. His 
address this week in Chicago before the Bankers’ Club 
reveals that he stands with those who assert that hundreds 
of millions-of dollars of “savings” accrue to the public 
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from “cheaper” water transportation and that the govern- 
ment barge line has made an “actual profit.” 

“Less than fifteen years from its completion, it (the 
Panama Canal) is earning handsome annual profits on its 
cost,’ says the Secretary. 

Having been in the office of Secretary of War only a 
little over a month, Mr. Good may not have been aware of 
the fact that Colonel Harry Burgess, governor of the 
Panama Canal, told the House committee on appropriations 
in December, 1928, that the Panama Canal owed the federal 
treasury about $540,000,000, including compound interest 
on the capital investment at the rate of 3 per cent annually. 
The testimony was to the effect that demands for lower 
tolls were based on the theory “that we are earning a large 
amount of interest, around 7 or 8 per cent; but on the real 
investment in the canal we are not earning anywhere near 
that rate of interest. On the actual debt owing the 
Treasury we are earning only a trifle over 3 per cent.” 
_ Secretary Good says “it is calculated that improvement 
of rivers and harbors has lopped $600,000,000 annually 
from the country’s freight bills.” War Department officials 
have made this statement before. It no doubt will be re- 
peated again without any explanation being given as to the 
details of the calculation. We have commented heretofore 
on the kind of figuring that results in this total of $600,- 
000,000. We wonder what the bankers in the Secretary’s 
audience, who know something about the cost of money, 
what actually constitutes savings and what the word -“‘profit” 
implies, would think of this calculation if they took the 
trouble to look into it. 

The Secretary says it appears from the report of the 
joint board of engineers that a St. Lawrence waterway suit- 
able for ocean-going vessels can be provided for from 
$174,000,000 to $189,000,000, on the assumption that power 
bears the cost of the works built specifically for power and 
one-half the cost of the works built jointly for power and 
navigation. 

Economists, says he, calculate that 23,000,000 tons of 
yearly freight would seek this route. From $2 to $3.50 a 
ton would be saved in the cost of exporting grain—from 
6 to 10 cents a bushel, “all accruing to the farmer.” 

On this phase of the waterway question, we have the 
recent statement of Harold G. Moulton, president of the 
Brookings Institution, that, taking into consideration all 
costs, “we have concluded that the total cost of construct- 
ing a 27-foot channel and providing that depth in inter- 
connecting channels and lake harbors would amount to more 
than $700,000,000,” and that “the additional costs assigned 
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CARLOADING & DISTRIBUTING CO. 


OWNED BY 
UNITED STATES FREIGHT COMPANY 


Freight service today is just as much a 
commodity to be purchased by the shipper 
as the automobile, motor truck or any other 
method of transportation. 


Regardless of the method used the results 
desired are always the same, the best possi- 
ble time in transit at the lowest possible cost 
consistent with safe and efficient operation. 


Universal Consolidated Car Service and 
Universal Container Car Service provide 
adequately for obtaining these desired 
results. 


For rates or further information apply to the Freight Traffic Department in our nearest office: 
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Cleveland Grand Rapids South Bend Wilmington 
Columbus Hartford Worcester 


“fis 














April 18, 1929 


to power W ould bring the grand total to more than $900,- 
000,000.” The same authority concluded that the total 
yolume of traffic likely to use the St. Lawrence route if 
shippifig services were provided would not exceed ten or 
twelve million tons annually, divided roughtly equally be- 
tween the United States and Canada,” and that the annual 
charges for interest, maintenance and upkeep “which are 
to be borne by the taxpayers generally would thus amount 
to approximately $4 a ton on all the traffic carried.” 

“The Inland Waterways Corporation, under the direc- 
tion of the Secretary of War,” says Mr. Good, “last year 
operated at an actual profit of more than $257,000. . . 
Government support of and interest in it have sometimes 
been criticized ; but the policy is now completely justified in 
its results, and we may confidently anticipate that these 
operations will be broadened, extended, and made increas- 
ingly beneficial.” 

Speaking to bankers, we assume that Secretary Good 
weighed his words when he spoke of “an actual profit of 
more than $257,000.” ‘‘Actual profit” to bankers means 
“actual profit.” It means a profit after the costs of doing 
business have been met. The barge line did not have a 
profit in that sense. It had an excess of income over outgo. 
It charged nothing to the cost of capital. It did not pay the 
taxes that a private operator would have to pay. It is 
a subsidized enterprise. No showing that we have seen of 
the results of operation of the barge line has “completely 
justified” the policy of the government in this respect. If 
the government barge line operations are to be broadened 
and extended, as the Secretary says, additional appropria- 
tions from the federal treasury may be anticipated. 

The Secretary of War says much about the develop- 
ment of waterways not injuring the railways, yet in support 
of the contention that inland water transportation is cheaper 
than rail transportation, he offers a comparison of charges 
based on the difference between water and rail charges, the 
latter including all the costs of doing business, while the 
former do not. Waterway transportation can not be econ- 
omically justified on the basis of the waterway platform 
of the Secretary of War. 


DAYLIGHT SAVING 
Daylight saving, which will go into effect in Chicago 
and many other places—but not in others—April 28 again 
this year, while, no doubt, a good thing in theory, would 
be less open to objection if it were universal instead of to 
be found only in spots. Always, in going to some other 
city,.one has not only to orient himself, so to speak, with 
respect to ordinary changes in time due to the fixed zones, 
but, with daylight saving, he has also to inquire whether the 
place where he happens to be is on daylight saving time 
or not. The situation is further complicated by the fact that 
the railroads have continued to run on standard time 
schedules. The result is many trains missed and engage- 
ments broken. We think it is fair to say that, considered 
locally, daylight saving is a fine thing for most people but, 
considered from the larger point of view—so long as it 
is not universal—it is a nuisance. 
There is to be still another complication this year for 
Persons subject to it. That is the fact that the Pennsylvania 
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and the New York Central have decided to operate their 
Broadway Limited and Twentieth Century trains between 


Chicago and New York on daylight saving time. One 
will also now have to remember which railroads are operat- 
ing on standard time schedules and which on daylight 
saving time. This, of itself, is more or less annoying and 
sometimes it is even worse than that. Perhaps an illus- 
tration from our own business will serve to show how this 
lack of uniformity may work trouble. 

As is well known, we publish a Daily. The utmost 
pains are taken to get the very latest possible information 
in this publication and then to get it to the subscriber as 
soon as possible. It goes to press at a time that enables 
us to catch the Broadway Limited and Twentieth Century 
trains to the east. Ordinarily, when the daylight saving 
season comes, the railroads continuing to operate on standard 
time, we postpone for an hour (speaking in terms of day- 
light saving) the time for sending this publication to press. 
This enables us to maintain our customary service, since, 
though our heavy special delivery mail from Washington 
is an hour later than usual (speaking in terms of daylight 
saving) we have an hour more in which to get into type 
the matter it contains. But now that the fast trains that 
we use for service to the east are to go to daylight saving 
time, while the train from Washington that brings to us 
a large special delivery mail, posted at Washington early 
in the afternoon and reaching Chicago the next morning in 
time for most of the matter it contains to be used in the 
Daily of that day, is not to do so, we are deprived of exactly 
an hour in the time for getting this material into the current 
Daily, which means that only a small part of it will get in, 
and none at all when the train is late. Thus, we are con- 
fronted with the problem of whether to send the Daily to 
press at the usual time, with much of the matter it contains 
a day older than it would be under the present plan, or to 
mail it on later trains to subscribers now getting it via the 
Twentieth Century and Broadway Limited, so delaying the 
service to them. 

What we shall do has not yet been decided and no one 
but us cares, except the subscribers immediately concerned. 
We only mention the case as one of perhaps many illustra- 
tions that could be given of how this jumbled system of 
marking time throws a monkey wrench into the machinery. 


BARGE LINE POLICY 


Major General Ashburn, chairman and executive of the 
Inland Waterways Corporation, in an address before the 
New Orleans Chamber of Commerce this week, made a 
statement that strikes us as a significant departure from 
utterances of public officials heretofore with reference to 
the government barge line. 

If the Inland Waterways Cougeretion, according to 
General Ashburn, is to carry out the will of Congress that 
the barge line shall be developed to the point where it 
may be transferred to private operation to the best ad- 
vantage of the government, then there must be recognition 
of “the duty of the corporation to so conduct its operations 
as to afford it a living revenue, a reasonable return upon. 
the money invested, else the government can never dispose 
of it, except upon the most disadvantageous terms.” It is 
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necessary, according to the general, that the barge line 
operate at “a reasonable profit, and show private capital that 
such operations can be so conducted.” 

“Living revenue,” ‘‘a reasonable return upon the money 
invested,” and “a reasonable profit,” are phrases that imply, 
if we understand the meaning of these words, that there 
must be a demonstration of barge line operation by the 
government—if the barge line is to be sold to private capital 
—in which costs of operation that would have to be met by 
a private operator are taken into consideration in determina- 
tion of whether or not the barge line can be operated at a 
profit. 

The government barge line operation is being carried 
on under legislation grounded on the “demonstration” theory 
and not on the basis of permanent government ownership 
and operation. It has been and is inconceivable how the 
government could conduct a demonstration for the purpose 
of convincing private capital that common carrier barge 
line operation on the inland waterways is profitable unless 
the government faced the facts about the costs of operation 
under private ownership and operation. Unless the financial 
operating results of this government enterprise become such 
that the prospective purchaser may be assured that he will 
obtain a profit under private ownership, there will be no 
transfer to private ownership of the barge line. In view 
of what General Ashburn has now said, it is to be expected 
that financial statements of the Inland Waterways Corpora- 
tion hereafter will be prepared with reference to at least 
“a reasonable return on the money invested.” 


CHICAGO AND WATERWAYS 


Inland waterway development in its relation to the future 
of Chicago was discussed by Secretary of War James W. Good 
in an address, April 10, before the Chicago Bankers’ Club, at 
the Congress Hotel. 

Describing Chicago as at the apex of the American Med- 
iterranean, Secretary Good said the wealth and opportunities 
of the world’s richest continent were spread at its feet. 


“Nature’s highways lead to it,” he continued. “The Great 
Lakes and the St. Lawrence River extend the generous hand 
of invitation to us; they fairly beseech us to cooperate in exe- 
cuting the almost trivial works that will convert them into a 
new Mediterranean for the newer continent. It is not even a 
difficult or an expensive engineering task to which they chal- 
lenge us. It is far simpler and less difficult than building the 
Panama Canal.” 


But those who desired another isthmian canal built, sug- 

gested Secretary Good, while interposing “the opposition of 
parochial narrowness against the St. Lawrence seaway, will 
one day have rude awakening to the fact that the great mid- 
continent is profoundly in earnest about this waterway pro- 
gram.” 
That statement brought enthusiastic applause from the 
seven or eight hundred members of the Bankers’ Club and 
their guests gathered to hear the new Secretary of War. 
Although Secretary Good’s subject was “The Future of Chicago,” 
and a large variety of topics were included under it, waterway 
development and its benefits were perhaps more prominent in 
the prophetic picture of the future he drew than any -other 
thing. And it was to that phase of his address that the audi- 
eace seemed most responsive. 

The Panama Canal, notwithstanding the pessimism of the 
doubters at the time construction of the canal was proposed, 
continued Mr. Good, “is earning handsome annual profits on its 
cost.” 

“There need be no fear,” said he, “that any plan for bring- 
ing the ocean front into the heart of the continent and connect- 
ing it with improved navigation on our inland rivers, will work 
disadvantage to the national railroad system. Water highways 
fill an economic need that cannot otherwise be met. They can 
move bulk freight more cheaply than any other mode of trans- 
portation. But their place is not that of competitors of rail- 
ways; rather, they will provide supplementary and comple- 
mentary facilities, in the end increasing the aggregate of busi- 
ness so greatly that the railroads themselves will participate 


in the general advance of prosperity. Cheaper transport is 
especially needed for raw materials, farm products and heavy 
goods that can be moved only through limited distances 

rail. It is calculated that improvement of rivers and harbors 
has lopped $600,000,000 annually from the country’s freight bills, 
Great Lake improvements, by no means adequate as yet, are 
saving $200,000,000 in each year’s transportation costs. Already 
50,000,000 tons of freight move annually by the Mississippi 
River system. And all these figures will seem paltry to the 
future—not a distant future, either—when the ports of the world 


will send their argosies of trade to the water fronts of the 


Great Lake cities, and a tamed and harnessed Mississippi wil] 
bear the vastly increased burdens of which it is capable.” (Cop. 
tinuing, Mr. Good said: 


It appears from the report of the joint board of engineers that 
a St. Lawrence waterway suitable for ocean-going vessels can be 
provided for from _ $174,000,000 to $189,000,000, on the assumption 
that power bears the cost of the works built specifically for power 
and one-half the cost of the works built jointly for power and 
navigation. 

Economists calculate that 23,000,000 tons of yearly freight would 
seek this route, four-fifths of it imports and exports. From $2 to $3.50 
per ton would be saved in the cost of exporting grain;; from 6 to 10 
cents per bushel, all accruing to the farmer. 

Already Chicago’s water-borne shipping gives it rank as eighth 
among the ports of all the world. What will that rank be when 
ocean vessels come from all the seas, and when long lines of barges 
ply the Mississippi with their added tonnage? The dream of the 
mid-west of a nine-foot channel from Chicago to the gulf will soon 
be a reality. The administration is committed to the program and 
so far as the completion of the government’s part in the project is 
concerned, there will be no unnecessary delay. 

There need be no apprehension that waterway development to 
the fullest measure will harm the railroads. They will remain the 
carriers of finished ard fabricated products; and of these the volume 
will multiply as further industrialization follows the cheapening of 
raw materials. Has the freighting of iron ore down the lakes injured 
the railroads? Rather, it has made possible vast industries that 
give the railroads constantly more freight to move. 

To insist upon fullest utilization of waterways implies no criti- 
cism of the railways and their management. Our railways make up 
the world’s foremost transportation system. They are in the hands of 
great executives and splendidly organized staffs, and are magnificently 
serving their purpose. But all that was true of them before the 
World War; and yet they proved unequal to the war emergency; the 
burden was beyond them. The country found itself in desperate 
need of all the service the railroads could give, plus that which the 
waterways ought to have given but could not because they had not 
been prepared for it. We must prepare them. There must be no 
repetition, either in war or in peace, of such a situation. 

As the railways must be assured that they have nothing to lose 
but, ultimately, much to gain by waterway development, so particular 
cities and commercial areas must understand that what is advan- 
tageous to the whole country will be advantageous to every part of it. 
There must be no regional jealousies in this matter. The people of 
the Missouri valley will be entitled to the improvement of their mighty, 
if somewhat undisciplined, river. The farmers of Nebraska and the 
Dakotas are entitled to the benefit of water transportation equally 
with the farmers in states bordering on the Mississippi or the Ohio 
and the canalization of our rivers will be incomplete without the 
improvement of the Missouri. The fact that it will not directly serve 
Chicago must not array Chicago against Missouri river improvement. 
Chicago, imperial city of the mid-continent, will at last = by what- 
ever benefits any section of its vast domain. The intelligent better- 
ment of the great rivers must be an integral part of our program; 
and fortunately we have already had sufficient experience to assure 
that results will be gratifying. The Inland Waterways Corporation, 
under the direction of the secretary of war, last year operated at an 
actual profit of more than $257,000. Created by Congress only five 
years ago, all its $15,000,000 capital stock owned by the government, 
this corporation has pioneered the huge task of reestablishing trans- 
portation on some of the most important western and southern rivers. 
Government support of and interest in it have sometimes been criti- 
cized; but the policy is now completely justified in its results, and 
we may confidently anticipate that these operations will be broadened, 
extended, and made increasingly beneficial. 

Not only must this whole waterways program be carried for- 
ward, but there must be no unnecessary delays. This great work 
of internal improvement will be carried forward as rapidly as ap- 
propriations by Congress will justify. It is a vitally important link 
in the chain of plans for agricultural: relief and will not brook of 
delay. A prosperous agriculture will always be essential to national 
welfare. Indeed, as our industrialization goes on and on, a pros- 
perous agriculture will become more, rather than less, important 
to the nation. 


FIRE DOORS ON LOCOMOTIVES 


The American Railway Association, in No. 20247, Public 
Utilities Commission of Ohio vs. Pennsylvania, and No. 20746, 
A. Johnston, grand chief engineer of Brotherhood of Locomotive 
Engineers, et al. vs. A. & R. et al. has asked the Commission 
to extend the effective date of the order in these cases requiring 
the installation of mechanically operated fire doors on loco- 
motives from April 1 to August 1. The railroads, according 
to the petition, have found it impossible to comply with the 
order within the time specified. They are, however, proceeding 
with application of the doors as the locomotives pass through 
the shops, in so far as the necessary designs and materials are 
available. 

The Commission has modified its order requiring that loco- 
motives be equipped with mechanically operated fire doors 80 
as to require that as to locomotives, paragraph (a) shall be 
effective on all locomotives which receive class 4 or heavier 
repairs on or after July 1, 1929, and all locomotives shall be 
equipped as required by not later than July 1, 1931, provided 
that this modification shall apply only in those instances where 
necessary equipment is not available. 
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What Is the Public Interest?—As the number of Commis- 
sion reports on applications for permission to construct, aban- 
don, or unify railroads increases, non-technical readers, it is 
pelieved, will unconsciously grope for a definition of the words 
“in the public interest” or just “public interest.” Defining pub- 
lic interest so as to cover all instances in which it may be 
necessary for the Commission to use the words is as impossible 
as it is to define fraud so as to cover all cases. It has been 
gaid that beauty rests in the eye of the beholder. Broadly 
speaking, it might be said that what constitutes the public 
interest rests in the conscience of the court or administrative 
tribunal called upon to apply the test whether the thing pro- 
posed is in or against the public interest. The use of the word 
“public” implies all the people constituting a state or nation. 
A railroad is as much a part of the public as the butcher, the 
paker, or the candlestick maker. At least one law dictionary 
does not even mention the combination of words “public in- 
terest” or “in the public interest.” Yet the decisions of courts 
and commissions make many references to the public interest. 
But they use the words just as if everybody knew exactly what 
they meant. The Commission has been using the combination 
in finance, construction, abandonment and unification cases 
much more frequently than in rate cases. That is due to the 
fact that in rate cases the fight is between only a part of the 
public and a particular railroad or group of railroads. In the 
York, Pa., switching case, York Manufacturers’ Association vs. 
Pennsylvania, 73 I. C. C. 40, Commissioner Aitchison discussed 
“public interest” in a definitive way, but still he did not define 
it. In that case the Commission decided that the damage to 
the Pennsylvania if it were required to open its terminals to 
the other railroads would be too great to warrant the Com- 
mission ordering their opening in the “public interest.” But 
the Commission found that the practice of the Pennsylvania at 
York was such as to cause undue prejudice. Aitchison said 
that “in determining what is ‘in the public interest’ in a given 
case, as antecedent to the affirmative exercise of this broad 
grant of power, we must take into consideration not only the 
interests of the particular shippers at or near the terminal in- 
volved, but also the interests of the carriers (the Western Mary- 
land was also involved) and the general public.” Inasmuch as 
the York case decision went through the courts without criti- 
cism, the declaration of what had to be taken into considera- 
tion before the power to decide whether a thing would or would 
not be in the public interest could be used, the Aitchison lan- 
guage may be regarded as a recent statement of what, in law, 
constitutes a rule for ascertaining public interest, if not a defini- 
tion of public interest. The language is interesting because 
it was used after the legislation of 1920, in which the Com- 
mission is authorized to do the things specified, in the public 
interest. The words were used by the Commission long before 
the legislation of 1920. For instance, in Freight Bureau, Cin- 
cinnati, vs. C. N. O. & T. P., 10 I. C. C. 197, Commissioner Cle- 
ments observed that a certain thing which the southeastern 
roads has done would not be in the “interests of the public.” 
That was in 1894. The Supreme Court of the United States, 
the next year, in Texas & Pacific vs. I. C. C., 162 U. S. 197, 
speaking through Justice Shiras, said: . “we read the 
act in question (act to regulate commerce) to direct the Com- 
mission, when asked to find a common carrier guilty of a dis- 
regard of the act, to take into consideration all the facts of 
the given case—among which are to be considered the welfare 
and advantage of the common carrier—and of the great body 
of citizens of the United States who constitute the consumers 
and recipients of the merchandise carried. It is self- 
evident that many cases may and do arise where, although 
the object of the carriers is to secure the traffic for their own 
lines, yet, nevertheless, the very fact that they seek, by the 
charges they make to secure it, operates in- the interests of 
the public.” In other words, the public interest can only be 
ascertained by weighing all the interests, including those of the 
railroad or railroads, to see whether the balance is for or against 
the thing proposed. 





Conservationists Fall Out.—Conservationists are about as 
unable to agree among themselves as any other class of citizens. 
That fact seems to be brought out in to clear relief by the turmoil 
following the President’s stopping of all the development of 
oil and gas on the public domain he possibly could control and 
the Attorney-General’s “busting” of the conservation plan built 
Up in four years of work by the leaders in the oil industry and 
the Federal Oil Conservation Board. Western states do not like 
the stopping of work within their borders. They profess to be 
conservationists. Some of them are even going to court about 
t. The oil industry leaders, as a rule, approved the public 
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domain policy. They did that, it is suspected, because they 
have more than 600,000,000 barrels of oil in storage. Therefore 
they wanted the government to agree that it would be in the 
public interest that no greater amount of oil should be produced 
this year than in 1928. Western oil men also approved that. 
Presumably, if the leaders, by agreement, succeed in holding 
the 1929 production at the 1928 level of 912,000,000 barrels, 
Attorney-General Mitchell will try to clap the anti-trust law 
penalties on them. The oil men declare that the gasoline used 
in 1928 should have been extracted from 634,000,000 barrels. 
Because it was not they say 278,000,000 barrels were wasted 
and the petroleum resources depleted by just that amount. 
However, if the 278,000,000 barrels had not been used for mak- 
ing gasoline, by the most wasteful methods, they would have 
been placed in storage and the surplus in tanks would have 
been about 878,000,000 barrels, every barrel causing expense 
for storage in addition to causing loss by evaporation. This 
condition of vast overstocking has been a fact for several years. 
Naturally, the big units are the ones that bear the loss caused 
by storage. If they decided to get rid of stocks by cutting 
prices so as to persuade the country to go joy-riding every 
day this summer they would drive all the small refiners into 
bankruptcy. The big fellows, in case they decided to unload 
by making bargain prices, it is suspected, would not invite in 
the little ones. 





Peace in Lake Cargo Coal Rates?—Immediately after the 
Commission refused to suspend the reductions in lake cargo 
coal rates from the Fairmont, Connellsville and other districts 
(they became effective April 1), there was talk that the Pitts- 
burgh & West Virginia and/or the Wheeling & Lake Erie would 
imitate the bull who took a stroll in a china shop by proposing 
reductions from districts farther north. But after more than 
a week had elapsed without the appearance of any tariffs of 
that sort, the impression that there would be peace for a while 
in the lake cargo coal rate world blossomed into full flower. 
Failure of the Commission to suspend the compromise spread 
of 35 cents at the end of last year or the Fairmont appendix 
thereto created the belief that the Commission intended to 
allow a try-out of the compromise. That creation took place 
notwithstanding the fact that the injunction issued in the Anchor 
cases was in effect when the two decisions not to suspend 
were taken and the fact that the Commission was believed to 
have determined that it would not do anything to change the 
situation while that injunction was alive. Assuming that the 
Commission had determined, in its breast, without publishing 
the fact affirmatively, to have peace by upholding the com- 
promise, for a time at least, the natural assumption is that, if 
either or both the roads mentioned undertake a lowering of 
rates from the northern fields, they will draw a suspension 
order. The lake season of navigation is about opening and 
any proposal to change the rates would create confusion, at 
least in the time elapsing between the filing of the tariffs and 
a vote by the Commission on the question of suspension. Then, 
if it declined to suspend, the confusion would be continued 
until there was a decision on the question whether the rates 
had or had not been justified. 





Commission Leakage Suspected.—Folks interested in Wall 
Street profess to believe that, because Van Sweringen stocks 
went up for two days prior to the most recent decision, and on 
account of some newspaper reports in respect of Van Sweringen 
plans, the unification of the Chesapeake & Ohio and the Pere 
Marquette, there was a leak of information from the Commis- 
sion as to what the decision would be. The allegation is that 
forty-eight hours before the report, in which the change was 
allowed in the price to be paid for the Pere Marquette stock 
and the price at which new Chesapeake & Ohio stock was to 
be sold to Chesapeake & Ohio stockholders, Wall Street knew 
what it was to be and acted accordingly. Both the Commission 
and the Supreme Court of the United States are pestered at 
times by a suspicion that somebody has talked to those inter- 
ested and that the latter have engrossed or regraded the market 
in anticipation of the news. Neither, however, in recent years 
at least, has been able to discover the sources from which the 
market players have obtained their information. Therefore, 
no one has been punished. The Supreme Court, being an ap- 
pellate body, has an easier task than the Commission, in keep- 
ing its secrets. The court sends its opinions to the printer 
to be put into type. But the last line of the opinion is usually 
not added until just an hour or so before the opinion is read. 
The last line usually consists of one word, “affirmed” or “re- 
versed.” Many of the opinions are so written that unless one 
has the whole opinion he is not sure what the court has ordered. 
When the opinion in the insular cases was rendered a Wall 
Street newspaper jarred the market by sending out over the 
ticker some of the language that was used by the writer of 
the opinion while it was being read. The language used seemed 
to indicate clearly, the outcome of the case. But before the 
opinion was completed the other side of the argument was put 
out and the first impression, on account of the incompleteness 
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of the report, was absolutely the reverse of what had hap- 
pened when the reading of the opinion was completed. In 
other words, for one to be sure of what the court has done one 
must have the whole opinion. The Commission, however, gen- 
erally indicates, in the course of its report, what the finding 
will be, so the formal conclusion drawn from the facts set forth 
in the recital is not so essential to an understanding of what 
has been done as it is in a court case. 


Place, Power, Pomp and Circumstance.—A large part of the 
world, it is believed, is laughing over the squabble about the 
place where Vice-President Curtis’ sister shall sit when she 
and the Vice-President go out to dine with officials in private 
homes, at legations and embassies. It is always easy to laugh 
at somebody else’s discomfiture. It is always easy to claim to 
be a fierce democrat—when one is not directly involved. When 
one is it is different. At a social gathering no general manager, 
it is believed, would feel just right were his sister who kept 
house for him, compelled to yield the pas to his private secre- 
tary, because, forsooth the private secretary, by reason of some- 
thing her ancestor had done, was Kufuerstin von Leverwurst, 
instead of Miss Leverwurst. European society, before the war, 
to a certain extent, managed situations of that sort, by refusing 
to mix commoners and the ennobled. In Washington the social 
law follows the rating in official life when there is a mixing 
of the official class and the indefinite class known as society, 
hence the query as to the proper place of the housekeeping 
sister of the Vice-President. The latter, as heir-apparent to the 
throne, comes immediately after the President. If he has a 
wife, why she goes with him ahead of the wives of. cabinet 
officers, ambassadors, ministers, and so forth. The widower 
who is in office, has a heck of a time over the question of 
precedence for his sister who keeps house for him. The diplo- 
mats got Secretary Kellogg into the mess, but when they came 
to Secretary Stimson, he told them to go to. Europe had to 
consider the matter of precedence among nations, in making 
up the mailing list for the dispatch of identic notes from one 
foreign office to all others. The Congress of Vienna, after the 
Napoleonic wars, decided that the list should be made up 
alphabetically, in French. Therefore, Germany, the French 
name of which begins with A, got hers first. Now, if the rule 
is still observed, Albania, is No. 1, if the French spelling thereof 
follows the English form.—A. E. H. 


CONTAINER CAR HEARING 


The Trafic World New York Bureau 


Testimony at the hearing before Examiner Ames of the 
Interstate Commerce Commission on container car rates has 
been overwhelmingly in favor of the system and many of the 
witnesses have expressed the hope that it will be extended as 
planned by the New York Central and Pennsylvania railroads. 

W. T. Medford, traffic manager of the Baltimore Association 
of Commerce, testified that he favored the container car plan on 
general principles as compared with the box car method of 
shipping freight, but said that small shippers in his territory 
who had to consolidate their shipments through a forwarding 
company had complained that the Universal Car Loading and 
Distributing Company did not give them the benefit of con- 
cessions obtained from the railroads. . 

U. Wright, of the operating department of the New York 
Central, testified that the container car system had a great 
advantage over the box car system in its mechanical handling 
of freight and lessening of damage and smaller platform area 
required because of the handling of the containers by cranes. 
At present, he said, his company is experimenting with a new 
drop side car weighing twenty-three tons without the container. 
He added that his company preferred to use the present tariff 
rather than the one proposed by the Pennsylvania Railroad. 

Revision of container car rates was advocated by George 
B. Wright, freight traffic manager of the Detroit & Cleveland 
Navigation Company, and P. J. Swartz, general manager of the 
Cleveland & Buffalo Transportation Company, in their testimony 
at the hearing. The former said his company has no competi- 
tion from the container car system at present, but the latter 
said his company said this form of competition has cut heavily 
into the business of the C. & B. 

Under cross-examination by counsel for the New York Cen- 
tral, Mr. Wright admitted that only 32 per cent of the business 
of his company consisted of freight traffic and that half of this 
was made up of automobiles. Less-than-carload business of the 
company last year amounted to about 140,000 tons. Mr. Wright 
said, in response to further questions, that, while the C. & B. 
could afford to carry a 4,000-pound automobile between Detroit 
and Cleveland for $12, the business of his company would suffer 
if the New York Central were permitted to carry 4,000 pounds 
of freight in a container car for $8.25. 

Clare B. Tefft, transportation commissioner of the Toledo 
Chamber of Commerce, said that while there had been no actual 
experience with the container system at Toledo as yet, this 
plan of handling freight seemed to be an efficient, rapid and 


THE TRAFFIC WORLD 


Vol. XLII, No, 5 


economical method of distribution. As to the method of making 
container car rates, he said: 

“The sole measure of the present container rates ig @Dpar. 
ently the unit of distance. Certainly value has been giy, 
little consideration. Weight is considered only in units of 500 
pounds, and then only after the initial unit or minimum ¢ 
4,000 pounds has been set up. Nor has the element of space 
apparently been given much consideration. The whole fabric 
then, after the initial rate is determined, is based on distangg 
as a unit. We are not convinced that this is a sound rate 
making method, and the results attained are somewhat Startling 
We do not object to the present short-haul container rates, pyt 
it has seemed to us that the long-haul rates are entirely out of 
line.” 

Reduction of long-haul rates on container car shipments 
also was advocated by A. F. Vandegrift, traffic manager of the 
Louisville Chamber of Commerce. These rates, he held, were 
on a wrong basis when short hauls were charged less and long 
hauls more. The latter, he said, should be reduced in accord. 
ance with established railroad practice. He was not certajp 
that it would be desirable to have the system extended to Lonis. 
ville, because there has been no demand for it there. 

Clyde Browne, counsel for the New York Central, agreed 
that, in view of the fact that the system is somewhat experi. 
mental, it should be extended gradually, as has been the cage 
with the air mail. Some shippers, he stated, cannot make use 
of the container car facilities because they do not have enough 
freight at one time to fill a container, but these can, by ship 
ping through a forwarding company, get the benefit of a reduce 
tion from less-than-carload rates. 

R. C. Fife, representing the western railroads, asked that 
the Commission continue the suspension of the container tar 
tariff on the ground that its adoption would injure the the 
freight traffic of these roads. The latter, he said, has to hay 
back a surplus of empty box cars. Representatives of the New 
York, New Haven & Hartford opposed the new tariff on similar 
grounds, holding that the situation of their lines is altogether 
different from that of the New York Central and Pennsylvania, 

J. A. Brown, vice-president of the Missouri Pacific, sub 
mitted evidence to show that if the Commission granted per 
mission for the adoption of the container car tariff, the company 
was prepared fo put it in operation from a number of stations, 
Other witnesses testified that only large shippers have bee 
in a position to take advantage of the container car facilities 
in most cases. 

Woodward I. Leech, president of the Leech Carrier Cor 
poration, Buffalo, gave details of a new freight handling device 
in which sectional unit cars may be used with benefit to ship 
pers, consignees, railroads and consumers. 


SUSPENDED TARIFFS 


In I. and S. No. 3271, the Commission has suspended from: 
April 10 until November 10 schedules in supplement No. 12 to 
Johanson’s I.'C. C. No. 2032. The suspended schedules propose 
to cancel the application of the present arbitraries on cement 
from points in Illinois, Indiana, Iowa, Kentucky, Minnesota and 
Wisconsiin to Cairo, Ill., East St. Louis, Ill, Hannibal, Mo, 
Memphis, Tenn., and Kansas City, Mo., used in constructing 
through rates on shipments to destinations beyond in Arkansas 
and Louisiana, which generally would result in higher com 
bination rates on such traffic. The following is _ illustrative, 
rates being in cents per 100 pounds on cement, C. L., from 
Speeds, Ind.: 

To Jonesboro, Ark., present 27.5, proposed 28; Shreveport, La, 
present 33.5, proposed 36.5. 

In. I. and S. No. 3270, the Commission has suspended from 
April 6 until November 6, schedules as published in supplement 
No. 53 to Agent Frank Van Ummersen’s tariff I. C. C. No. 50. 
The suspended schedules propose to restrict the rates on pd: 
ished marble, granite and stone blocks, pieces or slabs, car 
loads, from Boston, Mass., and New York, N. Y., rate points 
to destinations in central freight association territory, includ 
ing Chicago, Ill., Milwaukee, Wis., and Peoria, IIl., so as not to 
apply via routes operating through Harlem River, Port Morris 
or New York, N. Y., which would result in application of higher 
class rates on shipments from New York and other points 
which are intermediate over the eliminated routes. 

In I. and S. No. 3273, the Commission has suspended from 
April 10 until November 10 schedules in supplements Nos. 36 
and 37 to New York Central I. C. C. L. S. No. 1245. The sut 
pended schedules propose to increase the reciprocal switching 
charge at South Bend, Ind., from $3.60 to $7 per car on traffic 
interchanged between industries located on the New York Ce& 
tral (lines west) and junctions with the Grand Trunk Railway 
(west), Pennsylvania Railroad (west) and the New Jersey, 
Indiana & Illinois. 

In I. and 8. No. 3272, the Commission has suspended from 
April 9, until November 9, schedules as published in C. B. & Q 
tariff I. C. C. No. 17230. The suspended schedules propose t 
cancel arrangements for sorting and consolidation of live hogs ” 
in transit at Sterling, Colo. 
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April 18, 1929 


OIL RELATIONSHIP FIGHT 


Reductions in rates on pretroleum and its products, from 
Casper and other refining points in Wyoming, to the Dakotas 
and some stations in Minnesota, Iowa, Nebraska and Montana, 
proposed by the Chicago & North Western and the Burlington, 
averaging, on gasoline, about 6.5 cents per 100 pounds, have 
peen forbidden in I. and S. No. 3148, petroleum and its prod- 
ucts from points in Wyoming to destinations in the states men- 
tioned. The Commission, by division 5, in a report written by 
Commissioner Brainerd, found that while the rates proposed 
were not less than reasonable maximum rates they would give 
an undue and unreasonable preference and advantage to the 
shippers and localities situated in the origin territory and sub- 
ject shippers and localities in the mid-continent oil field to an 
undue and unreasonable disadvantage. The schedules have been 
ordered to be canceled and the proceeding discontinued. 

Protests came from the mid-continent refiners and car- 
riers. The proposing lines said that the rates would restore 
the relationship that existed prior to the decision in Midconti- 
nent Oil Rates, 1925, 139 I. C. C. 605. Commissioner Brainerd 
said the proposed rates were reductions from those considered 
in that case. In a general way, he said, they restored the rela- 
tionship. ‘There were also some increases. The respondent 
carriers, he said, contended that the proposed rates were pub- 
lished to assist the Wyoming refiners in holding the market 
and to prevent a shift of tonnage from the Wyoming field to 
other points off the lines of the respondents which the re- 
spondents said would cause a loss to them of a substantial 
amount of freight revenue. Mr. Brainerd said the carriers 
justified what they had done from motives of self interest, but, 
he:added, the proposed reductions would reduce the revenues 
of the North Western by more than $350,000 annually. 

“Moreover,” said he, “no carrier subject to our jurisdiction 
has the right to adjust rates in favor of industries on its own 
line in such a way as fo prevent legitimate competition at 
points on its line where, as here, it is the delivering line for 
traffic moving from points off as well as on its line.” 

Mr. Brainerd said that while it was true that no order was 
entered in the Midcontinent case predicated upon findings un- 
der section 3, the Commission considered and prescribed what, 
in its opinion, would be maximum and none-prejudicial rates 
from both the Wyoming and mid-continent fields and also from 
Whiting, Ind., to common points of destination. 


STATUS OF C.N.S. & M. 


The Commission, in Ex Parte No. 38, in the matter of rules 
and instructions for the inspection and testing of locomotives 
propelled by other,than steam power, has refused to reconsider 
its decision in 122 I. C. C. 414, that the Chicago, North Shore 
& Milwaukee is not an interurban electric railway. It has 
denied a petition of that carrier for further consideration of 
the matter based upon the fact that in other decisions the 
Commission has held that that carrier is an interurban line. 
The petition was filed February 29, 1928, on account, largely, 
of the filing of formal docket No. 20516, George B. Hild et al. 
vs. Chicago, North Shore & Milwaukee, in behalf of purchasers 
of securities of the North Shore which had not been authorized 
by the Commission, the North Shore not having filed application 
for approval because it deemed and still deems itself not subject 
to the Commission in so far as the issuance of securities is 
concerned. 

Application for further consideration with a view to the 
Commission’s modification of its findings, in this locomotive 
inspection case, was made because, as the petitioner alleged, 
the finding had been and was being used for other purposes 
to the “prejudice and injury of petitioner,” notwithstanding that 
in other decisions the petitioner was shown as not being en- 
titled to the benefits of section 15-a and other parts of the 
law intended for the conservation of the interests of steam rail- 
roads and was specifically excluded from cases brought for the 
benefit of the steam railroads. 

The North Shore, in this application for further considera- 
tion with a view to a modification of the finding, asserted that 
the use of the decision in respect of locomotive testing had 
created much uneasiness among bankers and investors as well 
48 among interurban carriers themselves. It pointed out that 
the Commission in Intrastate Fares of the C. N. S. & M., 62 
LC. Cc. 188, specifically: said that the North Shore company 
operated an interurban electric line between Chicago and Mil- 
waukee and intermediate points in Illinois and Wisconsin and 
that in many other cases it continued the recognition of the 
North Shore as an interurban electric line for purposes other 
than locomotive testing. 
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As to the holding in Ex Parte No. 38, the petitioner said 
the record consisted largely of Answers to questionnaires and 
that the case was submitted on brief without oral argument 
on the point in question now, the North Shore- assuming that 
there was no question about its status as an interurban line 
not subject to the Commission’s jurisdiction. It pointed out 
that of more than 2,100 power units used by it only 157 came 
within the definition of a locomotive made in connection with 
the administration of the locomotive testing rules. It further 
pointed out that it did not seriously object to the inspection 
of those power units, but that it did object to the prejudice 
and injury that was being caused by the decision in the loco- 
motive testing case. 


ROOT VEGETABLE WEIGHTS 


With an admonition to the railroads to make prompt re- 
fund of overcharges, the Commission, by division 3, has dis- 
missed No. 20792, E. A. Boyce, Inc., et al. vs. St. Louis, Browns- 
ville & Mexico et al. In a report written by Commissioner 
Porter, it was said that the complaint, alleging violation of the 
first three sections and praying for an award of reparation by 
reason of improper weights assessed on carloads of root vege- 
tables, chiefly beets and carrots, was dismissed because of in- 
adequate proof. The direction to make refunds applied to 
shipments on which freight charges were assessed on weights 
in excess of those provided in the published tariffs of the 
carriers. 

The case grew out of disputes between inspectors of the 
Western Weighing & Inspection Bureau and shippers of vege- 
tables from the lower Rio Grande Valley to the north, east 
and a limited extent west and to points in Ontario and Quebec 
provinces of Canada. They could not agree upon the weights 
to be applied. In addition the complainants asserted that the 
inspectors allowed favored shippers to pay on weights inserted 
by them on bills of lading or shipping tickets, if the shippers 
had what was known as a weight agreement with the railroads. 
Those not having a weight agreement were required to bill at 
actual gross weights, which, if not obtainable, were to be ac- 
cording to the weights shown on the unpublished circulars, 
which, however, were available for inspection by shippers. 

Witnesses testified that certain competitors who were on 
friendly terms with bureau inspectors were allowed to bill their 
shipments at weights shown in the circular and that their 
shipments were not test weighed. They also asserted that the 
inspectors changed circular weights that had been incorporated 
in the bills of lading, with the result that excess charges 
amounting to $100, $110 and $115 per car were collected; that 
in some instances destination carriers refunded, but that re- 
quests for a comprehensive test to ascertain weights were 
ignored. They further asserted that-by reason of the excessive 
freight charges buyers refused to buy from certain shippers 
and that one large shipper was practically destroyed by reason 
of the partiality. Eventually that shipper excluded bureau in- 
spectors from his premises. 

There was also dispute as to the proper way to weigh the 
vegetables, complainants contending that the weighing bureau 
in conducting some of its tests weighed the beets and carrots 
before the mud was removed by washing. The bureau men 
retorted that immersing the vegetables in water to soften the 
adhering earth increased the weight of the vegetables. 

The Commission said that estimated weights were used in 


‘some instances where the tariffs made no provision for them 


in the way they were calculated. 

The disputes resulted in the carriers trying to put into 
effect penalty estimated weights on shipments made by ship- 
pers who denied inspectors access to their premises for the 
purpose of making test weights. The schedules were suspended 
in I. and S. No. 3026. Negotiations between the carriers and 
shippers, Mr. Porter said, resulted in agreement as to estimated 
weights and containers, so there was no need of an order for 
the future in this case. 


HULL FIBER OR SHAVINGS 


So as to bring about consistency, the Commission, by divi- 
sion 3, has reversed its prior finding in No. 17643, William 
Fraser, Jr., Inc., vs. Atlantic Coast Line et al., 122 I. C. C. 520, 
that the cotton linter rates were applicable on shipments of 
what the complainant called cottonseed hull fiber or shavings, 
from points in Georgia, Alabama, Tennessee, Mississippi, Arkan- 
sas and Pennsylvania to destinations in New York, Ohio, Mary- 
land and Pennsylvania. It now finds that the commodity shipped 
was hull fiber or shavings and that the linter rates were in- 
applicable. Having reversed the main finding, the Commission 
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has awarded reparation for the difference between the rates 
on linters and those on hull fiber or shavings. 

With the title complaint were joined two sub-numbers, 
Same vs. A. & V. and Same vs. Same; No. 18016, Same vs. 
Lackawanna et al.; No. 18165, Same vs. Illinois Central et al.; 
No. 21639, Massasoit Manufacturing Co. vs. Aberdeen & Rock- 
fish et al., and No. 20091, Harry Schimmel vs. Illinois Central 
et al. 

These additional complaints were added to the title com- 
plaint when the latter came on for further hearing. The tes- 
timony was of similar character. The finding in them was that 
the rates on the shipments in question from points in Georgia, 
the Carolinas, Tennessee and Mississippi to destinations in 
Tennessee, Ohio, Pennsylvania, New York and Connecticut were 
inapplicable to the extent those in the title complaint were 
inapplicable and for the like reasons. 

This finding, on further hearing, and on the cases on origi- 
nal hearing brings these cases into consistency with Speir & 
Co. vs. Atlanta & West Point, 151 I. C. C. 705, decided February 
5, 1929. In these cases the shippers billed the freight as cotton 
hull fiber or shavings, but the inspection bureau changed the 
billing and applied the higher cotton linter rates. At first the 
Commission agreed with the railroads that the proper rates 
had been applied, but in the Speir case it came to an opposite 
conclusion. 


INTERNAL COMBUSTION ENGINES 


Following the reasoning used in West Texas Chamber of 
Commerce vs. H. & T. C., 129 I. C. C. 546, the Commission, in 
No. 19803, Lone Star Gas Company vs. Santa Fe et al., by divi- 
sion 3, has ordered the railroads, not later than June 17, to es- 
tablish class A rates on internal combustion engines, com- 
pressors and parts thereof, from Grove City, Pa., to Artesia, 
N. M., in accordance with the scale adopted in the Southwest- 
ern revision, as if Artesia were in Texas differential territory. 
The Commission found the rates for the future unreasonable 
to the extent indicated but not in the past. 

Rates on like ‘traffic, from Cudahy, Wis., Springfield, Mt. 
Vernon and Cleveland, O., Buffalo, East Buffalo, Buffalo Junc- 
tion, Painted Post, Olean, and Black Rock, N. Y., Corry, Frank- 
lin, Grove City and Titusville, Pa., and Charleston, W. Va., to 
destinations in Kansas, Arkansas, Oklahoma and Texas were 
found not unreasonable. The rates from those points, the re- 
port said, were revised in the Southwestern case. 

A further finding is that rates on the like traffic between 
points in Kansas, Oklahoma, Arkansas and Texas Were and are 
unreasonable to the extent they exceeded or may exceed 48 
and 52.5 per cent, for single-line and joint-line hauls, respec- 
tively, of the distance scale of first class rates and differentials 
set forth in appendix 18 of the report in the Southwestern re- 
vision, distances to be computed in accordance with the rule 
for that purpose therein set forth. Reparation was awarded. 

Inasmuch as engines, compressors and parts thereof may 
be shipped in western classification territory in mixed carloads 
with oil well supplies on the rates and minima for the supplies, 
the Commission ordered the reparation to be made in accord- 
ance with the rule laid down in Prairie Pipe Line Company vs. 
A. W., 146 I. C. C. 149, that is, on the percentages of the first 
class rates named in the preceding paragraph. 

This report also embraces No. 20378, Skelly Oil Company 
vs. Same, and two sub-numbers, Tidal Oil Company vs. Same, 
and Sinclair Oil & Gas Company vs. Same, and No. 20397, Phil- 
lips Petroleum Company vs. Same. 

. Commissioner Taylor dissented from the award of repa- 
ration. 


PAPER RATES REVISION 


A revision of rates to remove undue prejudice, not later 
than June 17, has been ordered in No. 18073, International Pa- 
per Company et al. vs. A. & V. et al., and No. 18074, Brown 
Paper Mill Company, Inc., vs. Vicksburg, Shreveport & Pacific 
et al., on plain wrapping paper, paper bags and pulpboard, not 
corrugated, carloads, from Bastrop and West Monroe, La., to 
destinations in southern territory. The Commission, by divi- 
sion 2, has found the rates not unreasonable but unduly preju- 
dicial against the points mentioned and unduly preferential of 
New Orleans and Bogalusa, La., East Moss Point, Kreole, and 
Pascagoula, Miss. The somewhat technical finding is that the 
pe ‘a unduly prejudicial and preferential to the following 
extent: 


That they are greater or less, as the case may be, than the rates 
on the same commodities from the producing points in southern terri- 
tory to the same destinations by amounts which are greater or less 
than would result from the application of rates from Bastrop and 
West Monroe to said destinations based on 30 per cent of the first- 
class rates determined in the manner prescribed in Consolidated 
Southwestern Cases, 123 I. C. C. 203, and 139 I. C. C. 535, on the one 
hand, and the class 8 rates from the producing points in southern 
territory to the same destinations, determined in the manner pre- 
scribed in Southern Class Rate Investigation, 100 I. C. C. 3, 109 
I. C. C. 300, 113 I, C. C. 200, and 128 I. C. C. 567, on the other hand. In 
removing such undue prejudice defendants should equalize minimum 
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weights on the respective commodities here considered from al] pro- 
ducing points, but not to exceed 40,000 pounds. 


The Commission said that no proof of damage having beg, 
submitted, reparation had to be denied. 

This report also embraced No. 17107, Charles Boldt Pape 
Mills Company vs. Atlanta & West Point et al., and No. 1817 
Same vs. L. & N. et al. They have been dismissed, the Com. 
mission finding not unreasonable the rates on pulpboard and 
fiberboard, not corrugated, carloads, from New Iberia, La, to 
Atlanta, Ga., Birmingham, Ala., and Nashville, Tenn. 

In No. 17774, Jackson Paper Company vs. A. & V. et 
also covered by this report, the Commission denied reparation 
on five carloads of wrapping paper from Bastrop to Jackson, 
Miss., which moved prior to a reduction in rates which was 
made to meet competition. The Commission said that a redue. 
tion made to meet competition created no presumption that the 
rate reduced was unreasonable. It said that in view of the 
wide variation in the rates on paper throughout southeastei 
and southwestern territories and the various conditions under 
which such rates were established it was not prepared to find, 
on this record, that the rate assailed was unreasonable. |t 
said, however, that it was its conclusion that the fifth clags 
rate of 61 cents would have been unreasonable for application 
on these movements and that to the extent that that rate was 
applicable the railroads might waive any outstanding under. 
charges. The complaint was dismissed. 


ICING CHARGES UNLAWFUL 


The Commission, by division 4, in No. 16658, Providence 
Fruit & Produce Exchange vs. New Haven, following the prece. 
dent set in No. 16570, Joint Council of the International Apple 
Shippers’ Association vs. New Haven, has found unlawful the 
tariff provision covering icing and re-icing of perishable freight 
at Providence, R.I.; that the charges assessed were not unjustly 
discriminatory or unduly prejudicial; and that the record affords 
no basis for a finding as to what would have been or would be 
reasonable charges for such services. The record in the con 
trolling case has been held open and the same course has been 
followed in this case, to allow the carrier to file lawful charges, 


RIG IRON REPARATION 


Applying the rate criteria in the Southwestern Revision 
and the reparation rule laid down in the Prairie Pipe Line cage, 
146 I. C. C. 149, the Commission, by division 2, in No. 19205, 
Bradford Rig & Reel Co..et al. vs. Santa Fe et al., and a sub 
number, United Iron Works, Inc., vs. Santa Fe et al., has found 
unreasonable the rates on rig irons, carloads, from Iola, Kan, 
to destinations in Arkansas, Oklahoma, Texas and Louisiana, 
since January 15, 1925, in those instances in which they e& 
ceeded 41 and 45 per cent, for single-line and joint-line hauls, 
respectively, of the first class rates and differentials where ap 
plicable, of the southwestern scale, subject to a minimum of 
40,000 pounds and awarded reparation. 

The complainants sought reparation to the basis of 85 per 
cent of the rates prescribed in the Memphis-Southwestern case 
on well-boring outfits. Commissioner Brainerd concurred it 
the award of reparation, but said the rates should have bee 
found unreasonable to a greater extent than found by the 
majority. 


SECOND-HAND DRILLING MACHINERY 


With Commissioner Brainerd dissenting because he thought 
the basis of reparation too low, the Commission, by division 2 
in No. 19593, Reliance Co., Inc., vs. Houston & Texas Central 
et al., and two sub-numbers, J. B. Greer vs. Wichita Falls & 
Southern et al., and Same vs. Wichita Valley et al., has foun 
unreasonable the rates on second-hand drilling machinery 
from Wortham, Tex., to Norphlet, Ark., and on oil-well machit 
ery, from Archer City and Holliday, Tex., to Norphlet in thow 
instances in which they exceeded 48 and 52.5 per cent for single 
line and joint-line hauls, respectively, of the southwestern 
24,000 pounds minimum on well-boring outfits and 36,000 
on oil-well supplies. It has awarded reparation to those basé. 
Commissioner Brainerd thought the rates should have beé 
found unreasonable to a greater extent. The decision is in # 
cordance with the data and reparation rule laid down in tl 
Southwestern Revision and the Prairie Pipe Line case, l# 
I. C. C. 149. 


RAIL AND BARGE NITRATE RATES 


A barge-and-rail rate of 32.5 cents on nitrate of soda, from 
New Orleans, La., to Keokuk, Ia., and Ashburn, Mo., has bed 
ordered to be established not later than June 20, in No. 18718, 
E. I. duPont de Nemours & Co. vs. Mississippi-Warrior Servié 
et al. and a sub-number, Same vs. New Orleans & Northeastem 
et al. The Commission, by division 3, in those complaints, hi 
found applicable but unreasonable the rates charged on the col 
modity mentioned from New Orleans to Mooar and Keokuk, i 
and Ashburn, Mo., prescribed the rate mentioned and a 


reparation. The Commission further found inapplicable recor 
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signment charges collected on some shipments to Keokuk, re- 
consigned without authority or need therefor, and directed 
a7 order for the future was found necessary as to Mooar 
pecause a rate of 32.5 cents to that point had been established 
in compliance with the Commission’s order in Egyptian Powder 
Co. vs. I. C., 126 I. Cc. C. 293. 

Commissioner Taylor noted a dissent for the reasons given 
by him in the Egyptian Powder case, from the part awarding 


reparation. 


PLUMBERS’ GOODS MIXTURE RULE 

The Commission, by division 3, in No. 20957, N. O. Nelson 
Manufacturing Co. vs. Missouri Pacific et al., has found that a 
mixed carload shipment of plumbers’ goods from Noblesville, 
{nd., to Pueblo, Colo., in 1927, was overcharged and has awarded 
reparation amounting to $38.19, with interest. It found that on 
mixed carloads, consisting in whole or in part of articles subject 
to Rule 34 of the Consolidated Classification, but treated for rate 
purposes under Rule 10 as two separate carloads, the minimum 
to be used for each of such lots was that fixed for a 36-foot 
car regardless of the length of the car actually used. It further 
found that Rule 10 providing for the asseS8sment of carload 
rates on lots equaling the carload minimum and the remainder 
at L. C. L. rates, was not unreasonable. 


DRY BLEACH RATES 


Rates on dry bleach (chloride of lime) in straight carloads 
or in mixed carloads with caustic soda, from Wyandotte, Mich., 
and Chicago, Ill., to Omaha, Neb., have been found unreason- 
able but not unduly prejudicial, in No. 19448, Carman Distribut- 
ing Company vs. Chicago & North Western et al., to the extent 
the rate from Wyandotte exceeded, exceeds or may exceed, in 
so far as the factor of 30.5 cents from Mississippi crossings to 
Omaha exceeded or may exceed 18.5 cents, 50,000 pound min- 
imum, and that the rate from Chicago exceeded, exceeds or 
may exceed 26 cents on a like minimum. The Commission, by 
division 4, awarded reparation and ordered the new rates estab- 
lished not later than June 20. 


INDIANA COAL TO ILLINOIS 


The Commission, by division 3, in No. 19468, J. S. Bash & 
Sons, Inc., et al. vs. Central Indiana et al., and No. 19826, A. D. 
Sizer vs. Chicago, Milwaukee & St. Paul et al., in a report 
written by Commissioner Taylor, has found unreasonable the 
rates on bituminous coal, from the Brazil-Clinton and Linton- 
Sullivan groups in Indiana to points in Illinois and prescribed 
new ones to be made effective not later than June 15. Rates 
in dollars per net ton have been prescribed as follows: $1.25 
from Clinton, West Clinton, Terre Haute, St. Marys of the 
Woods, and Newport, Ind., to Urbana, IIll., $1.25 from West 
Clinton, Terre Haute and Centerpoint, Ind., to Champaign, IIl., 
$1.30 from West Clinton and Terre Haute to Mahomet, IIl., $1.15 
from Clinton to Fithian, Ill., $1.10 from Terre Haute to St. 
Joseph, Ill., $1.45 from Seifert, Midland, Bon Ayr, Latta, Riley, 
and White, to Champaign, $1.45 from Seifert and Riley to 
Urbana, $1.50 from Seifert and Patricksburg, Ind., to Mahomet, 
$1.50 from Riley and Clay City, Ind., to Mansfield, Ill., and $1.35 
from Seifert to St. Joseph. 


NORTH DAKOTA GRAIN CASE 


In a controversy between North Dakota, acting in its ca- 
pacity as a mill and elevator operator, and the Northern Pacific, 
in No. 19973, State of North Dakota, doing business as State 
Mill and Elevator Association vs. Northern Pacific, the Com- 
mission, by division 4, has found that in some instances the 
railroad overcharged the state wheat-product shipments, di- 
rected refund and dismissed the complaint. This report also 
covers No. 19987, Northwestern Milling Company vs. Same. 
The cases arose over failure of the shippers and the railroad 
to agree upon the interpretations to be placed upon interme- 
diate application clauses and rules for calculating the rates on 
transited shipments. 

The Commission found generally applicable and not un- 
reasonable the rates charged on wheat products milled in tran- 
sit at, or shipped locally from Grand Forks, N. D., in straight 
or mixed carloads, to points in North Dakota via a route 
through Minnesota. It found instances of a violation of the 
fourth section and directed refund on specified shipments. That 
was one phase of the controversy. 

On the second phase of the controversy, having to do with 
the calculation of through charges on wheat products milled 
in transit at Grand Forks and Little Falls, Minn., and shipped 
to points in Minnesota, Wisconsin and east thereof, the Com- 
Mission found the charges imposed by the railroad were ap- 
Plicable and not unreasonable. The transit rule was one of 
those which provided for the application of the through rate 
from point of origin to final destination on either the wheat 
or the product, whichever was the higher. In the case of ship- 
ments included in this controversy the wheat rate from the 
Points of origin to final destinations was the higher and that 
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one was collected. The state read the rule as giving it rates 
lower than those on wheat. 


BANANAS TO OMAHA, NEB. 


A twenty-year old parity of rates on bananas from New 
Orleans, La., Mobile, Ala., and Gulfport, Miss., between Omaha, 
Neb., and Sioux City, Ia., and a spread of five cents between 
Omaha and Des Moines, Ia., is to be broken on account of the 
decision in No. 20692, Polito & Moscrey Co. et al. vs. C. & 
N. W. et al., the Commission, by division 3, finding the spread 
between Omaha and Council Bluffs, Ia., on the one hand, and Des 
Moines, on the other, unduly prejudicial of the Missouri River 
points and unduly preferential of Des Moines. The spread is to 
be reduced, not later than June 20, from five to two cents per 100 
pounds, Omaha and Council Bluffs over Des Moines. The rates 
were found not unreasonable but unduly prejudicial and unduly 
preferential. 

This change is to be brought about because, in the opinion 
of the Commission, the spread of five cents between the Omaha- 
Sioux City and Des Moines groups is out of line with the 1.5 cent 
spread between the Des Moines and Kansas City, Mo.-Waterloo, 
Ia., group. The order requires the railroads to establish this 
reduced spread to Omaha and Council Bluffs on bananas, in 
straight carloads and in mixed carloads with coconuts. 

The report also embraces parts of fourth section application 
No. 2176. The carriers said that they did not desire fourth 
section relief in connection with this traffic. In May, 1928, they 
restricted routing on the traffic in question so that the rates 
would not apply to Iowa destinations via Omaha. Accordingly, 
in a section order No. 10034, relief was denied, effective 
July 29. 


COMMISSION REPORTS 


No. 20851, Mike Palmisano vs. Baltimore & Ohio et al. By 
division 2. Rate on potatoes, Camden, N. C., to Wapakoneta, 
O., unreasonable and unduly prejudicial and unduly prefer- 
ential of Lima, O., to the extent it exceeded or may exceed 
90 cents per barrel, minimum 200 barrels. New rate to be 
established not later than June 20. Reparation amounting to 
$35.20, with interest, awarded. 

No. 18820, Chase & Co. vs. Atlantic Coast Line et al. By 
division 2, on further argument. Original report, 140 I. C. C. 137. 
Weights and charges assessed on citrus fruit, in bulk, points 
in Florida to interstate destinations not unreasonable and no 
special damage proved from the alleged unjust discrimination. 
Reparation denied and complaint dismissed, Commissioner 
Brainerd dissented from conclusions as to unjust discrimination 
and undue prejudice. 

No. 20535, Julius Andrae & Sons Co. et al. vs. C. M. & St. 
P. et al. By division 4. Complaint dismissed. Rates on dry 
cell batteries, C. L. and L. C. L., Madison, Wis., to Mason City, 
Ia., prior to September 15, 1927, inapplicable. Refund of over- 
charges directed to the basis of 37 and 55.5 cents, C. L. and 
L. C. L., respectively. 

No. 21367, Rock Asphalt Co. of America, Inc., vs. L. & N. 
By division 2. Rate on steam shovel, Centertown, Ky., to Evans- 
ville, Ind., inapplicable. Applicable rate, 28.5 cents. Repara- 
tion of $304.77, with interest, awarded. 


No. 20487, Menominee Chamber of Commerce on behalf of 
Northern Hardware & Supply Co. vs. C. & N. W., and a sub- 
number, Green Bay Association of Commerce vs. Duluth, South 
Shore & Atlantic et al. By division 3. Rates on hardware 
and articles taking the same rates, L. C. L., Menominee, Mich., 
and Green Bay, Wis., to destinations in the upper peninsula of 
Michigan, not unreasonable, but unduly prejudicial to the extent 
they exceed or may exceed the L. C. L. commodity rates con- 
temporaneously maintained from Duluth, Minn., to the same 
destinations. Undue prejudice to be removed not later than 
June 20. 

No. 21090, A. E. Staley Manufacturing Co. vs. Texas & New 
Orleans et al. By division 3. Complaint dismissed. Rate of 
$5.71 per ton on common salt, from Weeks, La., to Decatur, IIL, 
not unreasonable in comparison with rate of $5.40 to Chicago, 
a more distant point, protected by fourth section application, 
nor otherwise unlawful. 

No. 20479, American Glue Co. et al. vs. Pennsylvania et al. 
By division 4. Rate on tannery flieshings, Durbin, W. Va., to 
Springdale, Pa., unreasonable. Rate of 27 cents, minimum 
36,000 pounds, prescribed to be effective not later than June 20. 
Reparation awarded. Commissioner Hastman, concurring in 
part, said he thought 24.5 cents would be “plenty high enough.” 

No. 21070, Northwestern Leather Co. Trust vs. Central of 
Georgia et al. By division 3. Applicable combination of 79 
cents, green salted hides, Dothan, Ala., to Portville, N. Y., un- 
reasonable. Some rates higher than that were charged, result- 
ing in overcharges. Reparation to basis of a subsequently 
established rate of 69 cents awarded. 

No. 20188, Bakelite Corporation vs. B. & O. et al. By divi- 
sion 4. Complaint dismissed. Found that shipments in tank 
carloads and in drums in carloads, Painesville, O., to Chicago, 
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Ill., and Perth Amboy and Bloomfield, N. J., were crude carbolic 
acid (phenol) and to have been overcharged to the extent they 
were above those which would have resulted from the applica- 
tion of fifth class rates. Railroads contended that refined rates, 
charged on phenol used in the drug trade, and not the crude 
rates, were applicable. Refund of overcharges directed. Com- 
missioner Woodlock dissented because the record showed that 
the acid was somewhat refined and that therefore it was re- 
moved from the crude stage. 

No. 21044, Barker Bros., Inc., vs. Pennsylvania et al. By 
division 5. Complaint dismissed. Charges on four mixed car- 
loads of steel filing cabinets, wooden filing cabinets and filing 
supplies, Muskegon, Mich., to Los Angeles, Calif., not shown 
to have been inapplicable or unreasonable. 

No. 20933, Alphons Custodis Chimney Construction Co. vs. 
A. C. L. et al. By division 2. Complaint dismissed. Rate 
charged on radial chimney brick, C. L.; Oak Hill, O., to Rocky 
Mount, N. C., applicable. 

No. 20629, T. B. Hord Grain Co. vs. Burlington et al. By 
division 5. Complaint dismissed. Rate applicable on corn, 
points in Nebraska, transited at Aurora, Neb., and forwarded 
to Chugwater, Wheatland and Uva, Wyo., unreasonable to the 
extent they exceeded 33 cents, the rate collected on the as- 
sumption that it applied over the route of movement. Waiver 
of outstanding undercharges authorized. 

No. 20716, Northwestern Terra Cotta Co. et al. vs. Burling- 
ton et al. By division 5. Rate on fuel oil, Casper, Wyo., to 
Denver, Colo., not unreasonable. Rate on like traffic, Parco, 
Wyo., to Denver unreasonable to the extent it exceeded or may 
exceed 26.5 cents. That rate to be published not later than 
June 20. Reparation awarded. 

No. 20893, E. Gross & Co., Inc., vs. New Haven et al. By 
division 4. Rates on scrap brass, Hartford, Conn., to New 
York, N. Y., and points within the lighterage limits of New 
York harbor, not unreasonable before July 6, 1927, but unrea- 
sonable thereafter to the extent they exceeded or may exceed 
sixth class. Sixth class rates to be established not later than 
June 20. Reparation awarded. 

No. 19514, Simms Oil Co. vs. Texas & Pacific et al. By divi- 
sion 2. Complaint dismissed. Rate on boilers, Wortham, Tex., 
to Norphlet, Ark., not unreasonable. 


No. 17922, Carolina Bagging Co. vs. S. A. L. et al. By divi- 
sion 3. Complaint dismissed. Rates on bagging and ties, Hen- 
derson, N. C., to Galveston, Houston and other Texas points not 
unreasonable. 


No. 18078, Fredonia Linseed Oil Works Co. vs. Santa Fe et — 


al. Rates on linseed oil, Fredonia, Kan., to points in Arizona, 
California and New Mexico, unreasonable and _ reparation 
awarded. Carriers expected to publish rates promptly in ac- 
cordance with scale prescribed in Oklahoma Corporation Com- 
mission vs. A. & S., 98 I. C. C. 183, on cottonseed and other vege- 
table oils, beginning with 36 cents for 400 miles or less, going 
to 53 cents for 1,000 miles, and ending with 78 cents for 2,500 
miles, plus the usual differentials for the hauls west of Burling- 
ton, Cheyenne Wells, Sheridan Lake and Holly, Colo., Dalhart, 
Canyon, Big Springs and San Antonio, Tex., the rates to be sub- 
ject to a minimum of 98 per cent of shell capacity of tank cars 
of 60,000 pounds or less; and in tank cars of capacity of more 
than 60,000 pounds, in barrels, drums or other authorized pack- 
ages, 30,000 pounds. 

No. 19759, L. E. Holloway & Co. vs. A. B. & A. et al. By 
division 2. Complaint dismussed. Rates and charges on oranges 
and grapefruit, in bulk, in carloads, points in Florida to Atlanta, 
Ga., not unreasonable and no special damage proved from alleged 
unjust discrimination and undue prejudice. Reparation denied. 

No. 20182, Schmoll, Stiles, Reid, Inc., vs. Pacific Electric et 
al. By division 4. Complaint dismissed. Claim for reparation 
on two shipments of crude rubber, carloads, Compton, Cal., to 
Akron, O., barred by statute of limitations. Present rate not 
unreasonable. 


No. 20222, Globe Grain & Milling Co. vs. Santa Fe et al. By 
division 5. Rate on dried beans, carloads, Hughson, Cal., to 
Greeley, Colo., unreasonable to extent it exceeded $1.05. Repa- 
ration amounting to $587.14, with interest, awarded. 


No. 20441, Arnold Fruit Co. et al. vs. B. & O. et al. By divi- 
sion 3. Complaint dismissed. Rates on apples, in packages, 
carloads, points in West Virginia, Maryland, Virginia, Delaware 
and Pennsylvania to Jacksonville, West Palm Beach, Miami and 
Tampa, Fla., not unreasonable or otherwise unlawful. 


No. 20502, Miner Lumber Co. vs. Pennsylvania et al. By 
division 4. Complaint dismissed. Carload rate on rough lumber, 
Warsaw and Pierceton, Ind., to Medina, O., not unreasonable or 
otherwise unlawful. 

No. 19502, Leon K. Stein Co. vs. Gulf, Colorado & Santa Fe 
et al. By division 4. Rate on carload of watermelons, Belle- 
ville, Tex., to South Hibbing, Minn., inapplicable. Applicable 
rate 58.5 cents. Reparation amounting to $117.75, with interest, 
awarded. Rate intended was $1.04, but transposition of figures 
converted an intended factor of 71.5 into a factor of 17.5 cents, 
but the erroneous rate was the applicable one. 
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No. 21111, National Iron Co. vs. Cape Girardeau Northern ¢ 
al. By division 5. Complaint dismissed. Rate on scrap iron 
Perryville, Mo., to East St. Louis, Ill., applicable and not unreg. 
sonable. 

No. 21058, S. J. Hawkins vs. Western Pacific et al. By diyi. 
sion 5. Complaint dismissed. Carload rate on potatoes, Rupert,: 
Ida., to Sacramento, Cal., not unreasonable or otherwise yp. 
lawful. 


P. M.-C. & O. UNIFICATION 


Acceding to the request of the Chesapeake & Ohio, the 
Commission, in Finance No. 6114, proposed control of Erie ang 
Pere Marquette by the Chesapeake & Ohio, and Finance No, 
6113, proposed issuance of capital stock by the Chesapeake ¢ 
Ohio, has authorized the applicant to buy Pere Marquette stock 
at $133.33 per share instead of $110 and to issue 300,000 shares 
of its common stock at $100 per share instead of 200,000 shareg 
at $150, the proceeds to be used for acquiring the Pere Mar. 
quette. The previous order, issued in connection with the prior 
report in these cases, 138 I. C. C. 517, has been modified go 
as to conform with the modified report. 


Three separate expressions of views were attached to the 
report. Commissioner Woodlock concurred in the finding and 
order. Commissioner Eastman dissented and announced that 
he was authorized to say that Commissioner McManamy con- 
curred in that dissent. Commissioner Taylor, also dissenting, 
said that as to terms and conditions under which control of 
the Pere Marquette was to be acquired, he concurred in the 
expressions of Commissioner Eastman. 

The prior report, issued May 8, 1928, authorized the acqui- 
sition of Pere Marquette stock by the Chesapeake & Ohio at 
a price of $110 for common stock and $100 for prior preference 
or preferred stock and such other shares as might be obtainable 
sufficient to amount to a numerical majority. The applicant 
was authorized to issue 200,000 shares of its stock and sell 
them at $150 so as to raise the money to pay for the Pere Mar. 
quette stock. In July, 1928, the Chesapeake & Ohio pointed 
out that it could not buy stock of the Pere Marquette held by 
the Nickel Plate at $110 and asked for authority to buy at 
$133.33. It also asked for permission to sell 300,000 shares at 
$100 a share of its own stock, arguing that it was desirable te 
have a wider distribution of its stock and that stockholders 
should be given a chance to share in the prosperity of the 
company by buying new stock at par or selling their rights 
to buy in the open market.. It was pointed out that the stock- 
holders who sold their rights to buy would realize more under 
the 300,000 share plan than under the 200,000 share plan, -al- 
though the company would receive the same amount of cash. 


The Commission said that on the books of the company 
the Pere Marquette stock was worth $159 per share and upon 
its own final valuation $135 per share. It said that, as to the 
law question about its right to control such an issue, it was 
of the opinion that it might exercise its judgment in a case 
such as this as the circumstances seemed to require, over the 
terms and conditions, its power under section 20-a over stock 
issues being plenary. 

“We are not greatly impressed with the advantages, de- 
scribed by the applicant,” says the report, “of issuing new 
stock at par rather than at $150. While nothing ap- 
pears in the testimony as to the applicant’s ability to maintain 
its present dividend rate of 10 per cent per annum, it may be 
assumed either that there is confidence in such ability or belief 
in the soundness of increasing the amount of stock outstanding, 
even though the common stock dividend rate may have to be 
reduced in consequence. With this policy, as applied to rail 
roads, we are not entirely in accord. We realize, however, the 
latitude in action which must be preserved to private manage 
ment.” 


The Commission pointed out in its report that at the price 
fixed in the original report for Pere Marquette stock, the profit 
to the Nickel Plate would have been approximately $7,886,000 
and at the new price authorized in this report $11,747,000. The 
cost to the Nickel Plate was $11,572,623. 


Nothing in this report or in the order, the Commission 
said, was to be construed as modifying, in any respect, the order 
of July 8, 1927, in Pere Marquette R. R. Co. et al., 130 I. C. G 
497, as to the value of the property for rate-making purposes, ~~ 
or otherwise, or as a commitment as to the value under se ~ 
tion 15-a. oe 

Commissioner Eastman said that nothing in the new record = | 
warranted a change of opinion on his part that the value of 
the unification in the public interest had not been shown. He = 
said that even if it should be admitted that the roads should 
be unified what was here approved was open to question. : 


He treated this plan as a mere substitution of the Chesa@ 
peake & Ohio for the Nickel Plate in the Nickel Plate unifica- 
tion case, 105 I. C. C. 425, without real change in plan, or abalk & 
donment thereof. He also called attention to the more than | 
100 per cent profit to the Nickel Plate and renewed his sug 
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gestion for a Clayton law inquiry into the common control of 
the Nickel Plate, Erie and Chesapeake & Ohio. 


MASSILLON BELT DISPOSITION 


By means of two reports on finance applications, the Com- 
mission, by division 4, has authorized disposition to be made 
of part of the Massillon Belt Railway Company’s property, a 
pelt line 1,215 feet long in Massillon, O. In Finance No. 7407 
it has authorized the belt company to abandon the operation 
of 684.6 feet of its line. In Finance No. 7406, it has authorized 
the Wheeling & Lake Erie to acquire 528.6 feet of that line 
and make it a part of its system. 

The Wheeling & Lake Erie is to pay $5,000 for its purchase, 
in monthly installments at the rate of $2.50 per car out of 
which the Wheeling & Lake Erie obtains a road haul revenue 
of not less than $25 per car. One of the shippers over the 
pelt line is to take part of it for addition to its plant track sys- 
tem. The Wheeling & Lake Erie has tentatively advised the 
Baltimore & Ohio, the report says, that it may use the belt 
line by paying one-half of 5 per cent upon the valuation of 
the property, one-half of the taxes and assessments and 5 cents 
per car-mile to cover maintenance, repairs, renewals and oper- 
ating costs. The belt line furnishes connection between branches 
of the Wheeling & Lake Erie and the Baltimore & Ohio. The 
belt line could not get money enough to operate its property. 
There was no objection to the transactions. 


REFRIGERATION CHARGES 


The Commission has granted the petition filed by respond- 
ents in No. 17936, in re refrigeration charges on fruits, vege- 
tables, berries, and melons from the south, for reconsideration 
and rehearing respecting the allowances for profit and for haul- 
age of ice as elements of cost entering into the measure of 
stated refrigeration charges. It has refused to postpone the 
effective date of the order now entered in that case, and effec- 
tive May 1, 1929, pending such reconsideration and rehearing. 
It has, however, shortened the time for the filing of refrigera- 
tion charges prescribed in its original order so that such rates 
will become effective on not less than five days’ notice, instead 
of not less than fifteen days’ notice. 

The Commission has likewise denied the petition of com- 
plainants in No. 17132, Sub. No. 1, Georgia Peach Growers Ex- 
change et al. vs. Alabama Southern et al., for reopening and 
reconsideration. 


INDIANA-ILLINOIS GRAVEL RATES 


The Commission has broadened the case instituted by it, 
No. 21939, sand, gravel and crushed stone from Indiana and 
Illinois points to destinations in Illinois, so as to bring in issue, 
in addition to those set forth in the original order, the lawful- 
ness of the interstate rates to destinations in Illinois on and 
south of the Terre Haute-St. Louis line of the Pennsylvania on 
crushed stone, from Marquette and Cape Girardeau, Mo., and 
on chats, from producing points in Missouri on the Mississippi 
River & Bonne Terre, the Missouri-Illinois railroad, and the 
Missouri Pacific and the question of the lawful relationship or 
relationships between such interstate rates, on the one hand, 
and the intrastate rates on sand, gravel and crushed stone, from 
Illinois producing points to the same destinations, on the other. 

Joined with this Commission-instituted case are I. and S. 
No. 3093, sand, gravel and crushed stone from Indiana points 
to destinations in Illinois, and No. 21372, Ohio & Indiana Stone 
Co. et al. vs. Big Four et al. 

The Commission, in a notice pertaining to all these cases, 
Says that, pursuant to an understanding reached on the record 
on March 25, 1929, the committee of carriers and shippers’ 
representatives will meet with Examiner Fuller at the Hotel 
Sherman, Chicago, Ill., April 22, at 9:30 a. m., to give further 
consideration to the single-line rates, to treat the joint-line 
rates, to recommend temporary changes in the rate structure 
pending the outcome of the investigation, and to prepare a 
tentative statement of facts. In addition, the notice says: 

In order that the record may be concise and to the point and 
the time of the parties and the Commission conserved, the mem- 
bers of the committee are requested to be prepared at the meeting 
on April 22 to furnish for the respective interests which they rep- 
resent information covering: History of rate adjustment; capacity of 
Pits and quarries shipping into this territory; volume of traffic; com- 
petition, including commerci railroad and truck; empty coal car 
movement and other transportation conditions. 

The committee’s recommendation will be submitted at the hearing 
on April 29, 1929, at which time a final conference will be held before 
the examiner between the interested carriers and shippers with 
the object of reaching as complete agreement as practicable as to 
the facts and disposition of the controversy, such agreement to be 
entered into the-record in the form of a stipulation. 

it is the desire of the Commission that the hearing in these pro- 
ceedings be concluded at the session beginning on April 29, or as 
800n thereafter as possible and the cooperation of the parties is 
Tequested to that end. 


WOOD PULP RATES BEFORE COURT 


The Supreme Court of the United States, April 8, ruled that 
Probable jurisdiction had been shown in No. 663, United States 
of America and Interstate Commerce Commission, appellants, 
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vs. Erie et al. The case is on appeal from the federal cour 
for the district of New Jersey. 

The suit was brought to enjoin enforcement of the orde 
of the Commission entered November 2, 1928, in No. 16531 
Hamersley Manufacturing Co. vs. Erie et al., 148 I. C. CG. 47 
directing respondent carriers to establish a rate not in exces 
of 10 cents on imported wood pulp, Hoboken to Garfield, N. J! 
The specially constituted district court held that the order was 
beyond the power of the Commission and void, on the ground 
that the transportation by railroad was intrastate commerce. 
The final decree permanently enjoined enforcement of the order. 


ALABAMA FERTILIZER CASE 


The federal court for the northern district of Alabama did 
not abuse its discretion in denying an application for a prelimi- 
nary injunction sought by Alabama authorities to prevent rates 
on fertilizers and fertilizer material in Alabama, prescribed by 
the Commission, from becoming effective, according to a deci- 
sion of the Supreme Court of the United States, April 8, in an 
opinion by Justice Sutherland in No. 166, State of Alabama and 
Alabama Public Service Commission, appellants, vs. United 
States, Atlantic Coast Line et al. 

The highest court said the case was still pending below 
for final hearing and that the present appeal related only to the 
interlocutory order and that a finding on the merits was not 
involved. It said the matter for it to determine was merely 
whether the discretion of the court below had been abused. It 
said an examination of the record revealed no such abuse and 
“we must remand the case to the court below for final disposi- 
tion on the merits.” 


BURDENS INTERSTATE COMMERCE 


The Supreme Court of the United States, April 8, in No. 
296, James R. Helson and Clyde Randolph, partners, operating 
as the Metropolis Ferry Co., vs. State of Kentucky, reversed 
the Court of Appeals of Kentucky, holding that a tax of 3 cents 
per gallon on gasoline used by the ferry company in operating 
boats between Illinois and Kentucky was a burden on interstate 
commerce and an invasion of the power of Congress to regu- 
late commerce between the states. The gasoline was bought 
in Illinois. Justice Sutherland, who wrote the opinion, said “a 
tax which falls directly upon the use of one of the means by 
which commerce is carried on directly burdens that commerce.” 
He said that it was an invasion of the power of Congress and 
cited in support of that Gloucester Ferry Co. vs. Pennsylvania, 
114 U. S. 192. 


Kentucky imposes a tax of 3 cents on gasoline sold for 
resale or use within the state. It was admitted that the ferry 
company used about three-fourths of the gasoline required for 
its engines in waters subject, for some purposes, to the juris- 
diction of Kentucky. Therefore, the state sued for the amount 
due and the Kentucky courts gave it judgment both on trial 
and on appeal. 











PERSONAL INJURY CASES 


The Supreme Court of the United States, April 8, in an 
opinion by Justice Stone, in No. 455, New York Central vs. 
Edward H. Johnson, and No. 456, New York Central vs. Myrtle 
J. Johnson, personal injury cases, in which Mrs. Johnson sought 
recovery of damages for personal injuries and her husband 
sought recovery of damages for loss of services of his wife, 
reversed the Circuit Court of Appeals for the Eighth Circuit 
and said the cases must be retried. The Circuit Court of 
Appeals had upheld judgment against the carrier. 

In No. 662, George Klar vs. Erie, a personal injury case, on 
appeal from the Supreme Court of Ohio, the court dismissed the 
appeal for lack of jurisdiction and absence of a federal question. 

In No. 685, Lehigh Valley vs. Joseph Bgyed, a petition for 
a writ of, certiorari to the Supreme Court of New York was 
denied. 


SENATE COMMITTEE CHANGES 


Reorganization of the Senate interstate commerce com- 
mittee is expected to be effected shortly after the opening of 
the special session of Congress April 15. Senator Watson, of 
Indiana, is to retire as chairman of the committee, and, accord- 
ing to present plans, is to be succeeded by Senator Couzens, of 
Michigan. 

Senator Brookhart, of Iowa, may obtain a place on the com- 
mittee. Senator Tydings, of Maryland, it is understood, probably 
will succeed former Senator Bruce, of Maryland, as a member 
of the committee. It is planned to change the ratio of Republi- 
can members to Democratic members on the committee so that 
another place will be provided for a Republican member. For 
that place, Senators LaFollette, of Wisconsin; Hastings, of 
Delaware; Kean, of New Jersey, and Schall, of Minnesota, have 
been mentioned. 
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Proposed Reports in I. C. C. Cases 


U. S.-MEXICO COTTONSEED RATES 


Application of the principles laid down by the Supreme 
Court of the United States in News Syndicate Co. vs. New York 
Central, 275 U. S. 179, has been proposed by Examiner Charles 
W. Berry in No. 20066, San Diego Oil Products Corp. vs. Holton 
Inter-Urban et al., and No. 20067, Same vs. San Diego & Ari- 
zona et al. The railroads undertook to differentiate these cases, 
involving hauls on cottonseed from Holtville, Calif., to Potash, 
GCalif., and cottonseed oil, from Yuma, Ariz., to Potash, over 
routes through Mexico from the News Syndicate case. Berry, 
however, could see no essential, if any, diffeernce between the 
cases. Therefore, he recommended that the Commission find un- 
reasonable the rates that were charged and award reparation 
against the American carriers, as was done in the News Syndi- 
cate case. The shipments were made in 1925 and 1926. Rates 
not attacked were made after the shipments moved. Berry said 
the Commission should find unreasonable the rates on cotton- 
seed, from Holtville to Potash prior to January 2, 1926, to the 
extent they exceeded 30 cents and 27 cents thereafter. He said 
the rate on cottonseed oil from Yuma to Potash should be found 
unreasonable to the extent it exceeeded 36 cents, all in cents 
per 100 pounds. 

Berry said that as the haul over the Tijuana & Tecate was 
wholly within Mexico and as the Inter-California did not par- 
ticipate in the transportation, no order should be made against 
them. Further, he said that as the Holton Inter-Urban had a 
separate legal entity, although in effect a part of the Southern 
Pacific system, and as the Southern Pacific proper did not 
participate in the traffic from Holtville, the award of reparation 
should run only against the Holton Inter-Urban and the San 
Diego & Arizona. 

The carriers in these cases contended that the language 
of the Supreme Court in the News Syndicate case showed that 
its conclusion that reparation could be awarded by the Com- 
mission against the American railroads parties to the joint 
rates found unreasonable was based on a failure of the carriers 
to comply with the provisions of the interstate commerce act 
and that “if rates not complained of or not shown to be 
unreasonable had been maintained covering the transportation 
within the United States there would have been no failure to 
comply with the act and thus no breach of duty giving rise to 
a right to damages.” 

Because there were class rates to and from the interna- 
tional boundary points, this case was to be differentiated from 
the News Syndicate case and the Commission could have no 
jurisdiction, contended the carriers. Berry pointed out that 
the questions on which the Supreme Court passed, by reason 
of a certificate from the Circuit Court of Appeals, did not con- 
tain a statement that no local rates were published from and 
to the international boundary, but that, on the contrary, the 
Commission’s reports in Ontario Paper Co. vs. Canadian Rail- 
ways, 95 I. C. C. 66, and 102 I. C. C. 365, showed that there 
were local class rates. 

“To sustain defendants’ contention would be equivalent to 
holding” says Berry, “that carriers by the performance or non- 
performance of a vain act can fix and determine the jurisdiction 
of the Commission and, with impunity and without restraint 
continue to charge unreasonable rates on traffic moving from 
a point in the United States to a point in Canada.” 

Berry said it was obvious that the Supreme Court held 
that if carriers established and filed with the Commission un- 
reasonable joint rates to or from a foreign country they breached 
their duty to establish reasonable, just and applicable rates 
to the border for that part of the transportation within the 
United States, although they might maintain within the United 
States class rates from and to the international border points. 
Therefore, he said, the Commission should find that it had 
jurisdiction to determine the issues in the complaint and exer- 
cise it in the manner proposed by him. 


INDIANA COAL TO IOWA 


Establishment of rates on soft coal from mines in the 
Brazil-Clinton, Linton-Sullivan and Princeton groups in Indiana 
to Burlington, Ia., on the basis desired by the complainant has 
been recommended by Examiner E. H. Kerwin in No. 20866, 
Indiana Bituminous Coal Operators’ Association vs. Baltimore 
& Ohio et al. The complaining association has been succeeded 
by the Indiana Coal Trade Association. 

The case was begun in March, 1928, seemingly on account 
of the elimination of commodity rates caused by the surrender- 
ing of trackage rights by the Toledo, Peoria & Western over 
the rails of the Burlington railroad for delivery in Burlington. 
That surrender was made in April, 1927, 


When the complaint was filed the only joint rates, Kerwin 
said, from the Indiana groups, for delivery at Burlington were 
from ‘mines in the Brazil-Clinton group on the Pennsylvania 
and on the Southern in the Boonville group. All other rates, 
Kerwin said, were combinations based on Peoria, Ill. One wit. 
ness testified that the cancellation of the rates via the Toledo, 
Peoria & Western by reason of the surrender of trackage 
rights had been followed by-the disappearance of a 150-to-200. 
carload market annually, from the books for which he wag 
testifying. 

After the filing of the complaint the Chicago & Eastern 
Illinois filed a cross complaint asking to be allowed to publish 
the rates desired by the complainant for application via its line 
to Watseka, Ill., Toledo, Peoria & Western to Peoria, thence 
Chicago, Burlington & Quincy; also via the Chicago & Eastern 
Illinois to Chicago and thence via the Burlington to Burlington, 
The cross complaint also asked that the Commission prescribe 
the divisions over the proposed routes. 

Kerwin recommended the establishment of the rates pro- 
posed by the complainant but said that they should not be re- 
stricted to routing through Watseka. He also said the record 
was not adequate to warrant the prescription of divisions. The 
fact that the Chicago & Eastern Illinois had not paid dividends 
for many years, he said, was a fact to be considered in a divi- 
sions case but that in and of itself the fact was not sufficient 
to show that present divisions were unreasonable or inequit- 
able. The routes proposed by the C. & E. I., the report showed, 
were somewhat longer than the short route. 

Kerwin said the Commission should find that the rates for 
the present are and for the future will be unreasonable for 
delivery by the Burlington at Burlington, from mines on the 
Baltimore & Ohio and the Chicago & Eastern Illinois in the 
Brazil-Clinton and Princeton groups and from mines on the 
Chicago & Eastern Illinois and the Chicago, Indianapolis & 
Louisville in the Linton-Sullivan groups to the extent they ex- 
ceed or may exceed $2.09 on lump and $1.90 on fine coal from 
the Braizil-Clinton group; $2.19 on lump and $2 on fine coal 
from the Linton-Sullivan group, and $2.26 on lump and $2.07 on 
fine coal from the Princeton group, each per ton of 2,000 
pounds. He said the cross-complaint should be dismissed. 


PROPOSED REPORTS 


No. 21273, Webster & Hull vs. N. C. & St. L. et al. Exam- 
iner F, A. Christoph. Dismissal recommended on finding not 
unreasonable factor of combination rate charged from Jackson- 
ville, Fla., to Groveland, Fla., on three carloads stock feed that 
originated at Nashville, Tenn. 

No. 21512, Milwaukee Electric Crane & Manufacturing Cor- 
poration vs. A. C. L. et al. Examiner L. H. Dishman. Repara- 
tion of $262.43 recommended on finding of inapplicability as to 
rate charged on electrical traveling crane and parts, West 
Allis, Wis., to Avon Park, Fla. Class N rate applicable beyond 
Jacksonville, Fla. 

No. 21236, Moore & Munger vs. A. & W. P. et al. Exam- 
iner Horace W. Johnson. Reparation of $51.93 recommended 
on finding of inapplicability as to rate on paraffine wax, Cas- 
per, Wyo., to Oakland City, Ga. Applicable rate, 90 cents. As 
to two shipments on which refund was made, defendants should 
waive collection of undercharges. 

No. 21296, Advance Fuel Co., Inc., vs. C. & O. Examiner 
W. R. Brennan. Dismissal recommended on finding demurrage 
charges collected at Chicago, IIll., on eight interstate shipments 
of coal not shown to have been inapplicable. 

No. 21523, Florida Dairies, Inc., vs. D. L. & W. et al. Ex 
aminer L. H. Dishman. Dismissal recommended on finding not 
unreasonable rate on carload glass milk bottles, Elmira, N. Y., 
to Miami, Fla. 

No. 21290, J. G. McDonald Chocolate Co. vs. B. & O. et al. 
Examiner J. M. Fiedler. Reparation of $9.96 recommended on 
finding rate on candy, carloads, Salt Lake City, Utah, to New 
York, N. Y., unreasonable to extgnt charges thereunder ex 
ceeded those that would have accrued at aggregate-of-interme 
diate rates of $2.325 contemporaneously in effect from points 
west of Salt Lake City to New York. 

No. 21203, Traffic Bureau of Sioux Falls (S. D.) Chamber of 
Commerce vs. Great Northern et al. Examiner J. J. Williams. 
Class rates, Sioux Falls, S. D., to certain destinations in Minne- 
sota should be found unreasonable, present and future, to extent 
they exceed or may exceed scale of class rates shown in Appel- 
dix 2 to the report in Fargo Commercial Club vs. A. & W., 98 I. 
C. C. $91, without prejudice to any conclusion that may be 
reached in No. 17000 class rate investigation. 

No. 20579, Perrine-Armstrong Co. vs. Erie. Examiner A. E. 
Later. Recommends that rates on rough lumber, Huntington 
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and. Markle, Ind., to Detroit, Mich., be found not unreasonable 
but unduly prejudicial to extent they exceeded, exceed or may 
exceed the rates from Columbia City and Warsaw, Ind. 

No. 21094, Dodge County Lumber Co. vs. Southern. Exam- 
iner W. J. Harris. Report also embraces No. 21173, Same vs. 
Seaboard. Recommends dismissal on finding charges collected on 
cross ties and lumber, points in Georgia to Brunswick and Savan- 
nah, Ga., destined to interstate destinations applicable on some 
shipments and inapplicable on others. Charges assailed in No. 
91094 and from Brewton and Palaky in No. 21173, inapplicable; 
applicable charges those computed on per-car basis without any 
charge for additional weights loaded in excess of published min- 
ima. Defendants should refund overcharges. 

No. 21555, Phil Erb Co. vs. St. L-S. F. Examiner F. A. 
Christoph. Reparation of $29.31 recommended on finding rate 
on fresh apples, Republic, Mo., to Memphis, Tenn., unreasonable 
to extent it exceeded 38.5 cents. 

No. 21393, S. J. Peabody Lumber Co. vs. Pennsylvania et al., 
embracing also a sub-number, Perrine-Armstrong Co. vs. Penn- 
sylvania. Examiner A. E. Later. Recommends finding that rates 
on‘lumber, Columbia City, Ind., to Lansing, Mich., were not un- 
reasonable or unduly prejudicial. Rate charged from Flora, Ind., 
to Chicago, Ill., inapplicable, but applicable rate was not unrea- 
sonable. Defendants should refind outstanding overcharges in 
sum of $10.94. 


FRENCH LINE REPARATION 


The United States Circuit Court of Appeals for the second 
circuit, in Compagnie Generale Transatlantique (the French 
Line) vs. American Tobacco Co., on appeal from the federal 
court for the southern district of New York, has affirmed the 
judgment against the steamship line in favor of the tobacco 
company based on an award of reparation made by the Shipping 
Board on account of damages suffered by the tobacco company 
by reason of the French Line charging a discriminatory rate 
on 279 shipments of cigarette paper between April 7, 1919, and 
January 3, 1921. 

The Shipping Board found that the complaining tobacco 
company was damaged because the steamship line charged it 
a rate calculated on the bases of five francs to the dollar while 
transporting cigarette paper for its competitors at rates based 
on the current rates of conversion of francs into dollars. That 
conversion ratio resulted in materially lower charges to com- 
petitors of the complaining tobacco company. 

In the court below the tobacco company filed certified copies 
of the Shipping Board findings and order of the Shipping Board. 
Under the statute such findings and order are made prima facie 
evidence of the facts therein alleged. The steamship line, 
which appealed from the lower court, offered no evidence to 
overcome the prima facie case. 

“This was sufficient upon which to base a recovery,” said 
Circuit Judge Manton, author of the court’s opinion. “When 
the plaintiff in error (steamship line) failed to make answer 
to the prima facie evidence offered by the defendant in error 
(tobacco company) by the introduction of the order of the 
board and the findings upon which it was based, it was the 
duty of the court below to direct the verdict as entered.” 

The steamship line counsel argued that the action was to 
recover an excessive charge under a mistake of law or fact. 
Judge Manton said the action was not for the recovery of an 
overcharge, but for damages due to discrimination. He said 
the tobacco company denied knowledge of the lower charges 
to competitors and that the plea of estoppel might not be in- 
voked upon the theory of knowledge by the tobacco company. 
Throughout his opinion Judge Manton closely followed cases 
in the courts arising out of findings and awards of reparation 
made by the Interstate Commerce Commission. 


COMMISSION ORDERS 


_ Fourth Section Application No. 13599, of F. A. Leland, floor- 
ing blocks from points in southwest. Petition of Agent Leland, 
for modification of Fourth Section Order No. 10021, flooring 
blocks from points in southwest, entered therein, denied. 

No. 19878, Better Bedding Alliance of America vs. Santa Fe 
et al. Complainant’s petition for reconsideration on record as 
made and to join the proceeding with No. 17000, rate structure 
Investigation, part 5, furniture, and No. 18323, investigation of 
rates on furniture, and petition of Alexandria Chamber of Com- 
Fred to intervene and for reconsideration on record as made, 

ied. 

No. 18310, Alfalfa Growers Exchange et al. vs. Arizona East- 
ern et al., No. 18695, Butler’s Feed Mills et al. vs. Arizona East- 
em et al., No. 19008 (and Sub. 1 and 2), Dairymen’s Feed & 
Supply Co. vs. Arizona Eastern et al. Complainants’ petition 
for reconsideration denied. 

No. 20646, North State Creosoting Co. vs. Southern et al. 
Complainant’s petition for reconsideration denied. 

No. 20566 (and Sub. 1), United States Graphite Co. vs. Pitts- 
burgh, Shawmut & Northern et al. Complainant’s vetition for 
Teopening and reconsideration denied, 
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No. 15381, Vera Chemical Co. of Canada, Ltd., vs. Alabama 
Central et al. Proceeding reopened for further hearing at such 
time and place as Commission may hereafter direct, for the sole 
purpose of taking proof that charges on rosin which moved 
subsequent to the dates of hearing already had were paid and 
borne by complainant. 

No. 19589, A. Keathley vs. Louisville & Nashville et al. 
Proceeding reopened for reconsideration. 

No. 17266, National Tinsel Manufacturing Co. vs. Chicago 
& North Western et al. Complainant’s petition for reconsid- 
eration or reargument on record as made, denied. 

No. 20280, St. Louis-San Francisco vs. Mobile & Ohio. Com- 
plainant’s petition for rehearing, reargument and reconsidera- 
tion denied. 

No. 18572, Ames Shovel & Tool Co. vs. New Haven. De- 
fendant’s petition for reopening and rehearing denied. 

No. 17056, Norris Fertilizer Co. vs. Louisville & Nashville 
et al. Proceeding reopened for reconsideration. 

No. 19841, Cumberland Cement & Supply Co. vs. Baltimore 
& Ohio et al. Complainant’s petition for reconsideration and 
modification of the order denied. 

No. 18668, American Rolling Mill Co. vs. Pennsylvania et 
ye oe petition for reconsideration and reargument 
enied. 

No. 16979, Humble Oil & Refining Co. vs. Chicago, Rock 
Island and Gulf et al. Proceeding reopened for reconsidera- 
tion upon record as made. 

No. 19817, Drake Marble & Tile Co. et al. vs. Suothern et 
al. Proceeding reopened for rehearing at such time and place 
as Commission may hereafter direct. 

No. 19275, Alabama-Georgia Syrup Co. vs. Indiana Harbor 
Belt et al. Complainant’s petition for reconsideration on pres- 
ent record denied. 

No. 19713, C. W. Zaring & Co. vs. Pennsylvania et al. Com- 
plainant’s second petition for reopening and reconsideration 


denied. 


Finance No. 7090, construction of extension and branch 
line by Birmingham, Selma & Mobile. The time prescribed in 
said certificate and order within which the Birmingham, Selma 
& Mobile shall commence and complete construction of the 
lines of railroad therein authorized, has been extended to Oc- 
tober 1, 1929, and December 30, 1930, respectively. 

No. 14392, construction of lines in eastern Oregon, Public 
Service Commission of Oregon vs. Central Pacific et al., and 
cases grouped therewith. The time prescribed in said certifi- 
cate and order, as extended, within which the Central Pacific 
shall complete the construction of its lines of railroad therein 
authorized has been extended to November 3, 1929. 

No. 21992, Yuma Farmers’ Filling Station vs. Santa Fe et 
al. Shell Petroleum Corp. permitted to intervene. 


Finance No. 7471, application of Mississippi Export Railroad 
for certificate to operate over the railroad of the Alabama State 
Docks Commission, etc. Louisville & Nashville permitted to 
intervene. 

No. 14687, Apache Powder Co. vs. Arizona Eastern et al. 
The order entered herein on January 7, 1929, as since modified, 
which by its present terms is to become effective May 15, 1929, 
gg further modified so that it will become effective June 

No. 18017, A. C. Dutton Lumber Corp. vs. New Haven et al., 
and No. 17991, City of Providence vs. New Haven. Petition of 
New Haven requesting postponement of effective date of order 
and reargument before Commission denied. 


No. 16906, Oklahoma Traffic Association et al. vs. Santa Fe 
et al. Defendants’ petition for postponement of effective date 
of order entered herein denied. 


No. 21830, South Bend Chamber of Commerce for Empire 
Box Corp. vs. New Jersey, Indiana & Illinois et al. Morris 
Paper Mills permitted to intervene. 

Finance No. 7460, application Chesapeake & Ohio for au- 
thority to acquire control of certain carriers. Bessemer & 
Lake Erie and Pittsburgh, Bessemer & Lake Erie permitted 
to intervene. 

Finance No. 7405, application Detroit, Toledo & Ironton for 
certificate to abandon its Wellston branch between Jackson 
and Wellston, O. Jackson Hill Coal Co. permitted to intervene. 

No. 18641, Potomac Electric Power Co. et al. vs. Chesapeake 
& Ohio et al., and I. and S. 3140, bituminous coal from mines 
in Virginia, Kentucky and southern West Virginia to Wash- 
ington, D. C., and adjacent destinations in Maryland and Vir- 
ginia. Petition of complainants, interveners, and protestants 
to reopen, rehear and reconsider the above-entitled cases, denied. 

Finance No. 5105, construction of line by Sacramento North- 
ern. The time prescribed in supplemental certificate within 
which the Sacramento Northern shall complete the construc- 
tion of the line of railroad therein authorized has been ex- 
tended to July 1, 1929. 

No. 21368, Bacon Bros. vs. Chicago & North Western et al. 
This proceeding has been reopened for further hearing under 
shortened procedure. 

No. 22052, Alabama By-Products Corp. et al. vs, Louisville 
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& Nashville et al. Portsmouth By-Product Coke Co. permitted 
to intervene. 

No. 22020, Iola Cement Mills Traffic Association et al. vs. 
Santa Fe et al.. Ash Grove Lime & Portland Cement Co. of 
Nebraska permitted to intervene. 

No. 22003, Sussex County Fuel Club vs. Erie et al. 
Jersey Zinc Co. permitted to intervene. 

No. 22023, Lone Star Gas Co. et al. vs. Abilene & Southern 
et al. Houston Pipe Line Co. permitted to intervene. 

No. 21811, Merchants’ Association of New York et al. vs. 
American Railway Express Co. et al. Philadelphia Chamber 
of Commerce permitted to intervene. 

No. 15468, Cleveland Provision Co. et al. vs. Santa Fe et 
al. Petition of complainants for rehearing and reargument 
denied. 

No. 21481, Central Illinois Petroleum Marketers’ and Con- 
sumers’ Association et al. vs. Alton & Eastern et al., No. 21786, 
Traffic Bureau, Davenport (Iowa) Chamber of Commerce et al. 
vs. Alton & Eastern et al., No. 21787, Traffic Bureau, Chamber 
of Commerce of Rock Island (Illinois) et al. vs. Alton & East- 
ern et al., and No. 21809, Traffic Bureau, Moline, Ill., Associa- 
tion of Commerce et al. vs. Alton & Eastern et al. Cushing 
Refining & Gasoline Co., Barnsdall Refineries, Inc., Empire Re- 
fineries, Inc., Independent Oil & Gas Co., Marland Refining Co., 
Mid-Continent Petroleum Corp., Producers & Refiners Corp., 
Shaffer Oil & Refining Co., Continental Oil Co., Tidal Refining 
Co., Transcontinental Oil Co., Imperial Refining Co., Derby Oil 
& Refining Co., White Eagle Oil & Refining Co., Vickers Pe- 
troleum Co., Skelly Oil Co., Peerless Oil & Refining Co., Kano- 
tex Refining Co., and Eldorado Refining Co. permitted to in- 
tervene. 

I. and S. No. 3114, cyanamid and crude cyanide from Ni- 
agara Falls, Ont., to Eastern Trunk Line, New England, and 
C. F. A. Points and Virginia Cities. The Tribune Co. permitted 
to intervene. 

No. 11446, Northern Western Virginia Coal Operators’ As- 
sociation vs. Pennsylvania, Director General et al. Petition by 
certain reparation claimants for reconsideration in this case, 
denied. 

No. 21780, Kistler Leather Co. et al. vs. Pittsburgh, Shaw- 
mut & Northern. Western Pennsylvania Coal Traffic Bureau 
permitted to intervene. 

Finance No. 7450, application of Baltimore & Ohio for au- 
thority to acquire control of certain carriers in eastern terri- 
tory. Louisville Board of Trade permitted to intervene. 

No. 21965, Ceramic Traffic Association vs. Akron, Canton 
& Youngstown et al. Associated Tile Manufacturers, Alham- 
bra Tile Co., American Encaustic Tile Co., Ltd., Cambridge 
Tile Manufacturing Co., Federal Tile Co., Franklin Pottery, 
Grueby Faience & Tile Co., Matawan Tile Co., Mosaic Tile Co., 
National Tile Co., Olean Tile Co., The C. Pardee Works, Ross- 
man Corp., Standard Tile Co., Sparta Ceramic Co., United States 
Encaustic Tile Works, United States Quarry Tile Co., Wheatly 
Tile & Pottery Co., and Wheeling Tile Co. permitted to in- 
tervene. 

No. 21943, Utah Coal Producers’ Association vs. Denver & 
Rio Grande Western et al. Southern Wyoming Coal Operators’ 
Association permitted to intervene. 

No. 21986, T. Stuart & Son Co. vs. Central Railroad of 
New Jersey et al. Federal Cement Tile Co. permitted to in- 
tervene. 


New 


PETITIONS FOR REHEARING, ETC. 


No. 19111, Gutmann & Co. vs. Baltimore & Ohio et al. 
Complainant in a second and supplemental petition asks for 
reopening and rehearing. 

No. 19789, Peru Plow & Wheel Co. vs. Milwaukee et al. 
Complainant asks for oral hearing. 

No. 19379, Roberts Construction Co. vs. Burlington et al. 
Complainant asks for rehearing and reargument. 

No. 18826, Federal Compress and Warehouse Co. et al. vs. 
Alabama Great Southern et al. Complainants ask the Commis- 
sion to set aside its orders of November 12, 1928, and February 
4, 1929, denying complainants petition for rehearing, in lieu 
thereof, grant a rehearing. 

No. 18842, J. G. Curtis Leather Co. vs. Santa Fe et al. 
Defendants ask for rehearing and/or reconsideration. 

No. 18936 (and Sub. 1 and 2), Culbertson Brothers Co. vs. 
Chicago Great Western et al. Duluth Chamber of Commerce, 
for and in behalf of complainants herein, asks for reargument 
before entire Commission. 

No. 18062, Mobile Chamber of Commerce and Business 
League vs. Bonhomie & Hattiesburg Southern et al. Missis- 
sippi Railroad Commission, Rush H. Knox, attorney general of 
state of Mississippi, and Meridian Traffic Bureau, interveners 
herein, ask for reopening and a further hearing therein, and 

for leave to introduce evidence. 
: No. 17000, part 8, et al., rate structure investigation, cot- 
tonseed and related products. Complainants, Cotton Seed 
Crushers’ Association of Georgia, in amended petition, ask for 
additional hearing. 
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No. 20266, Merchants’ & Planters’ Plant Food Co. vs. 
ville & Nashville et al. Complainants ask for rehearing th 

No. 20221, Barrett Co. vs. New York, Susquehanna & Wey 
ern et al. Defendants, Erie and Pennsylvania, ask for 
consideration on question of reasonableness of rates on 
tar oil between Edgewater, N. J., and Philadelphia, Pa, ( 
directions), and for postponement of effective date of oni, 
entered by division 3. 

No. 19467, Baker-Hanna-Blake Co. et al. vs. Aberdeen 4 
Rockfish et al. Complainants ask for reopening for reconsij. 
eration by entire Commission on present record. 

No. 17000, part 8, et al., cottonseed and related produc 
rate structure investigation. The Southern Cotton Oil q 
Southport Mill, Ltd., and their allied interests, ask for an addi 
tional hearing. 

No. 20704 (and Sub.-No. 1), Bay Co. vs. Boston & Maiy 
et al. Defendants ask for further consideration and argumey 

No. 19825, Goodwillie-Green Box Co. vs. Chicago, Milwauky 
& St. Paul et al. Complainant has filed its third petition fy 
reconsideration by whole Commission, of decision of divisigy ; 
herein. 

No. 18062, Mobile Chamber of Commerce and Busines 
League vs. Alabama & Vicksburg et al. Mobile & Ohio, om 
of defendants, asks for reopening for further hearing. It filx 
this petition on its own behalf, as well as on behalf of its » 
defendants. 

No. 19057, Imperial Pipe & Threading Co. et al. vs. Sant 
Fe et al. Complainants ask for reconsideration with respect t) 
certain shipments. 


PAPERBOARD RATES 


Attorneys for the complainant have asked for reconsiden. 
tion and reargument before the Commission in No. 194 
Scharff-Koken Manufacturing Company vs. Santa Fe et al, » 
account of what they allege are the errors committed by diy 
sion 3 in dismissing the complaint on a finding that the rate 
on strawboard, chipboard and other paperboards, from Eaton, 
Terre Haute, Vincennes and Wabash, Ind., Monroe and Thre 
Rivers, Mich., Baltimore and St. Marys, O., to St. Louis, ar 
not unreasonable or otherwise unlawful. They allege that diy. 
sion 3 erred in misconception of the requirements of the inter. 
state commerce act; in disregarding the rules of evidence; i 
failing to give due weight or consideration to evidence adduce 
by the complainant; and, in giving probative weight to th 
defendants’ evidence. 

This is the case in which the complainant put forth a the 
ory for the ascertainment -of just and reasonable rates which 
the Commission held did not prove the contentions made by 
the complainant. In the course of their petition the attorney: 
asserted, among other things, that the evidence as to the aver 
age weight of paperboard submitted by the defendants Wa 
“admittedly hand-picked and more.” They asserted that in all 
the hand-picked shipments used in obtaining this average, ser 
enty-five per cent were erroneous. They asked whether the 
Commission was to accept averages from the defendant from 
individual cars picked for this record, many of them incor 
rectly included, as against the same carrier showing of a 
average weight of 54,351 pounds on 145 cars and 52,041 on 2l 
cars. That test, the attorneys pointed out, was made by direc 
tion of the Commission. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 7365, authorizing the Waj- 
cross & Southern to abandon as to interstate and foreign commer 
its line of railroad in Ware county, Ga. (extending from Hebaradvilk 
to Hopkins, a distance of about 20 miles), approved. 

Report and certificate in F. D. No. 7444, authorizing the Chicago 
& North Western to construct an extension of a branch line of rail- 
road in Tripp and Mellette counties, S. D. (of its so-called Winner 
line ey Winner northwesterly to Wood, a distance of 33.7 miles), 
approved. 

Report and order in F. D. No. 7482, authorizing the Texas é 
Pacific Ry. Co. to issue $34,000,000 of general and refunding mortgag 
5 per cent gold bonds, series C, $20,000,000 thereof to be sold at no 
less than 96% per cent of par and accrued interest and the p 
used for the purpose stated in the report $5,000,000 to be pledgeé 
and repledged to and including June: 30, 1931, as collateral security 
for short-term notes, and the remaining $9,000,000 to be held in the 
—_—** treasury awaiting the commission’s further order, 4 
proved. 

Report and certificate in F. D. No. 7139, authorizing the abando! 
ment by the Detroit & Mackinac Ry. Co. of part of its Hillma 
branch in Alpena and Montgomery counties, Mich. (extending from 
Emerson, Alpena county, to Hillman, Montgomery county, 12.93 miles 
and a side track mileage of 1.43 miles), approved. 

Report and certificate in F. D. No. 7425, authorizing the Detrolt 
& Mackinac Ry. Co. to abandon its Rockport branch in Alpena county, 
Mich. (extending from the east end of its Avery branch, 2.54 miles 
from the main line in the city of Alpena, northeasterly to Rockport 
11.645 miles, with a side track mileage of 0.758 miles), approved. 


FINAL VALUATIONS 


Valuation No. 355, International & Great Northern et al., opinia 
No. B-717, 587-657, final value, for rate-making purposes of the prop 
erty owned and used for common carrier purposes, found to 
$38,948,650; of property used but not owned, $59, and of property owned 
but not used, $51,328, as of June 30, 1917. Final value, for rate- 
purposes, of the property owned and used for common carrier PU: 
poses by the Austin Dam & Suburban, embraced in this report, fo of 
yy be Beh and of the property used but not owned, $11,575, a8 
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Valuation of Railroads 





Acting Under Mandate of Congress, Interstate Commerce Commission Has Been Working for 
Sixteen Years to Ascertain Value of Physical Property of Railroads—Underlying 
Work of Primary Valuation Completed—Valuations to Be Brought to Date 


In 1913, Congress directed the Interstate Commerce Com- 
mission to make a valuation of the physical property of the 
railroads of the country. Thereby it ordered one of the 
most stupendous appraisals the world has ever known, one 
that has been going on ever since that time and is a con- 
tinuing task. It is continuing because the law requires the 


Commission to keep it to date 
by adding to the list of things 
each railroad owns, the items 
of property it adds to its hold- 
ings. There is no more an 
end to that work than there 
is to the making of just, rea- 
sonable, and non-discrimina- 
tory rates. 

There is, in theory, a close 
relationship between the mak- 
ing of rates and the value of 
the property a railroad com- 
pany has provided for the 
comfort and conveniences of 
the public. The law gives the 
railroad the right to earn a 
fair return on the value of its 
property. Almost as soon as 
state governments began un- 
dertaking the regulation of 
rates, railroads began saying 
that the rates prescribed 
would not permit that return 
on the value of their property. 
To show what they meant, 
they began exhibiting, first to 
the rate-making bodies and 
later to the courts, valuations 
of their properties. Some of 
the exhibits contained prac- 
tically complete schedules ot 
the various sorts of property 
contained in the thing known 
as a railroad. 

Nebraska was one of the 
early states to enact a valua- 
tion law, the purpose of which 
Was to enable its rate-making 
body to gather facts tending 
to show the value of a rail- 


road’s property, and serve as a foundation for the rates 
ordered by the rate-making body to’be established. Although 
the railroad and the rate-making body made valuations of 
the same items constituting the whole railroad, the valua- 
tions did not agree. The interest of the railroad was to 
show that what it owned had a value warranting higher 
rates than the rate-making body had or was about to estab- 
lish. The rate-making body, supposedly serving the interest 
of both railroad and user of railroad, frequently, if not 
always, seemed to enter the controversy with an impression 
that the railroad was asking the public to pay more for 
its service than the value of its property required. Seldom 
were the state authorities and the railroad able to agree 
ona rule for setting a figure on a given item of property. 


By A. E. Heiss 


fares & Ewinc 





Cc. F. STAPLES 
Director of I. C. C. Bureau of Valuation 





Physical Valuation.” 


Nebraska made a valuation which the railroads attacked. 
The controversy culminated in the Supreme Court oi 
the United States in Smyth vs. Ames, 169 U. S. 466. 
The court of last resort affirmed the decision of the lower 
federal court in which the question of how to make a 
valuation was considered and rules laid down to govern 


the making of such valuations. 


Commission Feels Need of 
Valuation . 

What the railroads did to 
convince the state rate-making 
bodies they also did to per- 
suade the federal body. There- 
fore, early in its life, the 
latter began telling Congress 
about the embarassment it felt 
when it found itself without 
data to offset claims made by 
the railroads as to the value 
of their property. After the 
passage of the life-giving 
Hepburn act of 1906, which 
gave the Commission power 
to prescribe the rates for the 
future, the need for valua- 
tions, in the opinion of the 
Commission, became acute. 
Political parties approved the 
idea of having a _ valuation 
made and two presidents of 
the United States addressed 
Congress on the subject. The 
outcome of the advocacy of 
the proposal to authorize and 
direct a valuation was the so- 
called LaFollette valuation act 
of 1913, a part of the inter- 
state commerce law. The 
elder Senator LaFollette, of 
Wisconsin, introduced it and 
sponsored it, but the content 
and drafting of the measure 
were largely the work of the 
Commission. 

While the bill was passed in 
1913, the Commission did not 


really get started in its obedience to the valuation order 
until February, 1914, when Charles A. Prouty, of Vermont, 
who had been a commissioner, was appointed “Director of 
Now the organization of which C. F. 
Staples is the director is known as the Bureau of Valua- 
tion, the word “physical” having been dropped. For four- 
teen years the Commission labored to make the primary 
valuation—that is, listing the items and setting the figure 
after each representing its value. Litigation and lack of 
money account for the slow work. When he took hold of 
the task Director Prouty estimated that it would take from 
five to seven years to make the primary valuation—that is, 
the valuation as of some day three, four, five or even seven 
years in the past, leaving the additions to the property 
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made since the valuation date to be accounted for later. 

In 1924 Congress came to a realization that an incomplete 
valuation was as useless as a house without a roof. Chairman 
Lewis, of the Commission, appeared before the appropriations 
committee. A program of work covering three years was agreed 
on, to begin in 1925. Last December he appeared before the 
same committee to make report on the progress of the work, of 
his stewardship, he said, under his assurance that in three 
years the bureau of valuation could complete the primary valu- 
ation to the point where it would have on the desks of com- 
missioners reports on all the railroads ready for decision on 
disputed points, which, when made, would complete the case 
in so far as each railroad was concerned. The field work, the 
underlying reports and the tentative valuations, he said, were 
100 per cent complete. 

On that day, December 15, in all there were 1,035 cases 
or reports, covering 243,237 miles of main track, of which the 
Commission had adopted 728, leaving 307 to be acted on. He 
was hopeful that by July 1 next all the reports would be passed 
on by the Commission and the whole foundation work called 
complete. 





Uses of Valuation 


When, in 1920, Congress passed the transportation act, it 
created a use for valuation not thought of at the time the 
LaFollette bill was passed seven years. before. Congress, 
under the leadership of the late Senator Cummins, of Iowa, 
visioned this country as having a few large railroad systems, 
brought about by the consolidation of strong, weak, and medi- 
umly situated lines, in a financial sense, with rates so arranged 
as to give a fair return to the railroads as a whole arranged 
in groups. Realizing that even under rates arranged with a 
view to giving a reasonable or fair return to the railroads as 
a whole in particular groups that some would earn more than 
a fair return, Congress enacted the recapture of excess earnings 
part of the law, making it a part of the statute directing the 
Commission to initiate rates which would give such a return. 

In providing a rate structure such as was needed to enable 
the railroads to live when they should be returned to their 
owners after the war and post-war adjustment period, Congress 
authorized the Commission to make use of the valuation facts 
it had gathered to find the sum of money on which the rail- 
roads, in groups, were entitled, in its judgment, to earn a return, 
compatible with the understanding as to what would be a fair 
return, as near as might be calculated. The value ascertained 
in that way was nearly nineteen billions of dollars. To earn 
a fair return on that sum, the Commission estimated, would 
require a 40 per cent increase in rates for the roads in the 
eastern district, 25 per cent in the southern and mountain-Pacific 
districts, 35 per cent in the west and southwest and 33% per 
cent in the inter-territorial rates. The fact that Congress di- 
rected the making of rates that, in the judgment of the Com- 
mission, would give the carriers a fair return on their property, 
now rated to be 5.75 per cent, gave rise to the incorrect charge 
that the railroads had received a guaranty. They did not re- 
ceive a guaranty and they have claimed that such return as 
they have obtained has been less than contemplated by the act 
of 1920. 

That recapture part of the law, however, has provided the 
new use for valuation before mentioned. The Commission has 
required the railroads to report their excess earnings. Where 
there has been an excess as shown by the valuations made 
by the carriers it has demanded that they send to it the share 
of the excess which goes into a fund to be used to help the weak 
roads by loans. 


In the administration of the recapture clause the Commis- 
sion has made one valuation, that of the property of the St. 
Louis & O’Fallon, a short line near St. Louis. That carrier 
went to the courts for relief from what would happen to it in 
the event it accepted the valuation made by the Commission 
as having been made in accordance with the broad, general 
rules laid down in the Smyth vs. Ames and other valuation 
cases. It was hoped, when that case was carried to the Su- 
preme Court of the United States, that that body would clarify 
the law on the subject so the Commission would know how it 
should arrive at its conclusion as to what was the value of 
the property of each and every railroad. 

Naturally, when the O’Fallon road went to the courts chal- 


Commission Marking Time 


lenging the correctness of the methods used by the Commission 
in making the valuation of its property, the regulating body’s 
work on such valuations was stopped. It was realized that it 
would be a waste of effort to go forward with valuations on 
the basis that had been challenged, in which, broadly speaking, 
the railroads contended that more weight should be given to 
“reproduction at presént prices” than the Commission had 
accorded and, inferentially, little, if any, weight to the “prudent 
investment” theory, under which a railroad that had not exer- 
cised good judgment in constructing itself, would be penalized, 
to some extent, for its mistakes of judgment. The conten- 
tions, however, are too controversial to be more than referred 
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to here, disagreements extending sometimes, even to the terms 
to be used. 


Abraham Lincoln, Valuation Lawyer 


Prior to the Smith vs. Ames case, valuation cageg in 
which the railroads were greatly interested, had to do with 
appraisals for purposes of taxation. In the hunting through 
the law books on the subject of valuation, the fact was brought 
forward that Abraham Lincoln was an attorney for the railrogg 
in State vs. Illinois Central Railroad Company, 27 Ill. 64, 7% 
American Decisions 396. In that case, which the railroad com. 
pany won, the Supreme Court of Illinois handed down its dg. 
cision after Lincoln was elected to the presidency. Judge 
Breese, the organ of the court, in his opinion in that case, useq 
language from which, it may be inferred, that the Lincoln brieg 
used words indicating that Lincoln had views as to the weight 
that should be given to the “prudent investment” theory. The 
judge, in his opinion, said that “in connection with this, anq 
possibly of even greater importance in forming a just opinion 
of real value, would be the inquiry: What would prudent men 
give for the property, as a permanent investment, with a view 
to present and future income?” However, tax valuation cases 
generally speaking, are not accounted of much weight in valua. 
tions for rate purposes. All the valuations thus far made by 
the Commission and denominated “final,” are designated as 
being for rate-making purposes, the necessary implication being 
that values for other purposes exist. 


Cost of Stupendous Appraisal 


To the end of last November the government had spent 
$33,268,926.91 on valuation work, the total appropriations ey. 
ceeding $35,000,000. Up to June 30, 1928, the railroads had 
spent more than $109,000,000. It was estimated that, when the 
reports for 1928 had all been examined the railroads would 
be found to have spent about $113,000,000. For the current 
fiscal year Congress appropriated $2,336,780 for valuation, $136, 
780 of which was received from the appropriation made for 
increasing the pay of clerks and others engaged on that big 
task. 

The appraisal takes no account of the securities the rail- 
roads have issued. It concerns itself only with the value of 
the physical property. That may be greater or less than the 
face amount of securities the corporations have issued. Whether 
a corporation has or has not “watered” its stock is of no con- 
cern to the bureau of valuation. It merely reports the face 
amount of the securities that have been issued. Neither rates 
nor valuations are based:in any way on _ securities, popular 
impression and political assertions to the contrary notwith- 
standing. 


HOCH-SMITH RESOLUTION DISSECTED 


That the important behest from Congress to the Commis. 
sion contained in the Hoch-Smith resolution is that it recognize 
that “the value of transportation as an agency of commerce 
in the distribution of goods is measured largely by the value 
of the goods,” and that “the Hoch resolution must not be 
repealed,” is insisted on by J. F. Waddell, traffic manager and 
assistant secretary of the Western Fruit Jobbers’ Association, 
in an article headed “The Hoch versus the Smith Resolution,” 
in the April issue of the Western Fruit Jobber, a monthly pub- 
lication of the association. 

“I wish to call attention to the fact that no preferential 
treatment of agricultural products was sought in the original 
Hoch resolution,” he says. That resolution, he explains, relied 
“solely on the irrefutable logic of a recognized relationship 
between value of goods and value of service as fixing the 
measure of transportation charges and the ability of traffic to 
bear such costs in distribution.” 

He holds that the present adjustment of rates puts al 
undue burden on “soil products,” in view of that rate-making 
principle, and that the effect of the Smith portion of the reso 
lution was to “sacrifice a principle to political expediency;” 
not, however, that agriculture did not or does not need relief, 
but that under the principle enunciated in the original Hoch 
resolution it would have gotten what it was entitled to in that 
respect, whereas the Smith portion of the resolution asked for 
preferential treatment. 
rifice a fundamental principle to political expedience, evel 
though that course offered possible temporary relief for 4 
presumably temporary condition,” he says. 

But, he continues, on the theory that transportation charges 
should be made relative to the value of the commodity and the 
cost of handling, that “agricultural products in general al 
fresh fruits and vegetables in particular pay more than thelr 


just share is easily demonstrable by anyone who will take | 


the trouble to make comparison between the market value and 
the transportation charges per car, per car-mile and per tor 
mile.” 

The occasion for his article, as he expresses it, “is that 
the interests in opposition to the Hoch-Smith resolution—al 
these include practically every business concerned in processilg 
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finished products—are marshal- 


materials or manufacturing 
- On that point he had 


¢ their forces to secure its repeal.” 
the following to say: 


I have referred to the organized opposition to the Hoch-Smith 
resolution, and to the seemingly willful misinterpretation of the 
revisions contributed by Congressman Hoch to the measure. I 
Pfrain from using the word “misunderstanding,’’ for the opposed 
interests understand very well the purpose of the Hoch resolution, 

clamor against it is not, in reality, directed against ‘“‘con- 


he 
ant ional rate making”’—that is merely the convenient catch phrase 
employed to foster propaganda. The real opposition springs from 


realization that manufactured goods will pay more for trans- 
rtation in order that raw materials, especially soil products, shall 
pay less. It is a purely selfish attitude, and you may judge the value, 
to agriculture and to shippers of other products of relatively low 
cost, by the virulence of the attacks on that vital principle of rate 
construction emphasized in the Hock resolution. The right of Con- 
gress, creator of the Interstate Commerce Commission, to call at- 
tention of its creature to apparent neglect of an important and 
recognized principle, and to instruct that it be given proper con- 
sideration, can hardly be construed as “political rate making’’— 
although there may be grounds for such criticism so far as the 
Smith portion of the law is concerned.:”’ 


a 


Such decisions as the Commission has rendered under the 
Hoch-Smith resolution giving relief to agriculture, according 
to Mr. Waddell, have been based on the alleged depression in 
the industry, rather than a just apportionment of charges as 
between classes of traffic. The Commission has ignored the 
more fundamental part of that resolution and has granted relief 
on the depression theory. The result is that it has prejudiced 
the interest of the industry by giving it, in some measure, 
what it is entitled to, but has assigned an improper reason, 
according to him. 

“In other words, the major provisions of that resolution 
have been ignored,” he says, “and attention has been devoted to 
the minor question, which course, in the circumstances, best 
served the political ends of the moment.” 

Any advantages gained through preference, he held, could 
not be lasting. Repeal of the Smith portion of the resolution, 
in his mind, was desirable, but the Hoch portion should be 
brought into operation to the end of relieving agriculture by 
“an exhaustive examination of the classification ratings in the 
light of the Hoch resolution.” 


HOCH-SMITH REPEAL 


(The Security Owner) 

When the Interstate Commerce Commission was created, it 
was for the purpose of administering a rather definite act of 
Congress drawn with a view to preventing discrimination in 
furnishing transportation service and kindred evils. The most 
fantastic reformers never dreamed that the Commission would 
be called upon to regulate the economic life of the entire coun- 
try. In the Hoch-Smith resolution, Congress has undertaken 
to impose upon the Commission the duty of equalizing pros- 
perity as between localities and industries. The absurdity of 
that mandate is apparent when one considers that freight rates 
constitute a relatively small and fairly constant portion of the 
expenses of production. The price of wheat may vary from 
fifty cents to two dollars a bushel within a few months, yet the 
cost of transporting the wheat by rail may not change at all 
for the reason that there may have been no change in wages 
or in the cost of material and supplies to the carriers. Freight 
rates ordinarily are fixed for relatively long periods and are 
adjusted to meet changes which develop rather slowly in the 
expenditure of the carriers. 


It is unthinkable that this relatively small and constant 
factor in the expense of producing and marketing should: seri- 
ously be regarded as containing the possibilities of evening 
prosperity as between a drouth-stricken area and one that has 
been favored by ideal climatic conditions; or as between a 
failing industry and one enjoying unusual prosperity. The 
factors that enter into these differences are for the most part 
beyond the control of legislators and are largely independent 
of freight rates. The Hoch-Smith resolution is founded upon 
economic fallacies, since it directs the Commission to do what 
is both absurd and impossible. It should speedily be repealed. 
_ The limits within which regulation may operate upon earn- 
ings of railroads are more apparent when those earnings are 
analyzed. When subjected to analysis, it is revealed that the 
earnings of railroads may be due, first, to the monopolistic 
character of the business; second, to the activities of society, 
that is, the unearned increment; third, to the efficiency of 
Management. Regulation should be directed merely at the 
first, that is, those earnings due to the monopolistic character 
of the business. The purpose of regulation should be to see 
that a monopolistic or quasi-monopolistic business charges no 
more than it would be able to charge under normal competitive 
conditions. 

In an effort to equalize prosperity between regions or in- 
dustries through manipulation of freight rates the Commission 
under such a scheme as contemplated by the Hoch-Smith res- 
olution would be forced to go far beyond the field of reasonable 
regulation. Instead of limiting its activities to control of 
monopoly prices for transportation, it would find itself taking 
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away a part of the increment due to progress and part or all 
of the results of efficient management. 

Under our present system of private property a premium 
is placed upon good management. Businesses efficiently man- 
aged are permitted to receive the premiums in the way of 
profits that result from improved service to the public without 
increased expense or even at decreased expense. To refuse 
customary rewards to good management runs contrary to the 
philosophy and convictions of the western world. It is contrary 
to western experience through centuries. It has no part in 
the orderly regulation of the carriers. If practiced, it will have 
consequences as grave and will produce evils as flagrant as 
any at which the interstate commerce act has been directed. 

To penalize good management or to treat successful man- 
agement with harshness ultimately will deprive the public of 
the efficient supervision of railroads necessary to supply satis- 
factory service. Again, it would be unfair to allow all other 
industries to keep the rentals from increased land values and 
to deny them to the railway business. High rents are due to 
social activity. But society leaves them to owners fortunate 
enough to hold title to the land when its value increases. Why 
deny this form of profit to the owners of railroads? If it is 
to be taken away, why not treat all businesses alike? 


HOCH-SMITH OIL ARGUMENTS 


The first three days in May have been set aside by the 
Commission for arguments in No. 17000, part 4, the Hoch-Smith 
petroleum inquiry, to which has been attached, for hearing and 
argument purposes, No. 18458, commonly known as the south- 
eastern petroleum investigation. Attached to the last men- 
tioned are about a score of formal docket complaints. A big 
record has been made in this proceeding. So many phases are 
covered by that record and the demand for time to discuss 
them was so great that the program could not be compressed 
into less time. 

In connection with the announcement of the three days of 
argument the Commission said that it had granted, upon the 
request of some of the parties to the case, an extension of time 
to April 25, for the filing of exceptions to the proposed report. 

The Commission further announced that upon consideration 
of petitions for further hearing in respect of rates on fuel oil 
in the New England territory, filed by the New England Paper 
& Pulp Traffic Association, Mexican Petroleum Corporation and 
the Beacon Oil Company, because of changes in rates within 
that territory on fuel oil and coal since the hearings had closed, 
it had concluded that judicial notice would be taken of changes 
in such rates as might be called to its attention by the parties, 
prior to the argument, if the parties desiring to make references 
to the changes would give notice to adverse parties. In other 
words, the arguments may be extended so as to embrace the 
rates on fuel oil and coal that have been changed since the 
close of the hearings, if those desiring to comment on them 
call the changes to the attention of the Commission and the 
parties on the other side of the case. But for that promise 
to take judicial notice changes in the rate structure not brought 
into the record by the presentation of proper evidence con- 
cerning them would not be permissible. By promising to take 
judicial notice of tariffs in the files of the Commission, the 
latter avoids necessity for further hearing and necessary delay. 


OHIO ELECTRIC MERGER 


Authority to acquire properties to form a through and con- 
nected system of urban and interurban railroad lines from 
Cincinnati to Toledo, O., via Dayton, Springfield and Lima, O.; 
a through and connected system of urban and interurban rail- 
road lines from Cincinnati to Columbus, O., via Dayton and 
Springfield, and a through and connected system of urban and 
interurban railroad lines from Columbus to Toledo, O., via 
Springfield and Lima, O., has been asked by the Cincinnati, 
Hamilton & Dayton Railway Company in Finance No. 7450. 
Authority to issue securities is also sought. 

Applicant says it intends to amend its charter in compli- 
ance with the laws of Ohio in order to obtain the necessary 
corporate power to acquire and operate the properties and also 
to change its name to Cincinnati & Lake Erie Railroad 
Company. 

Specific authority is asked to do the following things: 


To issue for the reorganization and readjustment of its present 
outstanding capitalization of 18,350 shares of class A cumulative 
stock, 45,800 shares of class B non-cumulative preferred stock, and 
120,000 shares of common stock, and to deliver the same to the own- 
= - holders of the present outstanding 60,000 shares of common 
stock. 

To issue, if desired, $450,000 of first and refunding mortgage 
series A 6 per cent gold bonds and to deliver the same in exchange 
for $200,000 of Hamilton City division first mortgage 6 per cent gold 
bonds and $250,000 of Dayton Traction Company first mortgage 6 per 
cent gold bonds. 

To purchase the stock of the Dayton & Columbus Transportation 
Co., a motor transportation company; to purchase the stock of the 
Columbus Interurban Terminal Co.; to issue 12,800 shares of class 
A cumulative preferred stock and 40,000 shares of class B non-cumu- 
lative preferred stock, and to deliver the same as full payment for 
the properties of the Indiana, Columbus & Eastern Traction Co., the 
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stock of the Dayton & Columbus Transportation Co., and the stock 
of the Columbus Interurban Terminal Co., and to assume and pay 
certain liabilities of the Indiana, Columbus & Eastern Traction Co. 

To issue $390,750 of first and refunding mortgage series A 6 
per cent gold bonds and to deliver the same in exchange for $521,000 
of Dayton, Springfield & Urbana Railway Company first mortgage 5 
per cent bonds. . ; 

To purchase the capital stock of the Lima City Street Railway 
Co. and to issue 7,650 shares of applicant’s class A cumulative pre- 
ferred stock and 19,125 shares of its class B non-cumulative pre- 
ferred stock and to deliver the same as full payment for the bonds 
and capital stock of the Lima City Street Railway Co., and _ the in- 
terurban railroad properties of the Lima-Toledo Railroad Co., and 
to assume and pay certain liabilities of the Lima-Toledo company. 

To issue $1,000,000 of first and refunding mortgage series A 6 
per cent gold bonds and to deliver the same in exchange for $1,000,- 
000 of the Lima-Toledo first mortgage 6 per cent bonds. 


Applicant says that the properties now owned and the 
properties to be acquired were for a period of years owned or 
controlled through lease or otherwise by the Ohio Electric 
Railway Company, and operated thereby as a unified system 
of electric interurban and urban railroads but that as the re- 
sult of economic conditions growing out of the war and the 
increasing use of the automobile, as well as for other reasons, 
the Ohio Electric fell into financial difficulties and in the period 
1918 to 1922, inclusive, its system disintegrated. 

The applicant operates 85.37 miles of main tracks. The 
Indiana, Columbus & Eastern Traction Company, to be ac- 
quired, operates 143.56 miles of main line tracks. The Lima- 
Toledo Railroad Company operates 70.76 miles of main line 
tracks. The Lima City Street Railway Company operates 15.39 
miles of main line tracks. 

Doubt is expressed by the applicant as to whether the 
Commission has jurisdiction over the properties involved but 
nevertheless “represents that out of abundance of caution it 
is necessary and advisable to obtain approval of the Commis- 
sion of this application without conceding the jurisdiction of 
the Commission over the subject matter.” 


NEW WASHINGTON LINE 


The Northern Pacific and the Oregon-Washington Railroad 
& Navigation Co., in Finance No. 7539, have asked the Commis- 
sion for authority to construct a new branch line of railroad in 
Gray’s Harbor and Jefferson counties, Washington, and for joint 
operation of the existing Northern Pacific line from Hoquiam 
to Moclips, Wash. The line to be constructed will extend from 
a connection with the existing line of the Northern Pacific at 
Aloha, Wash., and will terminate at a point on the south bank 
of the Hoh River. It will be approximately 60 miles long. The 
total number of miles of main track of existing line to be used 
is approximately 26.5, with approximately 7 miles of other tracks. 

Applicants say the principal industry of the Gray’s Harbor 
district is the manufacture into finished material of forest prod- 
ucts and that many large mills are located on the lines of appli- 
cants at this point. The log supply reached by existing carriers 
tributary to Gray’s Harbor will be exhausted within a few years 
and the proposed new line of railroad is for the purpose of 
transporting to the mills on Gray’s Harbor the logs necessary 
to maintain their operation, according to the application. 

“It is conservatively estimated that there will be tributary 
to the proposed branch more than twenty-eight billion feet, board 
measure, of merchantable timber,” say the applicants. 


FINANCE APPLICATIONS 


Finance No. 7530. Maine Central Railroad Co. asks authority to 
assume payment of $1,628,000 of equipment trust certificates, to bear 
4% or 5 per cent interest, in connection with acquisition of 1,000 
all-steel box cars. Applicant will request bids for securities. 

Finance No. 7531. McCloud River Railroad Co. asks authority 
to extend its line by purchasing a portion of track from the McCloud 
River Lumber Co., from Car A to Hambone, Calif., about 7 miles. 

Finance No. 7532. Sligo & Eastern Railroad Co. asks authority 
to abandon its line from Sligo to Dillard, Mo., about 11% miles, and 
to abandon operations over private log road of the Sligo Furnace Co. 
with respect to interstate commerce. 

Finance No. 7533. Joint petition of Richville (N. Y.) Telephone 
Co., Inc., and Northern New York Telephone Corporation for approval 
of acquisition by latter of telephone properties of former. 

Finance No. 5095. Sub. No. 3. Thomas C. Powell, president of 
Chicago & Eastern Illinois, asks permission to hold position of di- 
rector of Railway Express Agency, Inc. 

Finance No. 7546. Norfolk & Western Railway Co. asks authority 
to extend its lines of railroad through the acquisition and operation 
of the terminal properties owned by the City of Norfolk, Va., and 
located at Sewalis Point (Norfolk), Va. The property consists of 
about 300 acres of land, a modern grain elevator with service tracks 
and concrete bulkhead, for storage and loading grain into vessels, 
two merchandise piers with service tracks and bulkheads, for storage 
and transfer of freight between vessels and railroad cars. 

Finance No. 7541. W. H. Bremner, receiver of Minneapolis & St. 
Louis Railroad Co., asks authority to issue $1,525,000 of receiver’s 
certificates of indebtedness in renewal of an obligation for a like 
amount now outstanding. 

Finance No. 7542. Clinton-Oklahoma-Western Railroad Company 
of Texas asks authority to execute a first mortgage and to issue 
thereunder one registered first mortgage gold bond for $2,000,000, 
bearing 6 per cent interest, and deliver it to the Atchison, Topeka & 
Santa Fe Railway Co. to fund an equal amount of applicant’s in- 
debtedness to the Santa Fe. 

Finance No. 7547. Chicago, Rock Island & Gulf Railway Co. asks 
authority to construct a line from Shamrock to a point of connection 
with the St. Louis, San Francisco & Texas at or near Quanah, and 
continuing from Quanah to a point of connection with the proposed 
line of the St. Louis, San Francis¢éo & Texas in Wilbarger county, 
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all in Texas, involving 108 miles of main track. Applicant also 
approval of acquisition, by means of joint trackage. agreements of 
37 miles of the St. Louis, San Francisco & Texas and 75 mile, 
the Gulf, Texas & Western. The line proposed to be constructed, 
together with the lines to be acquired by means of the joint track’ 
age agreements, together with oe 3 existing line from Jacks. 
boro to Ft. Worth, will afford applicant a continuous line of Tailway 
from Shamrock to Ft. Worth, according to the application, The 
proposed construction and extension of line will also form a part of 
a new and necessary through route between Amarillo and Ft. orth, 
considerably shorter than applicant’s existing route via its line from 
Amarillo, Tex., to El Reno, Okla., via the C. R. I. & P., and thence 
to Ft. Worth, according to the applicant. 

Finance No. 7548. oston & Maine asks authority to issue $2,499,. 
000 of 5 per cent bonds to reimburse the treasury for expenditures 
ee and improvements. The bonds are to be sold to stock. 
olders. 


SAND AND GRAVEL CONFERENCE AND HEARING 


The committee meeting set for April 22 and the conference 
and hearing set for April 29, in connection with docket 21939 
sand, gravel and crushed stone to points in southern Illinois 
(see Traffic World, March 30, page 767), will be held at the 
Bismarck Hotel, Chicago, instead of at the Hotel Sherman, 
according to an announcement by Examiner Fuller. Hearing 
in docket 21755, McGrath sand and grave Icase, set for May 3 
will also be held at the Bismarck. 


GRAIN DEALERS AND RATES 


Representatives of the Grain Dealers’ National Association 
called on President Hoover April 10 to present their views on 
farm relief legislation. Among other things, the grain dealers 
took the position that an important factor in the situation was 
freight rates on farm products destined for export. They rec. 
ommended that rates on such shipments be lowered substan. 
tially and that these reduced export rates be made to apply 
from points of origin. 

“We most heartily indorse your favorable attitude toward 
the development of our inland waterways,” said the grain deal- 
ers. “Low transportation costs, and especially as applied to 
export shipments, are most important. Our grain values on 
surplus crops are determined by the prices that can be obtained 
in foreign consuming markets, based on competing quotations 
from other countries, less transportation and handling charges. 
Reduced export freight rates will maintain domestic values on 
a correspondingly higher level, and, we believe, is worthy of 
much consideration.” 


SECURITIES OF C. N.S. & M. 


Asserting that, contrary to the suggestion by the petition- 
ers, they were satisfied that a finding by the Commission on 
the moot question presented would not settle the controversy 
raised by the complainants in No. 20516, George B. Hild, E. H. 
Hitt et al. vs. Chicago, North Shore & Milwuakee, Robert E. 
Quirk and Ralph R. Bradley, counsel for the defendant, have 
asked that the Commission deny the petition of Hild and others 
for a reopening for reconsideration by rehearing or reargument 
of the complaint dismissed by division 4. (See Traffic World, 
March 30, p. 754.) 

“As complainants’ petition for reconsideration contains no 
assignment of errors contemplated by the rules of practice,” 
says Bradley and Quirk, “and is nothing more or less than 
a re-brief of the case, this reply will necessarily have to be 
made in kind.” The action of division 4 in dismissing the 
complaint should be sustained and the petition for reconsidera- 
tion and rehearing should be denied. In fact, the complaint 
should have been dismissed for the reasons stated in our mo- 
tion without the taking of testimony as to the character of 
the defendant. 

“Our brief contains a comprehensive statement of the con- 
ditions under which the defendant operates. The facts clearly 
show that the defendant is an interurban railroad which is 
not operated as a part of a general steam railroad system of 
transportation. Therefore, it is not subject to section 20-a of 
the interstate commerce act.” 

Counsel for the defendant assert that because the defend- 
ant was an interurban electric railroad and always had been 
operated as such, its counsel had no hesitancy in approving 
the issuance of securities under the authority of the [Illinois 
and Wisconsin commissions. Further, they declared that in 
making application to the Wisconsin and Illinois authorities for 
approval of the issues of securities instead of to the federal 
Commission the defendant was not governed by a mere matter 
of choice as between federal and state tribunals, but had been 
governed by conditions which, in the judgment of its counsel, 
made the course adopted by it necessary and advisable. 

“No duty devolves upon this Commission in a complaint 
of this character to make a finding,” assert counsel for the 
North Shore, “as a means of lending its aid to complainants 
in a possible suit for damages in the courts. Division 4 pointed 
out that such a finding under the issues raised by this com- 
plaint would bind no one. We think that division 4 adopted 
a wise administrative policy in declining to express an opinion 
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or to make a finding upon the moot issues presented by this 
complaint.” The answer continues: 


If a finding were made and it should be adverse to defendant, 
it might and probably would, as a practical matter, seriously affect 
more than $47,000,000 worth of securities issued in good faith by the 
defendant under the approval of the regulating bodies of Wisconsin 
and Illinois, even though the finding thus made would not, as a mat- 
ter of law, bind the defendant. The securities of defendant have 
already suffered in market prices as a result of the pendency of 


complaint. 
The approval by the Wisconsin Railroad Commission and _ the 


Illinois Commerce Commission of the securities issued by defendant 
are acts to which full faith and credit should be given under the 
Constitution and which under the doctrine of comity are entitled 
to the highest respect. . . . We are persuaded that division 4 was 
right under the issues here presented in dismissing the complaint, 
and that it would be unwise administrative policy for the Commission 
to adopt a different course of rocedure. . It is apparent that 
the Commission is not in position under the issues raised by this 
complaint to enter an order that would bind either complainants or 
defendant. Therefore no legal or other purpose would be served by 


such a finding. 


The attorneys for the North Shore pointed out that, should 
the Commission make a finding such as sought by the com- 
plainants, it would be harmful to the defendant and other inter- 
urban electric carriers, which had issued under state authority, 
and without the approval of the federal body, more than $300,- 
000,000 in securities. 


SOUTHERN LEAGUE AND ROUTING 


“It appears to your secretary that this matter of routing 
is drifting slowly but surely into a most serious and compli- 
cated situation,” says circular 1929-12, issued this week by the 
Southern Traffic League on that subject. It refers particularly 
to the action of the Commission in fourth section application 
No. 12725, lumber from the Pacific south coast to Central ter- 
ritory (see Traffic World, March 2, page 509), the decision in 
the Prairie Pipe Line Case, the withdrawal of the conference 
rulings and other matters. 

Referring to the denial of relief in the fourth section lumber 
case, the circular says: 





We are advised that if the Commission’s decision stands it will 
necessitate modifying the tariffs published pursuant to the Commis- 
sion’s reports in the southern class rate investigation, consolidated 
southwestern cases and all other general revisions that have been 
made in the commodity rates in the south up to this time. We are 
further advised that the Southern Freight Association is unable to 
go forward with any general revisions until the situation is cleared 
up. It is said that one or two of our southern carriers will have to 
retire from participating in business between several of their more 
important competitive points. 


As a result of the decision in the Prairie Pipe Line case, in 
which it was held that “reparation would not be awarded on 
the basis of rates between the points involved as fixed for the 
future where shippers had routed their freight over routes other 
than the shortest route but would be awarded on the basis 
of scales applied to such circuitous routes,” according to the 
circular, it was held that “this means that where rates are 
published by various carriers over various routes between spe- 
cific origins and destinations, the shippers, in order to protect 
themselves later in cases involving reparation awards, must 
direct their shipments to move in alI instances over the direct 
rate-making route regardless of competing routes and compet- 
ing service. 

As to the withdrawal of the conference rulings, it said 
that the Commission was asked to advise if the carriers may, 
under the act, make direct settlement with the shippers for 
damages growing out of misrouting without prior sanction of 
the Commission. “The Ccommission replied,” says the circular, 
“that until an administrative question is necessarily involved, 
the parties should proceed to adjust their differences between 
themselves, bearing in mind all the provisions of the act. It 
is obvious that the Commission’s reply is not responsive to 
our inquiry.” 


Further comment on the subject was, in part, as follows: 


The Commission and the courts are now construin ara, 
+o section 15 of the act to the following effect: That it is — 
r the Commission to make the level of rates on the basis of the 
Shortest available routes and then let the originating carrier restrict 
= rates so they will not apply over the rate-making route where 
i would result in depriving the originating carrier and its connect- 
ng carriers (over their route to destination) of receiving their long- 
seseetiee one 2 the law an, Goakaren by the Supreme Court quite 
except, of course, in ose cases where the originatin 
carriers’ longest route is unduly circuitous. a 
eee members are writing us that they find the question of 
— ng is becoming more important each day and that new routings 
od being inserted in the tariffs which adversely affect shipping in- 
oc and it is impossible to catch all of these restricted routings 
It h ey appear in the tariffs in time to file request for suspension. 
4 as been suggested that the league ask the Southern Freight 
rs sociation to docket changes in routing the same as in rates. Rout- 
o_ is particularly an important matter in connection with transit 
~ ngéments at intermediate points on various routes between 
0 7 and ee. oy oar 
uold seem that when rates are made between o ns and 
destinations in compliance with all the provisions of the fourth 
pn on —S the circuitous or equi-distant provision) that all 
be. munities ve secured all the benefits intended and when the 
soute are put in tariff form it injures no community to let circuitous 
a" afford a competitive service in connection with such rates 
have already been fixed under all other provisions of the first, 
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third and fourth sections. To apply the circuitous or equi-distant 
provision of the amended fourth section so as to require certain cir- 
cuitous but competitive service routes to be closed will certainly 
not benefit the shipping public. It is said that unless there are some 
restrictions as to the circuity of routes that competing carriers will 
participate in rates that are unprofitable. This seems to come almost 
to the point of having the Commission manage the railroads. In my 
opinion this and the minimum rate provisions of the act give the 
Commission powers which go directly to the management of the rail- 
roads and are wrong. 


League members are asked to give serious consideration 
to the matters involved and advise the officers of appropriate 
action. A conference at Washington between members of the 
League, Southern Freight Association, southern state commis- 
sions, and the Commission to “review the whole matter in the 
light of recent developments and take such action as may be 
necessary to avoid chaos in our rate structure,” has been sug- 
gested by a number of those interested, it states. 


PAYMENT OF FREIGHT CHARGES 


Through its circular 1128, the National Industrial Traffic 
League calls the attention of its members to the hearing at 
Washington, April 19, in Ex Parte 73, rules and regulations 
governing payment of freight charges. It urges the importance 
of the issue involved, stating “the result of this hearing will 
probably be that the present rules and regulations will be 
strictly enforced, or the Commission will make such reasonable 
modification as will enable shippers to comply with them, and 
then their observance must be general.” 

The circular announces there will be a League conference, 
at which its attorneys will be present, at the Hotel Washing- 
ton, April 18, to afford members an opportunity to go over the 
subject. 

In part, the circular read as follows: 


The correspondence we have had with our members on this sub- 
ject indicates that a large majority of those interested favor a modi- 
fication of the present rules and regulations to permit of the weekly 
settlement of freight charges. There is little or no sentiment in 
favor of credit, as such, for the payment of freight charges. All 
that the shippers want is an opportunity to receive their freight 
bills, check the freight against them, audit the bills, and pay them 
in the same orderly manner that they pay other bills. 

Recently one of our members received a letter from a railroad 
treasurer, in which he said: 

‘We have in the treasury enough money to pay all the claims 
just as promptly as the drafts and vouchers can be rendered and 
we feel that the shippers should have sufficient capital to pay their 
bills promptly on presentation and not ask the railroads to furnish 
some of their capital, as we have known of such cases in the past 
few years.” , 

There is absolutely no justification for any such sentiment on 
the part of any railroad treasurer. Shippers do not need, and should 
not have railroad capital upon which to do business. If they did 
need it they would not be entitled to it, and should not have it. 
From the outset we have made it very clear that the shippers do 
not wish time for the payment of freight bills, as credit. The rank 
and file of shippers do not favor the extension of credit for the 
payment of freight charges in the ordinary credit sense, In the com- 
mercial world weekly payments, or in fact payments within ten days, 
are regarded as cash payments. Payment of freight bills weekly 
should also be regarded as cash payments. In such payments the 
question of credit is not involved. Shippers do not even ask that 
unpaid freight bills be carried by the carriers in unsecured open 
accounts. On the contrary, most shippers, and we think we may 
say all shippers, are willing to give bonds, which will be acceptable 
to the carriers, for the payment of freight charges. 

The condition which existed prior to Federal control and opera- 
tion of the railroads, was a condition created by the carriers them- 
selves. The indiscriminate granting of credit, and in some cases 
for long periods, was within the control of the carriers themselves, 
and the condition was one of their own making. They were neither 
required nor expected to give such credit. It was as unnecessary as 
it was undesirable. Nevertheless, the carriers granted credit freely, 
and subsequent experience showed that they granted credit unwise- 
ly. They used credit to buy favor with shippers and secure buisness, 
exactly as prior to the Elkins Act, they paid rebates, granted passes 
indiscriminately, practiced discriminations of various kinds, for the 
express purpose of influencing the securing of business. 

The shippers of the country, as we gather the sentiment, are not 
only not asking for a return of those conditions, but would be ab- 
solutely opposed to their return, if proposed. If we understand the 
situation correctly, there is little justification for a freight bill bein 
ten days old and payments within ten days, in the commercial world, 
are looked upon as cash transactions. 

The attitude of the carriers is a confession that they cannot 
be trusted to manage their own business wisely, but must have a 
guardian to protect them against the temptations so alluringly 
dangled before them by wicked and designing shippers. 


RAIL UNIFICATION MAPS 


Maps showing the railroads involved in the unification ap- 
plications of the Baltimore & Ohio and of the Chesapeake & 
Ohio, recently filed with the Commission, have been prepared 
by the National Association of Railroad and Public Utility 
Securities. Copies may be obtained by sending ten cents in 
postage to the Washington office of the association in the Mills 
building. 


ALABAMA FLOOD SERVICE ORDER 
The Commission, by service order No. 49-B, has vacated 
and set aside service order No. 49-A. The latter was issued on 
account of conditions produced by the flood in Alabama. They 
have disappeared, hence the vacation of the order which was 
addressed to the Central of Georgia, Louisville & Nashville 
and the Atlantic Coast Line. 
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Freight Tariffs 


Fifth of a Series of Twenty-Six Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Powers of Attorney and Concurrences 


Carriers wishing to authorize other carriers or agents 
to publish freight tariffs in their stead are required to grant 
powers of attorney, in the form prescribed by the Commis- 
sion empowering the carriers or agents to act for them. 
Alternate agents must, in most cases, be named by the 
carriers in the event of the death or disability of the prin- 
cipal agents. The powers of attorney may not be delegated 
to others by those to whom the carriers originally grant the 
authority. 

Powers of attorney are used by carriers in connection 
with tariff publication for the following purposes: 


1. To give attorneys or agents the authority to file tariffs 
or supplements in their stead. 

2. To give agents authority to receive concurrences to 
tariffs in their stead. 

3. To give other carriers authority to give or receive con- 
currences in place of the carriers.’ 


These forms, when properly executed by the carriers’ 
executive officers and filed with the Commission, make, con- 
stitute, and appoint the designated agents to file tariffs, 
classifications and exception sheets, and amending supple- 
ments to any of these publications as required by law in the 
place and as the agents and attorneys of the carriers. 

Powers of attorney may be limited in three respects: 


First, as to period of time the power is to run. 
Second, as to traffic included in the grant. 
Third, as to territory embraced in the authorization. 


The powers not only grant complete authority to the 
attorneys and agents, but ratify and confirm the lawful 
actions of the agents and place the responsibility for the 
acts and ommissions of the agents on the carriers issuing 
the authorizations of the principal to other duties. After 
an alternate agent has once exercised the authority granted 
by a power of attorney (FX1) the original principal agent 
may not again exercise the authority first granted to him 
by the power. 

The execution of powers of attorney by two or more 
carriers granting an agent the authority to publish tariffs 
for each carrier jointly with other carriers, relieves the 
carriers of the necessity of exchanging concurrences with 
each other to cover the joint tariffs filed under these powers 
of attorney.” 

Concurrences 


Various forms of concurrences are prescribed by the 
Commission to be used by carriers in giving authority to 
other carriers or agents to publish and file rates in the 
manner and to the extent indicated in the concurrences, and 
binding the concurring carriers in the tariffs published by 


the other carriers or by the agents. 
Number of 


Type of Concurrences Concurrences 
Concurrence in entire publication..............e.sceceees FX 2 or FX 9 
Concurrence in rates to but not from points on line of 

concurring carrier and via its line.......cccccccceces FX 3 or FX 6 


Concurrence in rates from and to points and via line of 
MICE, GOEEIOE oo 6:6:6.0:5:6:6.6:0:0'0 0: 6:4)0:0.0.0.0:0:0:0:04.0'6:0 6:00:00 FX 5 or FX 7 

Special concurrences to be used only when no other form 
fits exact authority desired to be conferred......... FX 4 or FX 8 
Concurrences are formally executed by executive traffic 
officers of the carriers who wish to concur in the joint tariffs. 
The original concurrences are filed with the Commission, 
while duplicates are deposited with the agencies or carriers 


*Tariff Circular No. 20, Rule 18 and Rule 26. 
Rule 18. 





publishing the tariffs and copies are retained by the carriers 
granting them as permanent records. 

The power of attorney, F'X1, used in creating a person 
the agent or attorney with power to publish tariffs for a 
single railroad or for a road jointly with other carriers 
must be executed by an executive officer of the carrier 
granting the authority and attested by the secretary under 
the corporate seal of the .company. Concurrences are 
executed by traffic officers without attest or corporate seal. 
Each power of attorney and concurrence is numbered and 
careful records are kept of the powers of attorney and 
concurrences granted, since they are important grants of 
power to be carefully guarded against abuse and error. 


Concurrence Form FX2 

The concurrence form, FX2, grants the assent and 
concurrence of the carrier issuing it to the publication and 
filing of one particular tariff which is definitely referred to 
in the concurrence, and to the extent to which the issuing 
carrier is shown as a participating carrier. It has the effect 
ofaccepting and ratifying the designated tariff published 
by another carrier or agent. This acceptance is binding on 
the carrier granting the concurrence until the authority is 
revoked by the filing of formal notice of revocation with 
the Commission and with-the carrier or agent to which the 
concurrence has been given. Form No. 2 is a typical con- 
currence form FX 2. It is used in giving a concurrence to 
a tariff that is issued and filed by another carrier, or by 
an agent acting for one carrier only.® 

A similar concurrence form, FX9, is used in giving 
concurrence to a tariff issued and filed by two or more 
carriers.* Form 3 is a copy of the form used in executing 
an FX 9 concurrence. 

The originals of these concurrence forms must be for- 
warded to the carrier or agent issuing the tariff. The car- 
rier or agent in turn must transmit the concurrence to the 
Commission. 

Concurrence forms FX2 and FX9 must not be qualified, 
except that concurrence in supplements and reissues of the 
tariff may be restricted, and concurrence must be given in 
all rates, rules, or regulations contained in the tariff to which 
the concurrences give assent.® 


Concurrence Form FX3 

FX3 is the type of concurrence used to grant authority 
to a carrier or an agent acting for one carrier only to make, 
publish, and file tariffs that quote rates, rules, and regula- 
tions in which the carrier issuing the concurrence is shown 
as a participating carrier, in so far as the rates apply via and 
to points on its line, but not from points on the road of 
the carrier granting this limited type of concurrence. 

The carrier executing the concurrence is shown in the 
tariffs as a participating intermediate or destination carrier. 

Form No. 4 illustrates the type of concurrence used 
in granting an FX3 concurrence.® 


Concurrence Form No. 4 


Another special limited concurrence form is used to 
grant authority to a carrier or an agent, one carrier only 
publishing tariffs in which the carrier-issuing the concur- 
rence is shown as a participating carrier in so far as such 

33Rule 19, a. 
‘Rule 19, b. 


5Rule 19, c. 
*Rule 20. 
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tariff or tariffs apply specifically between certain points or 
territories on the descriptions of which are specifically desig- 
nated in the concurrence granted. Concurrence of this type 
are used by participating carriers to grant authority to publish 


Form No. 1 


FX 1 
Power of Attorney 
FILED WITH THE INTERSTATE COMMERCE COMMISSION 
Name of Carrier 
Traffic Department 
Place and Date 


KNOW ALL MEN BY THESE PRESENT: 


That the (carrier granting power of attorney) 
made, constituted and appointed and by these presents does make, 
constitute and appoint name of — agent) its true 
and lawful attorney and agent for the said company and in its 
name, place, and stead, to file tariffs, classifications and exception 
sheets and amendments thereto, as required of common carriers 
by the Interstate Commerce Act and by regulations established 
py the Interstate Commerce Commission thereunder, for the period 
of time, the traffic and the territory now herein named: 


(Traffic and territory described here.) 


And the said (carrier issuing power of attorney) 


does hereby give and grant unto its said attorney and agent full 
power and authority to do and perform all and every act and 
thing above specified as fully to all intents and purposes, as if 
the same were done and performed by the said company, hereby 
ratifying and confirming all that its said agent and attorney may 
lawfully do by virtue hereof, and assuming full responsibility for 
the acts and neglects of its said attorney and agent hereunder. 
And further, (carrier granting power of attorney) 
has made, constituted and appointed, and by these presents does 
make, constitute and appoint as alternate (name of alternative 
agent appointed) its true and lawful attorney and agent, for said 
company and in its name, place and stead, for it alone, and for 
it jointly with other carriers, in case and only in case of the 
death or disability of the said (here exercise the same authority 
as hereinabove granted to name of agent first hereinabove named). 
In witness whereof the said company has caused these pres- 
ents to be signed in its name of its......president and to be fully 
attested under its corporate seal by the BOCTOCRTY, Bb.0000. 
in the state of , on this......day of in the year of 
our Lord nineteen hundred and...... 


NAME OF CARRIER, 
Secretary. By 
(Corporate Seal) 


rates on one commodity or group of related traffic to other 
carriers or their tariff publishing agents. 
It will be noted that FX4 concurrence may be limited as to: 


1. Descriptions of traffic. ° 

2. Points or territories between which rates are applicable, 

3. Points or territories from and to which rates are applicable, 
4. Application via line of the carrier from or to points beyond, or 
5. Points at which rates are applicable.’ 


Concurrence Form FX5 


Concurrence form FX5 is a more comprehensive grant of 
authority issued by the carrier shown in tariffs filed by another 
road or its agent in which the carrier issuing the concurrence 


Form No. 2 


CONCURRENCE FX 2 
Name of Carrier 
Traffic Department 
Place and Date 


TO THE INTERSTATE COMMERCE COMMISSION 
Washington, D. C. 


This is to certify that the...(carrier granting concurrence)... 
assents to and concurs in the publication and filing of the freight 
rate schedule described below, together with supplements thereto 
and successive reissues thereof which the named issuing carrier 


or its agent may make and file, and hereby makes itself a party 
thereto and bound thereby, until this authority is revoked by for- 
mal and official notices of revocation filed with the Interstate 
Commerce Commission and sent the carrier to which this concur- 
rence is given. 

Title and number in- 
cluding number of series) 


Date of issue 
Date effective 
Issued by z CARRIER, 


(Signature) 
Title) 





is shown as participating carriers in so far as the schedules 
of rates, rules, and regulations publish rates applicable to points 
on the lines of the participating carriers, from points on their 
lines, or to traffic passing over their lines in connection with 
through movements of traffic." 


‘Rule 21. 


‘Rules 21 and 22. 











Form No. 3 


CONCURRENCE FX 9 
Name of Carrier 
Traffic Department 
Place and Date 


TO THE INTERSTATE COMMERCE COMMISSION 
Washington, D. C. 


This is to certify that (carrier granting concurrence) 
assents to and concurs in the publication and filing of the freight 
rate schedule described below, together with supplements thereto 
and successive issues which the carriers for which - (principal 

CREccccee OF (alternative agent) may act under power 
of attorney filed with the Interstate Commerce Commission, or 
either or any of such carriers may name and file, through either 


of such agents, and in which it is shown as a participating car- 
rier, and hereby makes itself a party thereto and bound thereby, 
until this authority is revoked by formal and official notices of 
revocation filed with the Interstate Commerce Commission and 
sent the carriers to which this concurrence is given, or of their 
agent and attorney herein named. 

Title and number (description of title of schedule, in- 
cluding number and name of series) 


Date of issue 
Date effective 


+++-+-(Name of agent) as agent for all issuing 
iasued by tenant named in the above described tariff) 


NAME OF CARRIER, 
By (Signature) 
Seteeseeonenne (Title) 


Form No. 6 is the concurrence used in granting this type 
authority under FX5. 

An FX5 concurrence form is used in granting authority to 
publish and file rates to or from points on or via its line, if 
it is not desired to qualify the concurrence to the extent limited 
by concurrence FX4. 


Concurrence Form FX6. ° 
Concurrence form FX6 is used by two or more carriers 


Form No. 4 


CONCURRENCE FX 3 
Name of Carrier 
Traffic Department 


Place and Date 
ee Oe MG ekse sas - 


TO THE INTERSTATE COMMERCE COMMISSION 
Washington, D. C. 


This is to certify that the ...(carrier granting concurrence)... 
assents to and concurs in the publication and filing of any freight 
rate schedule or supplement thereto which the (carrier is- 
suing tariff or its agent may make and file, in which it is 
shown as a participating carrier, and hereby makes itself a party 
to and bound thereby, in so far as such schedule contains rates 
applying via its line and to, but not from, points thereon, until 
this authority is revoked by formal and official notices of revoca- 
tion filed with the Interstate Commerce Commission and of the 
carrier to which this concurrence is given. 


NAME OF CARRIER, 
B (Signature) 
(Title) 


to common agents or joint agencies to concur in tariffs and 
supplements published and filed by the agents in which the 
roads granting the concurrences are shown as participating 
carriers. Concurrence form FX6 is granted to agencies or joint 


Form No. 5 


CONCURRENCE FX 4 


Name of Carrier 
Traffic Department 


Place and Date 


TO THE INTERSTATE COMMERCE COMMISSION 
Washington, D. C. 


This is to certify that the ...(carrier granting concurrence)... 
assents to and concurs in the publication and filing of any freight 
rate schedule or supplement thereto which the (carrier is- 
suing the tariff) or its agent may make and file, and in which 
this company is shown as a participating carrier, and thereby 
makes itself a party to and bound thereby, in so far as such 
schedule contains rates applying upon 

. dt or via its lines from or to 
beyond its lines or at until this authority is revoked by formal 
and official notices of revocation filed with the Interstate Com- 
merce Commission, and sent the carrier to which this concurrence 


is given. 
NAME OF CARRIER, 
By (Signature) 
(Title) 
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CONCURRENCE FX 5 
Name of Carrier 
Traffic Department 
Place and Date 


TO THE INTERSTATE COMMERCE COMMISSION 
Washington, D. C. 


This is to certify that the ...(carrier granting concurrence)... 
assents to and concurs in the publication and filing of any freight 
rate schedule or supplement thereto which the (carrier is- 
suing the tariff) its agent may make and file, and in 
which this company is shown as a participating carrier, and hereby 
makes itself a party to and bound thereby in so far as such 
schedule contains rates applying to and from stations on its lines, 
and via its lines, until this authority is revoked by formal and 
official notices of revocation filed with the Interstate Commerce 
Commission and sent to the carrier to which this concurrence 


is given. 
NAME OF CARRIER, 
By (Signature) 
: (Title) 


agents to publish rates in which the lines issuing the concur- 
rences are named as participating agents and bind the carriers 
to the rates, rules, and regulations contained in these tariffs to 
the extent that the tariffs contain rates which apply via the 
lines of the participating and concurring carriers as well as to 
traffic destined to points on their lines, but not in connection 


Form No. 7 


CONCURRENCE FX 6 
Name of Carrier 
Traffic Department 
Place and Date 
FX 6 No 
TO THE INTERSTATE COMMERCE COMMISSION 
Washington, D. C. 


This is to certify that the ...(carrier granting concurrence)... 
assents to and concurs in the publication and filing of any freight 
rate schedule or supplements thereto which the (principal 
agent) (alternative agent) may act under power 
of attorney filed with the Interstate Commerce Commission, or 
either or any of said carriers, may make and file either of the 
said agents, and in which it is shown as a participating carrier, 
and hereby makes itself a party to and bound thereby in so far 
as such schedule contains rate applying via its line and to but 
not from points thereon, until this authority is revoked by formal 
and official notices of revocation filed with the Interstate Com- 
merce Commission and sent to the carriers to which this concur- 
rence is given or to their agent and attorney herein named. 


NAME OF CARRIER, 
By (Signature) 


with traffic originating at stations on the roads issuing the 
concurrences. 

The carriers concurring in tariffs through the use of con- 
currence FX6 are intermediate or destination lines.° 


Form No. 7 is a typical FX6 concurrence. 
Concurrence Form FX7 


FX7 is the type of concurrence issued by roads shown as 
participating carriers in tariffs published by agents or joint agents 


Form No. 8 


Name of Carrier 
Traffic Department 


Place and Date 


TO THE INTERSTATE COMMERCE COMMISSION 
Washington, D. C. 


This is to certify that the ...(carrier granting concurrence)... 
assents to and concurs in the publication and filing of any freight 
rate schedule or supplement thereto which the carriers for which 
or......(alternative agent) may 


-+ee+-(principal agent) 
act under power of attorney filed with the Interstate Commerce 
Commission, or either or any of the said carriers may make and 
file through either of the said agents and in which it is shown 
as a participating carrier, and hereby makes itself a party to and 
bound thereby, in so far as such schedule contains rates applying 


from or to points on or via its line until this authority is 
revoked by formal and official notices of revocation filed with the 
Interstate Commerce Commission and sent to the carriers to which 
this concurrence is given, or to their agent and attorney herein 


named, 
came OF CARRIER, 


(Signature)...... ae 
(Title) 


*Rule 23. 
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binding the concurring carriers to the tariffs to the rates quoted 
by the tariffs applying via the lines of the concurring carriers 
as well as rates quoted to and from points on their lines. This 
form of concurrence granted agents or agencies corresponds 
with the form FX5 granted to individual lines or their agents. 

The form used in granting an FX7 concurrence is shown in 
Form No. 8. 

Concurrence Form FX8 

When two or more carriers appoint the same agents to 
publish and file tariffs and supplements under FX1 powers of 
attorney, concurrence to rates may be given to the agents by 
concurrences limited to assent to rates from or to points on 
the carriers’ lines; from or to territories served by the car. 


Form No. 9 


Name of Carrier 
Traffic Department 


Place and Date 


TO THE INTERSTATE COMMERCE COMMISSION 
Washington, D. C. 


This is to certify that the....(carrier issuing concurrence)..., 
assents to and concurs in the publication and filing of any freight 
rate schedule or supplement thereto which the carriers for which 

(principal agent) (alternative agent) may 


act under power of attorney filed with the Interstate Commerce 
Commission, or either or any of the said carriers may make and 
file through either of said agents and in which it is shown as a 
participating carrier, and hereby makes itself a party to and 
bound thereby in so far as such schedule contains rates applying 


on ; or between ; or from >; or via 
its lines; from or to points beyond its lines; or at......until this 
authority is revoked by formal and official notices of revocation 
filed with the Interstate Commerce Commission and sent to the 
carriers to which this concurrence is given or to their agent and 


attorney herein named. 
NAME OF CARRIER, 
By (Signature) 
(Title) 


riers; and via the carriers’ lines, modified so as to give exactly 
the authority desired. This form, copy of which is shown in 
Form No. 9, is a more limited type of concurrence used in 
place of FX7 when additional limitations are desired on the 
application of the rates.” 


A Correction 


The statement was made in the first article of this series 
(page 583, Traffic World of March 9, 1929), that “if the sched- 
ules of the carriers do not conform to the rules of the tariff cir- 
cular then in force, the tariffs are void in whole or in part, 
and the classifications, rates, rules, regulations, privileges or 
facilities provided for in the void tariffs or portions of tariff 
cannot be used.” 

The inaccuracy of this statement as it stands has been 
pointed out and the author wishes to correct it. The Interstate 
Commerce Commission has found in a number of cases that 
an infraction of its tariff rules in a tariff filed with it does not 
invalidate the filed rate. G. M. Crosland, chief, section of tar- 
iffs of the Interstate Commerce Commission, states in this 
connection: 

Section 6 of the act authorizes the Commission to formulate and 
promulgate rules governing the construction and filing of tariffs with 
it. In response to that authority the Commission has issued various 
tariff circulars, the last being Tariff Circular 20. It is the duty, there- 
fore, of the carrier literally to comply with these tariff rules or 
secure authority from the Commission to depart therefrom. Section 
6, paragraph 10, provides the penalty for the failure of the carrier 
to observe these regulations. There is no authority in the law (the 


interstate commerce act) for the Commission to reject any schedule 
which does not comply with the provisions of Tariff Circular 20. 


The Commission for a period did assume authority to re- 
ject schedules, when a carrier, after a warning had been issued 
to it, continued to violate certain rules, but the law as amended 
in 1910 was silent upon the power of the Commission to reject 
tariffs, excepting schedules which failed to give notice of their 
effectiveness. Such tariffs may be rejected under the ninth 
paragraph of section 6 of the act. 


Mr. Crosland states further that the Commission ‘under 
its power conferred by section 6 of the act may issue an order 
requiring the reissue of the tariff in full compliance with the 
rule which has been infracted. Upon occasions the Commis- 
sion has used this remedy rather than to institute proceedings 
in the courts for the collection of penalties under paragraph 
10 of section 6 of the act.” 

The statement in the original article should therefore have 
read that “if the schedules of the carriers do not conform to 
the rules the penalty for the infraction of the tariff circular 
rule is a suit for the collection of the penalties provided in 
the act, or the Commission may, in some cases, impose evel 
a greater penalty by requiring the carriers to reissue their 
tariffs through the issuance of an order to that effect.” 


Rule 24, 
"Rule 24 and 25. 
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April 18, 1929 


ASHBURN ON BARGE LINE 


“What the executive department of the Inland Waterways 
corporation is seeking to do, under the direction and guidance 
of the Secretary of War, its governor, is to carry out the law, 
without fear or favor, to demonstrate that water transportation 
is feasible and economically sound, and of great public benefit,” 
said Major General T. Q. Ashburn, chariman and executive of 
the corporation, in an address before the New Orleans Chamber 
of Commerce April 11. 

“To do this, it is necessary that we should operate at a 
reasonable profit, and show private capital that such operations 
can be so conducted.” 

General Ashburn said the operations of the government 
parge line “are beginning to be profitable.” 

Asserting that the mission of the corporation was to “pro- 
mote, encourage and develop water transportation, and to foster 
and preserve in full vigor both rail and water transportation,” 
to demonstrate that the national policy of developing navigable 
streams, “in the hope that cheap transportation: would result 
from the utilization thereof, has not been a colossal failure,” 
and to carry out the will of Congress that the waterways sys- 
tem be brought to the point where it could be transferred to 
private operation to the best advantage of the government, the 
general said if the duty as to carrying on the operation until 
the barge line could be transferred to private operation be 
recognized, “then there must be a similar recognition of the 
duty of the corporation to so conduct its operations as to afford 
it a living revenue, a reasonable return upon the money in- 
vested, else the government can never dispose of it, except 
upon the most disadvantageous terms.” 

“A recognition of these basic facts,” continued the general, 
“will serve to clarify a number of things about which the pub- 
lic has been confused and misled. Some of these mistakes are: 


That the primary object of the corporation is to beat down rail 
rates, regardless of whether such rail rates have been pronounced 
“reasonably remunerative’’ or not by the Interstate Commerce Com- 
mission, the duly ordained body authorized to determine this; 

That the function of the corporation is to furnish particular 
services for particular classes of our population, or particular com- 
munities, at the expense of others; 

That because the corporation is governmentally owned, it can 
not embark upon sound business projects upon which a private trans- 
portation agency would certainly be compelled to embark if it were 
to remain solvent; 

That because it is a governmentally owned corporation, it is per- 
fectly legitimate to get as much out of it as is possible for services 
or a or as much money allotted to a particular project as 
possible; 

That the attainment of such objectives may be legitimately sought 
by = means under the theory that “to the victor belongs the 
spoils.’”’ 


“Truly, the attainment of any one of these objectives would 
serve only to weaken the agency created by Congress to extend 
the benefits of cheaper water transportation, through coordina- 
tion and cooperation with the other systems of transportation, 
to all the people who have been taxed to create facilities for 
cheaper inland water transportation,” he added. 

General Ashburn made an appeal for support of the barge 
line on a national rather than on a sectional basis and the 
elimination of squabbling among various groups and sections 
for preferential treatment. 

The general left Washington April 8 for Greenville, Miss., 
where he was to investigate, at the request of the Mississippi 
representatives in Congress, and of Greenville citizens, the 
possibility of establishing a terminal at that point. From 
Greenville he went to New Orleans, and later he planned to 
go to Charleston, W. Va., where, on April 17, a trial trip of 
ee coal-burning steamer Dwight F. Davis was to be 
made. 


BARGE LINE AND RAILROADS 


Secretary of War Good has announced that he has asked 
that the matter of establishment of joint rates and through 
routes by the government barge line and the railroads be ex- 
pedited so that no delay will result in operations. He said 
only a few minor questions were left for decision. 

A draft of a tentative agreement between the barge line 
and the railroads as to rates and routes was made some time 
ago, but there has been no announcement as to any action 


BARGE CONTRACTS AWARDED 


Secretary of War Good has authorized awards of contracts 
on bids for the construction of 40 steel barges for the Inland 
Waterways Corporation, at a total cost of $2,440,000. Contracts 
Were awarded as follows at $61,000 for each barge—American 
Bridge Company of Pittsburgh, Pa., 24 barges; Riter Conley 
Manufacturing Company of Pittsburgh, Pa., 11 barges, and Mid- 
land Barge Company of Midland, Pa., 5 barges. 

The bids submitted ranged from $61,000 to $107,675 per 
barge. The Charleston Dry Dock bid $107,675.44; the Lan- 
caster Iron Works, $100,224; the Alabama Dry Dock & Steel 
Company, $71,946, Gravel Construction Company, $64,250 each 
for 20 barges or $65,250 each for 10 barges. 
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Purchase of this equipment has been made possible by the 
Denison barge line expansion act, increasing the capitalization 
of the Inland Waterways Corporation from $5,000,000 to $15,- 
000,000, and the recent appropriation by Congress of money 
for the corporation through purchase by the government of 
the additional capital stock. 





THE BARGE LINE DOLLAR 


Secretary of War Good has made public a study on the 
dollar of the government barge line prepared by Major General 
Ashburn, chairman and executive of the Inland Waterways 
Corporation, that shows net income for 1928 of nearly 6 cents 
as compared with a deficit in 1927. The statistics follow: 











Where the dollar came from: 1927 1928 
°F... a Tee eee $0.997 $1.00 
Operating deficit covered by corporation........ —_— even 

DE. siutchdiahsusdHeehedsass sows eekesdieeewn 1.00 1.00 

Where the dollar went: ’ : 
Maintenance and operation—line vessels........ $0.439 $0.403 
Maintenance and operation—terminals.......... -407 .393 
oc con edaenees sauna ewe -045 .041 
SE, SED 65s bono aceeeeeecseeseceueeereas -045 *.049 
Ce ee SD 6536054 s0seendesesseseeeens%s .032 .029 
Maintenance and operation—railroad........... .021 .021 
SE SOND oo 0-45 ssid dab dabberdsiecdaeaee -011 -005 
ee er re ere oe jheet -059 

DD Nsneidtawhaed wench tans Aewe dace semeene 1.00 1.00 


*The increase in general expenses of 1928 over 1927 of four mills 
in the dollar was due to (a) Higher cost of insurance due to tonnage 
increase and greater protection. (b) Salaries and expenses of upper 
river officials. (c) Increased office rent and expenses at New Orleans. 





FARM RELIEF AND WATERWAYS 


That part of the administration’s program for farm relief 
calling for development of inland waterways with the objective 
of reducing transportation costs will not be taken up by Con- 
gress at the special session that will begin A’pril 15, according 
to present plans. The House committees on rivers and harbors 
and on interstate commerce will not be organized for the 
special session, according to Speaker Longworth, who regards 
waterway improvement as a project to be worked out over a 
period of years. 

Secretary Hyde, of the Department of Agriculture, in his 
testimony recently before the committees on agriculture, re- 
ferred incidentally to waterway improvement as a farm relief 
measure, but did not press for action on that phase of the 
farm relief program at the special session. 

The hearings of the Senate committee on agriculture were 
closed without Chairman Lewis, of the Commission, having 
been called as a witness. The suggestion had been made that 
he and other government officials be called. 


PORT CHARGES CASE 


The Trafic World Washington Burcau 


A two-day argument was begun April 10 before the Com- 
mission in No. 12681, wharfage, handling, storage and other ac- 
cessorial services at Atlantic and Gulf ports in which Examiner 
R. N. Trezise, on further hearing, recommended that the Com- 
mission find, among other things, that rail-water terminal fa- 
cilities at north Atlantic, south Atlantic and Gulf ports were 
reasonably adequate to meet normal traffic needs, and that the 
record did not warrant the prescription of a tariff rule requiring 
the accessorial or terminal charges to be stated separately from 
the line-haul rates on export, import, coastwise and intercoastal 
traffic to and from Atlantic and Gulf ports. (See Traffic World, 
Dec. 8, p. 1292.) 

W. H. Bonneville, attorney in the Commission’se bureau of 
inquiry, with respect to the recommendation of Examiner Tre- 
zise relating to leasing of warehouses for inadequate rentals, 
said the Commission should follow the Spokane lease case, 73 
I. C. C. 671, where leasing for inadequate rentals was condemned. 

C. E. Cotterill, representing the American Warehousemen’s 
Association, to whom H. O. Holt, of the Bush Terminal Company, 
and other counsel gave time assigned to them in addition to 
the time assigned to Mr. Cotterill, dwelt on the contention of 
the warehousemen that the railroads having storage facilities 
at the ports were virtually rebating and were guilty of charging 
less than remunerative rates for such storage in most instances, 
and that the cost of providing and maintaining special facilities 
for accommodation of vessels was not being charged against 
the vessels by the railroad. He declared the railroads had no 
right to include in their operating expenses and investment 
accounts the charges for the facilities at the ports used by 
vessels. He said the Commission, under section 15a of the 
interstate commerce act, had the power to prevent a dissipation 
of carrier revenue through the furnishing free to vessels of 
such facilities. He urged the Commission to admonish the rail 
carriers to change their mental attitude toward a proper level 
of charges for the services under discussion. 

William A. Glasgow, of the Philadelphia Commercial Ex- 
change, asserted that the issue could be narrowed down to that 
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of requiring payment for services performed. Comparing costs 
at Philadelphia and at New York, he said it was shown that in 
New York the carrier for the same rate expended $2.75 a ton 
for services there, as against $1.03 in Philadelphia. As to ex- 
lake flour, said he, the carrier expended 13% cents out of 16 
cents at New York, while at Philadelphia the cost was 5 cents, 
and the carrier received 11 cents as against 24%, cents at New 
York. He said the issue as to discrimination against Phila- 
delphia would never be settled until the Commission took into 
consideration the service rendered for the rates and “make 
the people who get the service pay for it.” 


F. W. Gwathmey and W. N. McGehee, for southern carriers, 
defended the leasing practices of the Seaboard Air Line and 
the Southern, respectively. Mr. Gwathmey said the port ter- 
minal charges and the line-haul rates should be stated sep- 
arately and that that had been the practice at southern ports. 
He also said there should be uniformity, as far as possible, in 
port terminal charges as between different ports. He said there 
was necessarily a difference between port terminal services 
rendered by rail carriers as contrasted with operation of mu- 
nicipally owned or publicly operated terminals in that the han- 
dling and storage service of the railroad was as an incident 
to the rail service. He said his clients were willing that the 
port terminal charges be made on a reasonably compensatory 
basis, but that the rail terminal charges should not be forced 
to the point that other terminals would make a profit. He said 
if the rail terminal charges were too high the railroads would 
suffer. 

Wilbur LaRoe, Jr., for the Port of New York Authority, 
charged, in effect, that the Shipping Board had injected into 
the proceeding a number of issues not within the scope of the 
proceeding as defined by the Commission’s order of investiga- 
tion. He asserted there was no justification for segregation of 
terminal costs; that the cost figures in the proceeding were not 
helpful; that if there was to be segregation of terminal charges, 
it should be nation-wide and not confined solely to the ports; 
that lighterage was not an accessorial service and that to penal- 
ize lighterage would play havoc in the port of New York. 


As to conditions at Philadelphia as compared with those at 
New York, Mr. LaRoe said that at Philadelphia more tonnage 
was switched by some other line to vessels than was handled 
directly and that this was not experienced at the port of New 
York. He asked where the Shipping Board got the theory that 
lighterage could not be included in the line-haul rates. He said 
Philadelphia and Baltimore had attempted to make a port differ- 
ential case out of the proceeding. 


Parker McCollester, for the New York Product Exchange, 
said those for whom he spoke did not wish charges on their 
freight increased as a result of this proceeding. He said there 
should be no separation of terminal charges at New York other 
than existed at present. He said the present method of publish- 
ing rates to and from New York should not be changed. He said 
lighterage was not an accessorial service and that Philadelphia 
was seeking by the injection of lighterage to make a port differ- 
ential case out of the proceeding. 


An independent warehouse operator, contended Mr. McCol- 
lester, could not ask that rail storage charges be increased so 
that the warehouseman could do business at a profit. He con- 
tended also that even though the rail storage charges might be 
low, such charges could not be successfully assailed if the rail- 
road made a reasonable profit from the entire operation involved. 
He said the Commission had no jurisdiction to require railroads 
to make a charge against vessels for use of facilities at ports. 
He said if the Commission required the carriers at New York 
to publish a separate charge for “water switching” and not for 
rail switching, such a requirement would inevitably “split” the 
port of New York. In explanation of that statement, he said 
there would result a difference in charges for delivery at the 
same port—that there would be a different rate where water 
service was performed than where all-rail service to shipside 
was performed. 

As to Mr. Glasgow’s statistical comparison of costs at New 
York and Philadelphia, Mr. McCollester said the former’s figures 
related primarily to grain and that grain was not involved in 
this proceeding. He said he agreed with a statement made by 
Mr. LaRoe to the effect that there were no figures in the record 
on the handling of flour. He did not think the picture drawn by 
Mr. Glasgow was a fair one. 


W. H. Chandler, for the Merchants Association of New York 
and the Shippers’ Conference of Greater New York, said he 
agreed with finding No. 6 in the Trezise report that the record 
did not warrant the prescription of a tariff rule requiring the 
accessorial or terminal charges to be stated separately but that 
he excepted to a statement in the report that lighterage or car 
floatage were accessorial services. He said the Commission 
had already ruled that extension of rails by water was simply 
an extension of the line haul. He dwelt-on difficulties that would 
arise if separation of terminal charges from line-haul charges 
were required. He said that when Philadelphia “comes here 
weeping” because “we don’t charge enough at New York,” 
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Philadelphia did not tell the Commission that it gave steamships 
free rentals at her port. 


Commissioner Farrell desired to know if the Commission 
required an increase in rail aecessorial charges, for example 
what would prevent a municipally-owned terminal, whose charges 
were not subject to the Commission’s jurisdiction, from chang. 
ing its rates the next day. Mr. Chandler said he knew of noth. 
ing that would prevent that. Commissioner Farrell indicated 
that if the situation were to be dealt with effectively, the Com. 
mission would have to have jurisdiction over the charges of 
both the railroad and the municipally-owned terminal. 


A. O. Welsh, of the Brooklyn Chamber of Commerce, saiq 
he agreed in the main with the conclusions of the examiner, but 
contended that where railroads attempted to absorb wharfage 
and storage charges they were really paying the steamship 
companies. 

R. W. Barrett, vice-president and general counsel of the 
Lehigh Valley, speaking for the trunk lines, said the carriers 
were opposed to separation of the line-haul from the termina] 
charges, and that they favored continuing the rate to shipside, 
considering that the Commission had regarded use of lighter. 
age as an extension of the line haul and the same as terminal 
switching at other ports between the break-up yards and ship. 
side. He said the carriers favored the examiner’s finding so 
far as ultimate effects were concerned but did not agree with 
his line of reasoning with respect to accessorial charges. 


R. Granville Curry, on behalf of Philadelphia commercial 
organizations, said that at the heart of this case and of No, 
18715, the Baltimore port differential case, “is the inescapable 
fact that the cost of the terminal service at Philadelphia in 
transferring commodities, other than grain and coal, moving 
in export, import, coastwise, and intercoastal traffic, between 
cars on the piers at Philadelphia and shipside is $1.03 per ton, 
while the cost of the service at the port of New York in trans- 
ferring traffic between cars on the piers and shipside is $2.75 
per ton, or nearly 2% times the Philadelphia cost.” He said 
this disparity in costs, however, was not separately shown by 
any tariff publication. He said the failure to show separately 
“the great difference in the cost of the ultra-rail service as be- 
tween Philadelphia and New York results in concealing the 
extent to which the’ New York rate is distorted by the costly 
ultra-rail terminal services at that port.” He said it was im- 
portant that the ultra-rail terminal charges be shown sepa- 
rately. Mr. Curry developed his argument in support of .con- 
tentions that the theory of Philadelphia’s position was not 
novel; that shipping interests of Philadelphia complained of 
the existing situation; that the cost studies were reliable and 
that lighterage was not a substitute for switching and that sep- 
aration of the charges as asked would not split the ports. 


John Nicolson, director of the bureau of traffic of the 
Shipping Board, said the keynote of the situation was the sep- 
aration of line-haul rates from terminal charges. He main- 
tained that the function of the railroads was to get shipments 
to the ports but that it was not their natural function to see 
that shipments were delivered at shipside. In response to in- 
terrogation by Commissioner Aitchison to the effect whether 
it was not a present-day tendency for railroads to engage in all 
forms of transportation—water, air and highway—Mr. Nicolson 
said he thought that ocean transportation was not a function 
of the railroads. 

Elmer A. Smith, commerce attorney of the Illinois Cen- 
tral, in the course of his argument, dwelt on the findings of 
the examiner as to leasing by railroads of warehouses and 
argued in support of the Illinois Central’s position that it ob- 
tained substantial compensation for its warehouses. Others 
assigned time for argument were Montague Lessler, of the 
American Dock Company; H. C. McCollom, of the New York 
Dock Company; T. J. Burke, of Charleston, S. C.; F. C. Hillyer, 
of Jacksonville, Fla.; S. P. Gaillard, of the city of Mobile, Ala., 
and Carl Giessow, of New Orleans. 


URGES MORE MONEY FOR HIGHWAYS 


Congress should increase the present annual federal-aid high- 
Way appropriation from $75,000,000 to a possible maximum of 
$125,000,000 to meet the road-building needs of the country, 
according to the American Automobile Association. 

State and local governments, according to the association, 
are now spending “the stupendous sum of $1,500,000,000 annually 
for construction of roads. To this amount the federal govert- 
ment is contributing only $75,000,000, or approximately 5 per 
cent.” 


The total registration of motor vehicles in the United States 
in 1928 was 24,493,124, a gain of 1,359,883, or 5.9 per cent, over 
the number registered in 1927, according to reports received 
by the Bureau of Public Roads, of the Department of Agriculture, 
from state registration authorities. The figures include pas- 
senger automobiles, taxis, busses, -motor trucks and road 
tractors. In addition 148,169 trailers and 117,946 motorcycles 
were registered. 
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April 18, 1929 


OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Continued dullness, with no important changes in rates have 
characterized the full cargo market during the last week. Move- 
ment of heavy grain has been light. What little inquiry there 
ig for space is still confined to Mediterranan ports. Charterers 
are offering rates for future commitments which are below 
those considered seriously by ship-owners. The Shipping Board 
has put two additional steamers in the coal trade to West Italy 
at $2.50 per ton, but this rate appears unattractive to foreign 
yessel owners. Coal shippers seem to be willing to pay $3.75 
a ton to the River Plate and further business might be developed 


at this figure. 

The current range of rates on heavy grain is nominally as 
follows: From Montreal, May and June loading, 3s to 3s 3d to 
the United Kingdom, 14 cents to Antwerp-Rotterdam, 15 cents 
to Hamburg-Bremen, and 17% cents to the Mediterranean. 


The demand for tonnage to carry sugar to the Continent 
continues moderately active. Rates are quoted at 18s 6d to 19s 
per ton for large vessels from Cuba, and around 21s for smaller 
ships from Santo Domingo. ; 

The Barge Canal opened this year on April 5th, five days 
earlier than in 1928. Last year the canal carried 10,000,000 
bushels more than in the previous year and indications point to 
a substantial increase in 1929. It is evident that the Barge 
Canal is steadily becoming a more important factor in the over- 
seas grain trade. 

Equalization of ocean shipping rates similar to the equal- 
ization of railroad rates in the United States under the Inter- 
state Commerce Commission Act is hoped for by Edward N. 
Hurley, former chairman of the United States Shipping Board, 
who sailed for Europe aboard the Leviathan. He will confer 
with shipping interests in London, Paris and Berlin. 

George W. Edmonds, manager of the Port of Philadelphia 
Ocean Traffic Bureau, has been authorized to file an application 
with the Shipping Board for a hearing on the imposition of an 
additional charge of 2s 6d on all freight moved to Philadelphia 
aboard ships of lines members of the Mediterranean Freight 
Rate Conference. It is pointed out the assessment of this addi- 
tional rate over that charged on the same steamships on similar 
commodities destined to New York is unjust, inasmuch as the 
ship regularly calls at Philadelphia. 

Arrangements have been made between the American- 
Hawaiian Line and the Erie & St. Lawrence Corporation by 
which the latter will operate five Diesel-engined barges in the 
transportation of coast-to-coast cargo between the Great Lakes 
and New York for transshipment to and from vessels of the 
American-Hawaiian Line here throughout the navigation season 
of the State Barge Canal. The barges to be used in this service 
are 254 feet long, 36-foot beam and 14 feet deep. They have a 
capacity of 1,500 tons at Barge Canal draft and can make the 
tun from Detroit to New York in six and a half days, it is 
—. They will carry both bulk and package freight, as 
offered. 

Notice has just been received by the Collector of Customs 
from the Bureau of Navigation, Department of Commerce, an- 
nouncing the receipt of a dispatch from the United States Con- 
sulate General at Buenos Aires stating that unofficial informa- 
tion has been received that all vessels bound for any Argentine 
port which have touched at Pernambuco, Rio de Janeiro or 
Santos will have to call first at Buenos Aires, where they will 
be subjected in the roads to quarantine measures. 


: Negotiations are now in progress for the absorption of the 
Williams Steamship Line by the American-Hawaiian Steamship 
Co., according to advices from San Francisco. The Williams 
Line has been operating a fleet of eight vessels in the inter- 
coastal trade. 


AMERICAN-HAWAIIAN BUYS LINE 
The Trafic World New York Bureau 


Absorption of the Williams Steamship Company by the 
American-Hawaiian Steamship Company was announced by 
George T. Williams, president of the former company, who 
Stated that the fleet and business of his company were to be 
transferred to Williams Line, Inc., of Delaware. The controlling 
interest in the latter company, it was explained, is held by the 
American-Hawaiian Steamship Company. 

There is to be no immediate change in the intercoastal op- 
erations of the Williams Line. The present organization, it is 
understood, will load the next two sailings on the line and the 
Vessels will be taken over by the new owners as they com- 
Plete their present voyages. The Williams fleet at present con- 
sists of seven vessels, the Willzipo, Willkeno, Willboro, Will- 
Polo, Willhilo, Willsolo and Willfaro. 

The Williams Line was organized about nine years ago and 
has been an active competitor of the larger lines ever since. 
For a time it operated outside of the intercoastal conference, 
but since the reorganization of that body it has been a member 
of the B. group of lines. It has operated from New York, 
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Baltimore, Philadelphia and Norfolk to San Diego, Los Angeles, 
San Francisco, Oakland, Seattle and Tacoma, carrying general 
cargo westbound and lumber and general cargo eastbound. 

Acquisition of the Williams fleet gives the American-Hawai- 
ian Line a total of twenty-nine cargo ships, of which two are 
motorships, aggregating approximately 297,000 deadweight tons. 
Most of the vessels are capable of a speed in excess of 11% 
knots. Recenlty the company was reported to have acquired a 
$500,000 interest in the new shipping combine organized by 
Kenneth D. Dawson of Portland. 

In addition, American-Hawaiian is joint owner with the 
Matson Navigation Company of the Oceanic & Oriental Naviga- 
tion Company, operating services from San Francisco to the 
Orient and to Australia and New Zealand, which were purchased 
from the Shipping Board. It has also been reported the Ameri- 
can-Hawaiian has plans in mind for the establishment of an 
intercoastal passenger service to link up with the transpacific 
services of the Oceanic & Oriental, making it one of the most 
formidable steamship organizations under the American flag. 

Roger D. Lapham, president of the American-Hawaiian, who 
has been in the city the last few days, has started back to the 
coast, but John E. Cushing, vice-president and general traffic 
manager, remained here to iron out some of the details of the 
Williams Line purchase. 


OCEAN AGREEMENTS APPROVED 
The Traffic World Washington Bureau 


Nineteen agreements filed with it under section 15 of the 
shipping act were approved by the Shipping Board April 10. 

The board approved an agreement of members of the United 
States and Australia Conference under the terms of which the 
participating carriers will meet from time to time to discuss 
and agree on uniform freight rates in respect to traffic from 
United States north Atlantic ports to Australia and New Zealand. 
Under the agreement each member is free to increase or de- 
crease its rates immediately on notice to the other lines. 

An agreement of members of the Antwerp North Atlantic 
Westbound Freight Association by which they cancel a confer- 
ence agreement covering outward traffic of Belgian origin loaded 
at Antwerp and destined to Atlantic ports of the United States, 
and providing for adherence by members to tariff rates fixed 
by the conference was approved. Other agreements approved 
follow: 


_. Bull Insular Line, Inc., with Furness Red Cross Line: Through 
billing arrangement covering movement of shipments from Halifax to 
My —_ upon a combination of local rates plus cost of transfer 
a ew York. 


Luckenbach Steamship Co., Inc., with New York & Cuba Mail 
Steamship Company: Agreement covering through movement of ship- 
ments of binder twine from Havana, Cuba, to Pacific Coast ports of 
call of the Luckenbach Steamship Company. The through rates, as 
mutually arrived at from time to time, and cost of transhipment at 
New York are to be apportioned equally between the lines. 

Panama Mail Steamship Company with the Cunard Steamship 
Company, Ltd.: Arrangement covering the movement of shipments 
of canned goods and dried fruit on through bills of lading from San 
Francisco and Los Angeles to London, Liverpool, and Glasgow. The 
through rates, which are to be based on the direct line rates, are to 
be apportioned equally between the carriers, each of which assumes 
50 per cent of the cost of transhipment at New York. 

General Steamship Corporation with Arrow Line: Arrangement 
covering through movement of shipments from Savannah and Jackson- 
ville to Australian ports. Through rates are to be no lower than 
direct line rates of New York/Australia Lines and are to be appor- 
tioned equally between the lines after deduction of transhipping cost 
at Pacific Coast ports, subject to minimum proportion of $8 per ton 
to the Australian line except rosin, the through rate on which is fixed 
at $17.50 per ton of 2,240 lbs., the Australian line’s proportion of which 
is to be $9 per ton of 2,000 lbs. Transhipping costs on rosin are to be 
divided equally. Minimum bill of lading charge of $5 is to be divided 
equally after deduction of transhipment cost. 

Redwood Line, Inc., with McCormick Steamship Company: Through 
billing arrangement covering movement of shipments from United 
States Gulf ports to San Diego, with transhipment at Los Angeles 
Harbor. Through rates are to be local rates of Redwood Line to Los 
Angeles, out of which it will absorb local rate of McCormick Steam- 
ship Company. When cargo aggregates 50 tons or more McCormick 
vessels will call at Redwood pier, and wharfage charge of 10 cents will 
be absorbed in equal proportions. When shipments aggregate less than 
50 tons Redwood Line will absorb inward toll and one-half of cost of 
drayage and McCormick outward wharfage charge and one-half of 
cost of drayage. 

Redwood Line, Inc., with Standard Fruit & Steamship Company: 
Agreement covering through shipments of cotton from Pacific Coast 
ports of call of Redwood Line to Mexican ports. Through rates, as 
arrived at from time to time, and cost of transhipment at New Orleans 
are to be apportioned equally, subject to maximum of 30 cents per 100 
lbs. to Standard Fruit & Steamship Company. 

General Steamship Corporation with Transmarine Lines: Arrange- 
ment for through movement of shipments from Gulf ports to Austra- 
lasian ports of call of General Steamship Corporation, with tranship- 
ment at San Francisco or Los Angeles Harbor. The through rates, 
which are to be no lower than direct line rates of the New York Au- 
stralia Lines, are to be apportioned equally after deduction of tran- 
shipment cost, subject to minimum proportion of $8 per ton to General. 
Minimum bill of lading charge of $5 is to be divided equally after 
deduction of cost of transhipment. 

General Steamship Corporation with Redwood Line, Inc.: The 
terms and conditions of this agreement are identical, except as to 
parties, with preceding . between General Steamship Corpo- 
ration and Transmarine Lines. 

Panama Mail Steamship Company with International Mercantile 
Marine Company: Through billing arrangement covering movement 
of shipments from San Francisco and Los Angeles Harbor to European 
ports served by I. M. M. Through rates are to be based on direct line 
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rates and apportioned thrée-sevenths to I. M. M. and four-sevenths to 
Panama Mail, the latter to assume cost of transfer at New York. 

Cuyamel Fruit Company with Redwood Line, Inc.: Agreement 
providing for through movement of cotton from Pacific Coast ports to 
Mexican ports via New Orleans. Through rates, as fixed from time to 
time, and transhipping costs at New Orleans are to be apportioned 
equally between the lines, subject to maximum rate of 30 cents per 100 
Ibs. to Cuyamel Fruit Company. 

Panama Mail Steamship Company with American Diamond Lines: 
Through billing arrangement covering movement of dried fruit and 
canned goods from Pacific Coast ports to European ports served by 
the American Diamond Lines. Through rates are to be based on 
direct line rates and apportioned equally between the carriers, each of 
which will assume 50 per cent of the cost of transfer at New York. 

Panama Mail Steamship Company with Oriole Lines: Agreement 
in respect to through shipments from Pacific Coast to European ports 
served by the Oriole Lines. Through rates are to be based on direct 
line rates and apportioned three-sevenths to Oriole Lines and four- 
sevenths to Panama Mail, the latter to assume cost of transfer at 
New York. 

Redwood Line, Inc., with Gulf & Southern Steamship Company: 
Arrangement providing for movement of pine tar oil in carload lots 
from Tampa, Fla., to Los Angeies and San Francisco, the through 
rate of 70 cents per 100 lbs. to be apportioned 50 cents per 100 Ibs. to 
Redwood Line and 15% cenis to the Gulf & Southern, the balance to 
cover cost of transhipmznt at New Orleans. 

Calmar Steamship Corporation with Nippon Yusen Kaisha: Ar- 
rangement covering movement of shipments on through bills of lading 
from Baltimore and Philadelphia to Far East ports. Through rates 
under the arrangement are to be no lower than direct line rates estab- 
lished by the Atlantic Far East Conference and are to be apportioned 
equally between the participating carriers. Pier to pier cost of trans- 
fer at San Francisco is to be shared in equal proportions by the lines, 
while inward tolls are to be absorbed by Calmar and outward tolls 
by Nippon Yusen Kaisha. 

General Steamship Corporation with Gulf Pacific Line: Through 
billing arrangement covering shipments from Gulf ports to Australa- 
sian peits. Through rates are to be no lower than tariff rates of the 
New York Australia Lines and are to be divided equally between the 
earriers after deduction of transhipping cost at San Francisco or Los 
Angeles Harbor, subject to minimum proportion of $8 per ton to the 
trans-Pacific carrier. Minimum bill of lading charge under the agree- 
ment is to be $5 and is also to be apportioned equally. 

Bull Insular Line, Inc., with Moore & McCormack, Inc. (American: 
Sceantic Line): Agreement in respect to movement of shipments on 
through bills of lading from Porto Rican ports to Copenhagen and 
Helsingfors, with transhipment at New York. Through rates under 
the agreement are to be based on direct line rates and apportioned 
three-sevenths to Moore & McCormack and four-sevenths to Bull In- 
sular, the latter to absorb cost of transhipment out of its proportion. 

American-Hawaiian Steamship Company with Transatlantic West 
African Line: Through billing arrangement covering movement of 
shipments from Pacific Coast ports to Canary Island and West African 
ports upon a combination of local rates plus cost of transfer at 
New York. 


TRANSFER OF LEVIATHAN 


The Trafic World Washington Bureaw 


“It ought to go without saying that we have all been work- 
ing to get the government out of business,” said T. V. O’Connor,. 
chairman of the Shipping Board, in remarks April 8, at New 
York, at the ceremonies marking the transfer of the Leviathan: 
from government to private ownership, the gigantic passenger 
liner having been the first of the eleven vessels, sold to United 
States Lines, Inc., by the board, to be handed over to the pur- 
chasers. Continuing, he said: 


The objective has never been lost sight of in all the efforts made 
to build up the services to the point where they would prove at- 
tractive to private American investors. But in saying this, let me at 
the same time assure you that the shipping board has never for a 
moment proposed to have the government get out of the shipping 
business until there was a certainty that responsible American 
citizens could be induced to go into the shipping business. 

I am proud to say—and I speak for the whole shipping board— 
that we have made excellent progress in transferring the lines 
to private American ownership. A great help in recent sales has 
been the mail-pay and construction loan provisions of the Jones- 
White act. The sale of this magnificent vessel on which we are 
gathered today, and of her sister ships in the United States Lines 
and American Merchant Lines, furnishes the outstanding example: 
of the splendid way in which private American capital, realizing 
the possibilities that now lie in American steamship investments, 
is taking over the government’s remaining ships and ship-lines for 
private operation. 


Reviewing the progress of the ship sales program of the 
board, Mr. O’Connor said that since 1924 the board had operated 
38 lines, of which 20 had been sold, “all disposed of to private: 
American interests on the basis of guaranteed operation for a. 
fixed number of years.” 

“Several of the 18 lines remaining in the government’s: 
possession have excellent prospects of receiving long-term mail 
eontracts and will probably be advertised and sold in the near 
future,” said he. “Present indications are that a year from now 
there will remain not more than 12 lines, at the most, under 
government operation.” 

Under ocean mail contracts awarded, continued Chairman 
O’Connor, construction of more than 40 new ships was provided 
for. 

Since 1921, said the chairman, the board had sold to Ameri- 
can citizens 1,375 ships, of more than 6,000,00u deadweight tons, 
for $114,000,000, including the 20 established lines referred to. 

“If these figures prove anything,” said he, “they prove that 
the federal government, through the Shipping Board, is doing 
all in its power to transfer its merchant tonnage to private 
American ownership under conditions which give reasonable 
assurance that the established services will be continued per- 
manently.” 
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Chairman O’Connor, in conclusion, said the board woulg 
keep an eye on the lines sold to private operators, “and wij} 
adopt toward them the most helpful attitude possible under 
the new relationship.” He made an appeal for “the whole. 
hearted support of American travelers and shippers” of the 
lines sold to private interests. 


PACIFIC-EUROPEAN SERVICE 


The Shipping Board decided, April 11, that American ship 
service from Pacific coast ports to United Kingdom and cop. 
tinental Europe was essential to the foreign trade of the Uniteg 
States, and took steps to provide such service under private 
American ownership. The board will not charter its seven 
Diesel propelled ships to the group of northwest Pacific coast 
men headed by Guy M. Standifer, of Portland, Ore., for the 
proposed service, but will sell eight steamers for the service, 
the vessels to be converted to Diesel propulsion with the aid 
of the board’s ship construction loan fund. It is proposed that 
the vessels shall be equipped with refrigerator space to meet 
the needs of the Pacific coast fruit trade and have passenger 
accommodations. The vessels to be converted are of from ten 
to twelve thousand deadweight tons. 


SHIPPING BOARD LUMBER CASE 


The Shipping Board has granted a petition of the Southern 
Hardwood Traffic Association for leave to intervene in No. 51, 
Foreign Trade Bureau of the New Orleans Association of Com- 
merce vs. Bank Line et al., involving unloading of hardwood 
lumber at New Orleans. 


OCEAN MAIL CONTRACT 


Postmaster-General Brown has awarded a ten-year ocean 
mail contract, under the Jones-White merchant marine act, to 
the Gulf Mail Steamship Line for transporting the mails by 
water between New Orleans and Progreso, Mexico. For class 
5 vessels the rate of pay is to be $3.73 a nautical mile, and for 
class 6 vessels, $1.18 a nautical mile. 


SHIP SALE ACTIVITIES 


Twenty-three ships that have been laid up for more than 
seven years are to be offered for sale by the Shipping Board. 
The Merchant Fleet Corporation has been directed to advertise 
for bids. Sale will be based on proposals to scrap the vessels 
or to convert them to barges or Diesel propulsion. Bids will 
be opened May 7. The ships are of the steel cargo type 
and aggregate 198,962 deadweight tons. Eleven are at Norfolk, 
nine at New York and three at Philadelphia. 

Sale of the Conehatta, a steel cargo vessel of 7,825 dead- 
weight tons, to the American Scantic Line, Inc., of New York 
City, for $46,950, has been approved by the board. The vessel 
will be used in the trade between New York and Scandinavian 
and Baltic ports. The purchaser agrees to increase the mini- 
mum number of guaranteed sailings from twenty-eight to trirty- 
two each year. 

Sale of the West Hosokie, a steel cargo vessel of 8,551 
deadweight tons, to the Los Angeles Steamship Company of 
Los Angeles, Calif., for $82,000, has been approved by the board. 
The vessel, which has been laid up at Norfolk since January, 
1921, will be used in the intercoastal trade. 


COMMERCE IN U. S. VESSELS 


American vessels in the six months ended with December 
carried, by value, 31.4 per cent of general imports and 34.5 
per cent of domestic exports in the water-borne foreign com- 
merce of the United States, according to the monthly summary 
of foreign commerce issued by the Department of Commerce. 
The figures for the corresponding period of 1928 were 32.8 for 
general imports and 34.5 for domestic exports. 

In January, American vessels carried 33.4 per cent of 
general imports, as compared with 31.5 per cent in January, 
1928, and 32.5 per cent of domestic exports as compared with 
32.6 per cent in 1928. 





GRAIN EXPORTS AND BOARD 


Complaint of the Kansas City Board of Trade that the 
Shipping Board had not supplied Gulf ports with a sufficient 
number of vessels for grain exports has been formally answered 
by Chairman O’Connor, of the board. -As to loss of export 
business because of lack of ships, the chairman said the board 
had no record in support of the contention that last year the 
possibility of an export outlet for from 15,000,000 to 25,000,000 
bushels of wheat was lost because of inadequate tonnage at 
Gulf ports. He said there was no scarcity of tonnage at present 
in the Gulf. He also said the board’s representative at the 
Gulf had reported that the demand for grain space had been 
practically nil for some time. He said it was not within the 
power of the board to relieve interior middlemen from the dis- 
advantages they were under when competing for foreign busi- 
ness with exporters at the seaboard. 
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April 13, 1929 


ASSOCIATED TRAFFIC CLUBS 


(By a Staff Correspondent at New York) 


Chief interest at the seventh annual convention of the 
Associated Traffic Clubs of America, at the Park Central Hotel, 
New York, April 10 and 11, centered in a proposed plan de- 
signed to arouse greater interest in the work of the Association 
among both member and non-member clubs. The matter came 
up first in the meeting of the board of directors, April 9, the 
day prior to the meeting of the convention. In attendance at 
this meeting of directors were representatives of the New York 
club, by invitation. 

It was pointed out, and generally agreed to by those present, 
that, though the Association had accomplished much, there was 
still a feeling of lukewarmness, if not actual opposition, in many 
of the member clubs and that there had been a failure to bring 
into the national organization some of the clubs that it was 
felt should be in and to hold a few other clubs that had been 
in and had dropped out. The reasons for this and the remedy 
were sought. It was held by some that at least one of the 
reasons for the situation was that the Association had attempted 
in the past to obtain definite action from the clubs with respect 
to controversial transportation questions, and some of those 
present believed that a different plan of action would result 
favorably, if it could be understood that this was to be the 
fixed policy for a definite time. Those who were not of the 
opinion that the policy of the Association ought to be perma- 
nently changed in this respect, nevertheless agreed to an ex- 
periment along the lines suggested in the hope that it might 
prove effective, and a committee consisting of T. T. Webster, 
W. E. Butterbaugh, and Vice-President J. W. Roberts, of the 
Pennsylvania Railroad, one of the New York delegates, was 
appointed to draw up a plan and report to a meeting of the 
poard early the next morning, before the meeting of the con- 
vention. 

The special committee met that night and submitted its 
report to the board in the morning. The board made some alter- 
ations in the plan, by consent of the members of the committee, 
and then submitted it to the convention, where another long dis- 
cussion was precipitated, whem H. A. Palmer, chairman of the 
board, reported the plan at the afternoon session. 


The discussion was not ended nor agreement reached when 
the time came for adjournment and the matter went over until 
the Thursday morning session. At that time further amend- 
ments were offered, with a view to making it plain that, at 
least for the year of the experiment, no definite action from 
clubs would be asked on matters as to which there might likely 
be differences of opinion among clubs or the members thereof, 
but making no changes in the constitution of the national 
Association or the expression of the purposes for which it was 
organized. In other words, it is to be understood that, for a 
year, the policy of the organization is to be as stated in the 
plan presented by the board, whatever member clubs may think 
as to the advisability of the plan as a permanent thing or 
whatever may be decided on as the policy to be pursued 
after the year expires. 


The plan, or resolution, as finally agreeed on and unani- 
mously adopted by the delegate convention is as follows: 


“At practically every stated meeting of the Associated 
Traffic Clubs of America since its formation the general ques- 
tion, ‘How may this organization be of the greatest benefit to 
the interests it represents?’ has been considered in some form. 
Almost without exception the question has been very definitely 
related to the problem of securing the required interest on the 
part of individual member clubs, the membership numerically 
having remained practically the same during the last five years. 
_ “Obviously the whole-hearted support of plan of the Asso- 
clated Traffic Clubs of America by member clubs is essential 
to accomplishment of maximum benefits; hence, it is believed 
and recommended that, for the purpose of creating the correct 
common understanding of the objects of the organization, a 
general program as follows be adhered to for the ensuing year, 
and that the said general program be made the subject of 
discussion by each member club: 


First—The interchange among member clubs of appropriate data 
pertaining to current subjects of national status. 

Second—The selection from subjects considered by member clubs 
and reports concerning which have been interchanged, those most 
— for consideration at stated meetings of the national associa- 
.. _Third—The representation of each member club at stated meet- 
ings of the national association by as many of its members as can 
ne and desire to do so in order that there may be thus assured 

€ greatest possible benefits to each club from contacts and dis- 
cussions, the representation to include delegates selected in accord- 
ance with the constitution to act in connection with any matters 
requiring the exercise of voting power, and 
t Fourth—Suggestions from member clubs as to any action on 
fulr part of the national association which would enhance its use- 
ulness to member clubs generally, such suggestions to be transmit- 


ted in written form to the secretary in time for consideration at stated 
meetings. 


“It is understood that this program contemplates no formal 
action by the Associated Traffic Clubs of America to be put up 
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to member clubs for their ratification with respect to subjects 
on which there is reason to believe that there may be a diversity 
of opinion among the member clubs or the members thereof. 

“It is also understood that the above program in no way 
interferes with or is a substitute for the educational activities 
of the Association.” 


Officers were elected at the closing session Thursday in 
accordance with the recommendations of the nominating com- 
mittee, of which S. S. Butler, of St. Louis, was chairman. T. T. 
Harkrader, director and traffic director of the American To- 
bacce Company, New York, one of the original organizers of 
the Association, was elected president to succeed W. C. Fitch. 
F. A. Doebber and W. T. Vandenburg were elected secretary 
and treasurer, respectively, to succeed themselves. T. B. 
Curtis, Atlanta, was elected exceutive vice-president, R. C. 
Bray of San Francisco, first vice-president, P. R. Flanagan, of 
Chicago, second vice-president, and W. E. Butterbaugh, St. 
Paul, third vice-president. On the board of directors, H. A. 
Palmer, Chicago, was elected to succeed himself, T. B. Hend- 
rick, of Oklahoma City, to succeed Mr. Butterbaugh; C. A. 
Swope, of New York, to succeed B. W. Thomas; A. A. Luttrell, 
of Kansas City, to succeed G. F. McGregor, and W. C. Fitch, 
of San Francisco, to succeed Mr. Lucas. At a meeting of the 
board of directors later, Mr. Lucas was put back on the board 
to take the place made vacant by the retirement of R. L. 
Galleher. 


The sessions of the association were opened Wednesday 
morning at the Park Central Hotel with an invocation by the 
Rev. John E. Bailey, after T. T. Webster, executive vice-presi- 
dent, had called the meeting to order in the absence of Presi- 
dent W. C. Fitch, who found it impossible to attend. An ad- 
dress of welcome was delivered by W. J. L. Banham, traffic 
manager of the Otis Elevator Company, who was the first 
president of the association. Response was made by Mr. 
Webster. 

There was one woman delegate present—Miss Jessie Inglis, 
of the Women’s Traffic Club of San Francisco. She was 
warmly greeted, as was also Mr. Burkholtz, of New York, who 
was for three years secretary of the organization while Mr. 
Banham was president. 


The chair appointed Messrs. Hesse, Butterbaugh, and Spei- 
den as a committee on procedure. 


Secretary Doebber made a report of his activities in the 
last six months, involving a mass of detail work. 


At noon the Traffic Club of New York gave a luncheon in 
honor of the visiting delegates, in the ball room of the hotel. 
President George Hichborn, of the New York Club, presided. 
Remarks were made by Mr. Webster and Mr. Palmer, Chair- 
man of the Board of Directors. 

There was also a musical program. 

The report of the treasurer, Mr. Vandenburgh, in the after- 
noon, showed a balance on hand of $879.00. 

The report of Mr. Palmer, for the Board of Directors, out- 
side of the matter of the new program, dealt with above, was 
brief. He said the board-had been in session all the previous 
day and for an hour that morning prior to the convention session. 
The idea for awards for meritorious service, proposed by the 
educational committee at a previous meeting, was stricken from 
the docket. As a matter of information, the board reported 
that Senate Bill 5104, Senator Watson, proposed to place con- 
trol of the radio and other means of transmitting intelligence in 
one Commission, thus taking from the Interstate Commerce 
Commission its jurisdiction over the telegraph and telephone. 
The secretary was later instructed to disseminate this informa- 
tion. The board had authorized the secretary to publish a 
revised constitution and roster. The board had instructed the 
secretary to inform member clubs as to the itinerary of the 
delegation from the Industrial Transport Association of England 
proposing to visit this country next September and that the 
information also be published in the Association’s bulletin. The 
secretary was instructed to ascertain from member clubs the 
methods used by them in distributing the bulletin among their 
members and the extent to which it was read. 

The report of the educational committee, W. E. Butterbaugh, 
chairman, with the attendant discussion and questioning by 
delegates, took up much of the time of the sessions Wednesday 
morning and afternoon and was finished Thursday morning by 
the formal adoption of the report. In connection with the dis- 
cussion, A. Lane Cricher, chief of the transportation division 
of the U. S. Department of Commerce, explained the work the 
department is doing in its traffic survey, undertaken at the 
request of the Association of Traffic Clubs, and asked the help 
of the clubs in getting answers to the department’s question- 
aires. Another: who took part was Professor Van Metre, of 
Columbia University. Many delegates took the opportunity to 
tell what their clubs were doing in line with the educational 
program and the whole was a picture of growing activity and 
interest. In the course of the discussion Mr. Butterbaugh re- 
marked that Mr. Cosgriff, of the W. T. Grant Company, New 
York, who was present and spoke, had made the best of all the 
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answers received by the Department of Commerce in response 
to its questionnaire. The report, as adopted, was as follows: 


Three years have poone since the fourth annual meeting of the 
Associated Traffic Clubs, held in Dallas, where the association de- 
cided to interest itself in the advancement of traffic work and those 
engaged in this subdivision of business. A committee was appointed 
in the summer of 1926 and rendered its first report at the Milwaukee 
meeting that fall 

Four aims were set up in that report, namely—to make the gen- 
eral public better acquainted with the importance of transportation 
work; to impress upon business executives the value and place of 
the traffic department and of having some one versed in handling 
shipping matters, to the success of their industrial and commercial 
concerns; to encourage those engaged in traffic and transportation 
work to better prepare themselves for larger opportunities in their 
chosen field; and to make it possible for those desiring to enter -this 
branch of business to secure a sound training. 

Four years were indicated as necessary in which to make a show- 
ing on this ambitious program. Two years and a half have passed 
and, while much can be pointed to in the way of accomplishments, 
hardly a dent has yet been made. The most difficult problem that 
those engaged in this program have been confronted with has been 
to arouse the traffic men themselves and secure action from them 
in helping to carry out these matters. Considerable success has re- 
sulted but all too many have been disinterested, self-satisfied, and 
hence, inactive. With a little cooperation from the older members 
of the traffic clubs in our various cities it is believed that another year 
and one-half will make the four-year program a genuine success. 

Since the Chicago meeting last October, at which time the com- 
mittee reported in detail as to developments following the sixth 
annual meeting, progress has been made all along the line. 

Traffic promotional material has been made available in_increas- 
ing amounts. Among the pieces distributed to member clubs and 
others are: “Traffic Management in Retail Stores,’’ ‘“‘How the Traffic 
Executive Can Remove the Octopus of Distribution,’ ‘‘Savings from 
Traffic Management,” “The Story of the Bill of Lading’’ and ‘The 
Accomplishments of an Industrial Traffic Department.” Inquiries 
have come from widespread sources for copies of these pamphlets, 
some of them have been reviewed in publications not only in this 
country but in Europe. We feel that this is one way in which we 
can effectively spread the traffic idea. : : 

Cooperation is being given those seeking information in traffic 
matters for the purpose of writing. Magazine writers, thesis and 
report compilers, and reporters have asked for facts concerning traffic 
work. 

Publications treating business in general at times slight_ traffic 
activities or make erroneous statements concerning them. For ex- 
ample, the following quotation was recently reported to us from a 
little booklet published in Boston entitled ‘‘Career Planning’: | 

“Shipping and Traffic Management: This department of business 
does not offer attractive opportunities to a great number. There are 
comparatively few desirable positions for those qualified in traffic 
management.” 7 ’ 

This is the statement of a certified public accountant. Barring- 
ton Associated, of New York City, recently distributed an illustrative, 
pictorial idea of business, called ‘‘Militant Business.” which included 
no mention of the traffic, transportation, or shipping phases. This is 
a firm of sales research consultants. The committee has made it a 

ractice to call the attention of the authors to oversights of these 
inds. 

Traffic forums and study groups have been encouraged in several 
additional centers. Waco, Dayton, and Des Moines are recent cities 
to take up this as a traffic club activity. | 

Two Pacific Coast educational institutions recently sought advice 
from the committee concerning the offering of traffic courses. Too 
many of those responsible for school of business curriculums, how- 
ever, seem to be satisfied that courses in accounting, with, perhaps, 
finance added, are sufficient training for business careers. 

The delegation of traffic men from Great Britain plans to visit 
industrial and commercial concerns in this country, this fall, and 
it is hoped that our traffic clubs will extend them every opportunity 
and courtesy. 

The educational committee has continued to cooperate with the 
various committees of the association, particularly the speakers and 
membership committees and the editor of the Associated Traffic Clubs 
Bulletin. 

As new committees are established or new officers take hold of 
the public relations and educational affairs of the member clubs, 
it is suggested that they make themselves acquainted with the six 
reports rendered by this committee. 

It is also suggested that the board of directors keep before them 
suggestions that have been made by the educational committee that 
have not been acted upon up to this time. 

What appears to be a very worth while suggestion for the ad- 
vancement of the traffic idea has recently been offered us by Mr. 
E. F. Cosgriff, traffic manager, W. T. Grant Company, New York. He 
suggests that a permanent, comprehensive exhibit be built, to set 
forth the value and service of the traffic department to business con- 
cerns; that such an exhibit could be shipped from one city to another 
for exhibition purposes, under the auspices of this association, at 
conventions, foreign trade conferences, sales, credit, purchasing, 
accounting annual meetings, and other such gatherings where busi- 
ness executives congregate. It is believed that $10,000 would build 
a satisfactory exhibit, and that the money could be raised by enlist- 
ing the support of traffic men through assessing club members a dollar 
or two each. We have asked Mr. Cosgriff to be here today and he 
has volunteered to go into the matter in detail with us. 

Industrial Traffic Management Survey 

The transportation division of the Department of Commerce, in 
Washington, t 
securing a sufficient number of questionnaires, in order to enable 
them to obtain the information necessary to prepare the survey of 
traffic management as organized and handled by industrial and 
commercial concerns. 

About 600 questionnaires were on hand the first week of Febru- 
ary and 700 a month later. Some 1,500 are required. While certain 
firms and certain branches of business have responded with more 
than the required amount of information regarding their shipping 
practices and procedures, others have been slow. Since it is desired 
to write up separately the situation as it exists in each of some 40 
different subdivisions of business, in order that helpful comparisons 
may be made concerning them, it is obvious that those who have 
received forms and have not sent the Department of Commerce the 
information desired cannot hope to have their type of business 
adequately treated. 

Following an announcement of its plans, four hundred voluntary 
offers of assistance were received by the Department of Commerce 
last summer. Six thousand questionnaires were then distributed; and 
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now, after six months have passed, only about ten per c 
industrial traffic men have responded with any help.” “em 

If the information was intended for any other purpose than t 
help traffic men, there might be some excuse for the poor response, 
But the data they alone can furnish, are intended primarily for their 
own aid. It is to establish, in an official way, and for the first time 
the pertinent facts concerning this basic phase of business. Their 
profession—the work that most of them love and enjoy so much 
and the performance of which has afforded them for so many years 
with the necessities and luxuries of life—is trying to reach its proper 
level—its just ‘‘place in the sun.” It wants to receive the respect 
due so vital a work. It wants recognition in proportion to its im- 
portance. It wants to abolish ignorance, wastes, losses, negligence 
and carelessness on the part of American business institutions. é 

From a selfish standpoint the traffic profession seeks, for its 
capable and deserving members, greater power and authority greater 
respect and greater remuneration. ’ 

This is how the educational committee views the purpose of the 
survey which the government has been secured to carry out. The 
primary motive of the government, of course, is to improve our 
economic order by eliminating unnecessary waste. In so doing the 
industrial and commercial traffic men will benefit in many ways ‘ 

Certain of our traffic men deserve great credit and thanks for 
the assistance they have already rendered the government. Such 
men do not always turn out to be those who are so often thought of 
as the leaders in this field of work, although some of them are. Man 
who have given the most assistance are with the smaller cones, 
and are the less widely known traffic men. On the other hand some 
of our so-called leaders have not lent their assistance. ; 

There are about one hundred traffic men in the United States 
today who unselfishly offer their best efforts to the upbuilding of 
traffic work on practically every occasion. It is hoped that some day 
their names may be assembled and appropriate recognition may be 
given them for the sacrifices they have made continually and without 
thought of any personal gain. The names of these individuals—scat- 
tered throughout the width and breadth of the country one or two 
in this town, two or three in the next—would surprise most of us, 
ae ar ~ ery = ye gy above, they are not those who 

red as - u re 
profession . g tter and egg men” of the traffic 
ttle information is availahJle as to the firms tha y 
operated and where they are located throughout the a ec 

f you have not received a questionnaire, write for one. 
have one, have it filled in and sent to Washington at once. 

The need for assistance from the traffic clubs in all parts of the 
country, in securing additional data in order that a comprehensive 
report may be prepared by the department of commerce, may be 
illustrated by a summary of the information that is already on hand, 


No. Ques- 
tionnaires 


If you 


Industries 
Automotive (automobile, auto accessories, tires, rubber) 
Agricultural (flour, corn, grain, seeds, tobacco, creameries) 
Building material, contractors’ (brick, tile, glass, cement, china- 
ware, pottery, plumbers’ supplies) 
Drugs and chemicals (paint, varnish, soap, fertilizer) 
Groceries, food stuffs (salt, confectionery, packing house prod- 
ucts, beverages, salmon, crackers, pickles, chocolate) 
Clothing and dry goods (buttons, cloth, dry goods) 
Fuel, heat, light and power (oil,-gas, coke, coal, P. 8 aa 
Hides, leather, shoes (tannery, trunks, shoes) 
Iron, steel and hardware (aluminum, copper, brass, nickel, smelt- 
ers, wire, pipe, cast iron, stoves, boilers) ‘ 
Logging, lumber and furniture (shingles, cooperage, sash, wood- 
enware) i 
oo . — eer 
Mining (zinc, quartz, clay, quarry) 
Pulp, paper, stationery 
Textiles 


Size of Industries 


Large (over 500 employes) . 
Medium (over 100, under 500 employes) 
Small (under 100 employes)..... 


Miscellaneous Questionnaires 


Chamber of commerce 

Private traffic bureaus 

Railway storage, freight forwarding, etc 
Governmental 

Trade association 

General .... 


Producers 
Manufacturers ere 
Wholesalers, jobbers, commissi 
Retailers 


Geographical Distribution of Firms Reporting 
New England territory 
Trunk Line territory .. coe r 
Central Freight Association territory. 


Western Trunk Line territory .... 
RIE PONONET CORTROOET 6c ccccccccccscvccececsee 
Inter-Mountain territory 


PIED Gide clatainnis SWS 0's 60"csnigeaen sow ieee 
Indiana . 

California .. 

. Wisconsin 

Missouri ... 

. Massachusetts .. 

. Pennsylvania 


*Official territory. 
{Southern Classification territory. 
tWestern Classification territory. 
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ENTURIES before the first awkward 
squad of Caesar’s legionnaires had 
learned to stand in line, the wild geese 
were following the seasons north and 
south in a peculiar flying wedge forma- 
tion. 


Only a few years ago the first air- 
plane squadron, winging its way into 
battle, looked like a flock of wild geese, 
so perfectly had the pilots copied the 
flying wedge. 

If the eagle is called the bird of war 
and the dove that of peace, then the 
wild goose should be known as the 
bird of organized flight through peril 
and storm. And there is a peculiar fit- 
hess in the naming of a fast Pennsyl- 
vania freight train “The Blue Goose.” 
It flies on a schedule as punctually 
maintained as that of the average pas- 
senger train. 


ce > 
The Blue Goose”’ starts from Harris- 
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burg, Pennsylvania, and has direct con- 
necting trains from all important East- 
ern Terminals, including Potomac Yard, 





Here are three other Pennsyl- 
vania freight trains whose regu- 
lar on time arrivals have earned 
them distinctive names: 


“THE ORIOLE’ 
Perishable Freight 
(From Southern States) 
Washington to New York 


‘THE HUMMER” 
Merchandise 
Pittsburgh to St. Louis 


‘“‘THE THOROUGHBRED” 
Live Stock 


Indianapolis to Pittsburgh 
and Scaboard Cities 





“Tue BLuEe Goose” is one 

of the great fleet of 63 named 

Pennsylvania freight trains that 

have set remarkable records for 

regularity and dependability of 
on time arrival. 


GOOSE” 


A train that has won a picturesque name 


Virginia. In its caravan is merchandise 
of every description including perish- 
able produce from the Southland. 
These important cargoes are consigned 
for Buffalo and points beyond, routing 
via connecting lines at the Canadian 
Frontier. 

Leaving Harrisburg at a regular hour 
“The Blue Goose” wings its way via 
Renovo, Pennsylvania and Olean, New 
York, to Buffalo, where its arrival at a 
convenient hour permits the placing of 
cars at the Buffalo Freight Stations 
shortly before noon. 

Train and engine crews are largely 
responsible for the enviable records of 
on time performance ““The Blue Goose” 
is making. And all along the line, an 
efficient organization, justly proud of 
the fact that most Pennsylvania freight 
trains now run on a schedule is helping 
to make the record of on time perform- 
ance daily more impressive. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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States Furnishing Replies 


R 
49—462(64%) 
34 


Rte 


10. Michigan 
11. Iowa 
. Connecticut 
. Kentucky 


a 


= 
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. Wisconsin 

. Oklahoma 

. Minnesota 

. Texas 

. New Jersey 
Florida 

. Tennessee 

- West Virginia 


‘ Louisiana 
. Utah 
. Maine 


. Rhode Island 
. Eighteen States 


Cities Furnishing Questionnaires 


Louisville 
St. Louis 
Philadelphia 
Birmingham 
Detroit 
Columbus 
Rochester . 
Syracuse 
St. Paul 
Pittsburgh 
Buffalo 
Tulsa 

Des Moines 
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New Y 

(34 w 
Chicago 
Los Angeles 
Kansas City 
Cleveland 
Boston . 
Indianapolis 
Milwaukee 
Portland, Ore. 
San Francisco 
Cincinnati 
Minneapolis 


Total for 24 cities 


Each traffic club should secure at least one questionnaire for 
every ten members in its club. These should come from firms of 
all kinds, particularly those producing, wholesaling and retailing. 
For example: 


Manufacturers 


Tanneries 

Ice cream 
Soap 
Crackers 
Confectionery 
Clothing 
Textile mills 


Retailers 
Autos, tires 
Grain, seed, 

feed, hay 
Stores of all 
kinds 


Wholesalers 
Building ma- 

terials 
Drugs 
Dry goods 
Groceries 
Furniture 
Coal, fuel 
Stationery 
Textiles 


Producers 
Cotton, hay, 
grain, tobacco, 
flowers 
Sand, gravel, 
crushed rock, 
stone, clay 
Livestock 
Fish 
Iron, metals 
Logging 
Coal, copper 
Pulp 


Those that have already furnished a satisfactory number of ques- 
tionnaires are the manufacturers of flour, brick, paint and varnish, 
packing house products, salt, iron and steel castings, boilers, steel 
fabricated, lumber, furniture and paper. 


The report of the membership committee, made by T. B. 
Curtis, chairman, and approved by the convention, was as 


follows: 


In the ten months constituting the working-year since our sixth 
annual meeting on June 12, 1928, at San Francisco, the results of 
your membership committee could be summarized in the old familiar 
baseball vernacular of ‘‘no runs, no hits, no errors.” in that our 
roster at the close of our San Francisco meeting included fifty mem- 
ber-clubs—the exact numerical strength of our roster as of today. 

During these ten months, new members added to our roster were 
The Harbor Transport Association of Terminal Island, Calif., and The 
Traffic Club of New York City. ; 

We have lost the Fort Worth Traffic Club by reason of the disso- 
lution of that organization and we have also lost the Traffic Club of 
Dallas, Texas. This latter organization only recently withdrew from 
the ranks of the national association in the belief that their functions 
were purely social and that, as a unit, they were not interested in 
the purposes of the national body, although many of their leading 
members individually approved of the educational features and altru- 
istic motives of The Associated Traffic Clubs of America. . 

Early in the year your membership committee organization was 
completed. Ten “assstant general chairmen’’ were appointed at ten 
strategic points throughout the country and these, together with 
twenty-three members and your general chairman, comprised a force 
of thirty-four committeemen to carry on the work. 

Shortly after our semi-annual meeting in Chicago, we suffered 
an irreparable loss in the death of Assistant General Chairman Odell, 
of Springfield, Illinois. Mr. Odell was ever an enthusiastic workman, 
heartily in accord with the purposes of the national body and in 
constant attendance upon its meetings; we miss his helpful activities 
and deeply deplore his untimely passing. 

Results reported for the year by your membership committee are 
not in keeping with the really large volume of detail necessary, nor 
should the work of this committee be measured by these results. 
Your general chairman has had every reason to anticipate applica- 
tions for membership from three outstanding non-member organiza- 
tions with whom negotiations have reached an almost succéssful 
culmination and whose applications are momentarily expected. Con- 
siderable time has likewise been given toward assisting several of 
the minor organizations in building a responsive spirit in their com- 
munities and more enthusiasm within themselves. Time has also 
been profitably spent in the development of new organizations and in 
getting them over the experimental stage. 

We would ask you to bear in mind that your membership com- 
mittee has ever held its duties to be as much in the interest of the 
traffic profession generally as in the primary work of enrolling non- 
member units in the national body. We make the statement of fact 
that 50 per cent of our available time is consumed with embryo and 
non-member organizations—gladly, freely, and with the same degree 
of interest as would be accorded those within our ranks. 

As one example of this statement, we refer to an organization 
in one of our larger cities, your general chairman claims (with par- 
donable pride) to have originated, helped to develop and nursed now 
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into its third year, and this particular organization is not yet a mem. 
ber of the national association, largely because of a seeming “jp. 
feriority complex’? among its successive officers in the claim that 
pone os not yet old enough to participate in matters of nationgj 
mport. 

Your membership committee has also been frequently called upon 
for news articles by various publications and for assistance in foster. 
ing the work of our educational committee in the spread of traffic 
study clubs, study groups, and forums. 

We purposely give you this brief review of our activities, so that 
you may understand that the work of your membership committee 
covers a wider scope than its name amplies and upon any of these 
activities your general chairman will gladly respond to questions yoy 
may desire to ask. 

Our thanks are extended to our officers and directors for their 
kindly assistance during the year and we are likewise appreciative 
of the many helpful suggestions received from our member-units. We 
leave to our successors valuable records and data and we wish them 
God-speed. 


Secretary Doebber made a report for the speakers’ commit. 
tee in the absence of L. C. Sorrell, chairman. It was merely 
one of progress. 

Thursday morning there was an address by Norman F 
Titus, former chief of the transportation division, U. S. De. 
partment of Commerce, now general manager of the New York. 
New Jersey Business Association, on the subject: “An en- 
larged opportunity for the traffic manager.” This opportunity 
he found in the developing possibilities of distribution methods 
and he referred to the traffic manager as the future vice-presj- 
dent of distribution. It was ordered that his address be printed 
and circulated among member clubs. 

Resolutions of thanks to the Traffic Club of New York 
were adopted. There were delegates from 26 of the 50 mem. 
ber clubs in attendance. 

At a meeting of directors, Thursday afternoon, invitations 
for the semi-annual meeting of the Association were consid- 
ered from the Des Moines club and Westbaden, Indiana. Though 
no formal invitation had been received from St. Louis, it was 
decided to go there, the exact time to be fixed by the president. 
An invitation for the next annual meeting was received from 
Grand Rapids. 

Mr. Palmer was re-elected chairman and W. C. Fitch vice- 
chairman. An executive committee composed of the president, 
executive vice-president, chairman of the board, secretary, and 
treasurer was provided for. 

Wives of the visiting delegates were entertained at lunch- 
eon Thursday on board the Steamship Homeric. 

Reprints of this report in the Traffic World will be fur- 
nished to traffic clubs in any quantities desired by them for 
distribution among their members. 


EXPORT TRADE THROUGH CANADA 


The Traffic World New Vork Buren. 


The recent federal report on the diversion of commerce 
through Canadian ports subordinated major factors, emphasized 
elements of less importance and minimized the importance of 
the situation, according to exceptions filed by the Port of New 
York Authority with United States Senators Robert Wagner 
and Royal S. Copeland, of New York, and Walter E. Edge and 
Hamilton F. Kean, of New Jersey. 
has not been given in the Senate document, the Port Authority 
contends, and after discussing those portions which appear to 
lack proper emphasis, a course of action along both diplomatic 
and legislative lines is suggested. 

The federal inquiry was made under the terms of a reso- 
lution introduced a year ago by Senator David Walsh, of Massa- 
chusetts, which established a committee consisting of the Sec- 
retaries of State and Agriculture, and the chairmen of the 
Interstate Commerce Commission and the United States Ship- 
ping Board. 

Briefs sent by the Port Authority to the four senators 
from the.port district were accompanied by letters signed by 
John F. Galvin, as chairman. “After a careful review of this 
report,’ Mr. Galvin wrote, “the Port Authority is convinced that 
with all due respect to the Interstate Commerce Commission 
and the United States Shipping Board, the importance of the 
diversion, particularly of grain, has been minimized; that the 
major factors responsible for the diversion have been subordi- 
nated in the review and elements of much less importance 
emphasized and put in a wrong perspective.’ The letter con- 
tinued: 

Furthermore, the Port Authority is of the opinion that the Senate 
should take specific cognizance of the negotiations reported as in 
progress or about to be entered into with the Canadian government 
for the standardization of grain grading practices and the removal 
of discriminatory customs duties, by further resolution requesting 4 
report of progress within a given period and preparation of legisla- 
tion designed to correct the situation if negotiation fails. 

The voluminous statistics prepared to show relative proportion 
of the trade of each country handled through the ports of the neigh- 
boring country do not show a true picture of the competitive situa- 
tion, “the brief sets forth in part.” 

We urge that the Senate of the United States continue the in- 
vestigation in this matter: 

a. By a supplementary resolution requesting the proper govern- 
ment departments to investigate further the statistics of diversion 
on ex-lake grain during the months when navigation is open throug 


the St. Lawrence River ports. y 
b. That the resolution request a progress report on the negotia: 
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PORT HOUSTON 








‘‘The City That Fooled 
_ the Geographers’’ 






50 miles inland — yet holding 
first place among the 10 Texas 
Ports in tonnage handled. 








New industries and improvements now 
| under construction. 
















Shell Petroleum Corporation oil refinery, 
located about 12 miles from the Turning 
Basin, now actively engaged in dredging 
a slip 250 feet wide, 2,000 feet long and 
32 feet deep. Contract awarded for con- 
struction of three wharves. Work in prog- 
ress on storage tanks, pipe lines, stills, 
railroad tracks, buildings and offices. 







CATE WAY 




















San Jacinto Dock and Terminal Company 
(Captain C. A. Barbour and associates) 
dredging channel from the main Ship 














Three Manifest Trains 


















l, . _ vr 
it ay eZ, Channel to the site of its large shipside 
> veld —e terminal in San Jacinto Bay. 
SSN _ 

Our new fast freight Texas Company started construction of a 


PITTSBURG 





slip 250 feet wide, 750 long, 32 feet deep 
on their Ship Channel property. 


train, which departs 
from Kansas City at 
4:00 a. m., assures the 
forwarding of any car 
arriving at that point 
by 1:00 a. m. 














Gulf Refining Company constructing 600 
foot ship berth along the main channel. 




















These are only a few of the many activities 
now in progress at Port Houston. 
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tions which have, or are about to be, institutei with respect to 
parity of inspection on United States (grain) and removal of dis- 
criminatory customs preferences, such report to be made at the 
opening of the next session of Congress. 

; c. That legislation be prepared for introduction into Congress 
in the event that satisfactory progress in diplomatic adjustment fails 
or makes no progress. Such legislation to be confined to the matter 
of enforcing at United States ports a parity of grading with Canadian 
ports on U. S. grain deliverable under export contracts, 

If the comparisons had been limited to traffic to and from terri- 
tory so situated geographically as to be regarded as competitive terri- 
tory from a port viewpoint and had been limited to that season when 
competition is physically possible, a very different picture of the 
“extent of diversion’’ would have resulted. 

The statistical difficulty in presenting such figures must be ad- 
mitted, but we are of the opinion that, particularly with reference 
to grain, a more illuminating analysis is possible. The counter- 
emphasis in the report on the diversions of Canadian trade via the 
United States, again with particular reference to wheat, fails to 
point out the fact that the bulk of the Canadian crop moves so late 
in the season as to encounter the closing of navigation at Montreal 
and hence must, because of natural conditions rather than artificial 
freight rate adjustments or grain grading, flow through the ports 
of the United States. 

We do not believe that every source has been exhausted in an 
attempt to develop the movement of ex-lake grain by rail and swater 
to the competitive north Atlantic ports, both United States and 
Canadian, during the season when navigation is open to all ports. 
This is the only grain which is truly competitive. From the records 
of the New York Produce Exchange we arrive at the conclusion that 
only half of the grain moving through New York in 1927 was in any 
sense competitive with Montreal, while practically all of the grain 
through Montreal is competitive from a geographical and seasonal 
standpoint. 

_ The only facts that the government report cites from a transporta- 

tion standpoint which would make the grain prefer Montreal is 
the more expeditious movement via the St. Lawrence and the alleged 
superior facilities for handling grain at Montreal. The superior ex- 
pedition of inland movement to Montreal is counter-balanced by the 
faster and more frequent ocean steamship sailings from New York. 
There is no evidence in the report or outside to support the statement 
that grain facilities at Montreal are superior to those at New York 
from the exporter’s standpoint. It is a fact that elevation charges 
are absorbed (partially on rail and wholly on river receipts) at 
Montreal, and not at New York. 

The fact that lighters and floating elevators instead of ‘fixed 
transfer houses are used in making delivery to shipside at New York 
permits greater expansion of handling facilities, more flexible and 
more expeditious port operation and relieves steamships carrying 
parcel lots of grain from having to shift berth to take on that part 
of the cargo. 

One must not overlook the fact, in comparing the grain terminal 
facilities of Montreal and New York, that the bulk of Montreal's 
grain exports move in full cargo lots, whereas New York’s exports 
move as parcel or part-cargo lots on scheduled liner sailings. These 
liners cannot usually afford to go to a fixed transfer house for a few 
thousand bushels of grain and therefore the grain is brought to the 
ship. The flexible and easily expanded lighterage system in vogue at 
New York accordingly possesses superior advantages to the Montreal 
system in view of the nature of New York’s grain movement. The 
inconsistency of the idea that the terminal facilities at New York 
are | aoe for the diversion to Montreal is evident in the report 
itself. 

Under the heading of grain grading and inspection the report out- 
lines correctly the fact that shipments of United States grain exported 
from Montreal have received a higher grade at that port than they 
would have received from a United States port because of less rigid 
standards at Montreal. 

It is believed that the United States Department of State and the 
Department of Agriculture will be in a more strategic position to 
exchange views with Canadian officials and to negotiate a satisfactory 
adjustment of the divergent grading practices and discriminatory 
customs arrangements if they have a definite request from Congress 
for progress report and have a knowledge that remedial legislation 
is in preparation to protect the nation’s commerce if diplomacy fails. 


SOUTHERN CLAYTON LAW INQUIRY 


The Traffic World Washington Bureau 


Asserting that “having reason to believe that the Southern 
Railway Company .. . has violated and is continuing to vio- 
late” section 7 of the Clayton anti-trust law, the Commission, 
in No. 22120, Interstate Commerce Commission vs. Southern 
Railway Company, has instituted an inquiry into the acts, some 
of them as long ago as 1876, whereby the Southern now holds 
the control of the Mobile & Ohio. The recital is that that con- 
trol exercised through the holding of 56,702 shares of the cap- 
ital stock and $7,957,000 of the general mortgage bonds of May 
15, 1888, “may be to substantially lessen competition between 
the respondent Southern Railway Company, the Cincinnati, 
New Orleans & Texas Pacific, the Alabama Great Southern 
and the Mobile & Ohio and each of said corporations, and to 
xestrain commerce in certain sections and communities.” 


Like aliegations are made in respect of the New Orleans 
& Northeastern, and competition between it and the Mobile & 
Ohio and Southern. As usual in such cases and in compliance 
with the requirements of the Clayton anti-trust act the Com- 
mission has notified the Southern that it has the right to ap- 
pear and show cause, on May 20, why an order should not be 
entered requiring it to divest itself of all interest, direct or 
indirect, in the capital stock and bonds of the Mobile & Ohio 
and the New Orleans & Northeastern “now unlawfully held.” 
The Southern has also been notified that within 30 days from 
the service of the order instituting the inquiry it is required 
to file its answer thereto. 


The city of Mobile asked the Commission to make an in- 
quiry into the Southern’s control of the Mobile & Ohio, alleg- 
ing it to be unlawful. (See Traffic World, February 23, p. 459.) 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
a by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 


(Court of Civil Appeals of Texas, El Paso.) Under evidence, 
held that, at time of burning of shipment of goods, steamship 
company had unloaded and placed them in a deliverable state 
on the wharf at place designated by wharf company, whereby 
steamship company’s service was ended, so that there was a 
complete delivery of possession to the wharf company, which 
was then to perform for the railroad company, that was to take 
the goods to destination, the services of loading the goods onto 
the cars of such company on the wharf and switching them to 
its track.—Galveston Wharf Co. vs. American Grocery Co. et al, 
13 S. W. Rep. (2d) 983. 

Where wharf company, on whose piers vessel unloaded 
goods, was serving in capacity of transfer agent of railroad 
company, which was to take goods to destination, delivery to 
wharf company was delivery to railroad company, the principal, 
—Ibid. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Rhode Island.) Firm which acquired 
all rights and interests in complainant’s certificate of conven- 
ience and necessity, after decree in lower court enjoining de- 
fendant from operating his motor vehicles, could not be sub- 
stituted as complainant on appeal.—Mooney vs. Tuckerman, 
144 Atl. Rep. 891. 

Defendant having been enjoined from operating his motor 
vehicles to carry those with whom he had contracted was en- 
titled to have his rights determined on appeal, though another 
firm had acquired complainant’s rights in its certificate of con- 
venience and necessity after decree in lower court, where com- 
plainant had not withdrawn proceedings and injunction had not 
been vacated.—lIbid. 

A “jitney” is a motor vehicle that carries passengers for a 
small fare.—Ibid. 

In ascertaining meaning of Gen. Laws 1923, secs. 3722-3735, 
requiring certificate of convenience and necessity to operate 
motor vehicles carrying passengers for hire, purpose of act as 
shown by its provisions must be kept in mind.—Ibid. 

Public service is test in granting certificate of convenience 
and necessity for operating motor vehicles carrying passengers 
for hire, under Gen. Laws. 1923, secs. 3722-3735.—Ibid. 

Court having choice of constructions of statute should pro- 
ceed cautiously in adopting construction inviting attack on 
constitutionality of statute.—Ibid. 

Where motor vehicle operator is in fact an existing private 
carrier, Legislature cannot by legislative fiat compel him to 
become a public or common carrier, so as to be subject to 
regulations which are applicable only to common carriers.—Ibid. 

One specifically hired to carry certain workmen from his 
garage to millyard in motor vehicle each morning and bring 
them back from millyard each night at fixed price per week, 
and who did not discharge, solicit, nor pick up passengers el 
route, is not required to obtain certificate of necessity and 
convenience, under Gen. Laws 1923, secs. 3722-3734, merely 
because he was operating between fixed termini.—Ibid. 

(Supreme Court, Appellate Division, Second Department.) 
Whether operation of bus line under combination of routes with- 
out transferring passengers subserves public interest is not 
for courts, but is solely within jurisdiction of Public Service 
Commission after due consent of municipality—Yonkers R. Co. 
vs. Hume et al., 233 N. Y. S. 63. 

Operation of busses over streets for which no franchise 
or certificate of convenience and necessity was granted by 
Public Service Commission held illegal use of public streets.— 
Ibid. 

Under Transportation Corporations Law, secs. 65, 66, pro- 
hibiting operation of busses in competition with another com- 
mon carrier, without consent of local authorities, and under 
Public Service Commission Law, sec. 53, requiring approval of 
Public Service Commission, permission and approval of com- 
mission and certificate of public convenience and necessity are 
both necessary requisites to valid bus franchise.—Ibid. 

Under Transportation Corporations Law, secs. 65, 66, and 
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the faster Bilicccas Eeenen. route 


Freight Now Moves Faster Than Ever on Direct 
Boston and Maine Route from the Hudson to the Sea 


THAT freight may speed even faster than before over the 
historic and direct Hoosac Tunnel route to the New Eng- 
land seaboard, the Boston and Maine Railroad has enlarged 
and has resignalled this famous tunnel, which for genera- 
tions was the longest bore through solid rock on the con- 
tinent. For 18 years the Hoosac Tunnel has been operated 
with electric locomotives; since its 
construction it has provided the 
shortestroute at lowest grade across 
Massachusetts from the Hudson 
River to the sea. 

Opened to traffic in 1875 after a 
struggle of 24 years between man 
and mountain, the Hoosac Tunnel, 
4x miles long, pierced the age-old 


‘OM AINE 
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barrier of the Berkshire Hills. To meet the increased needs 
of modern transportation, Boston and Maine engineers 
recently enlarged the bore, which now provides double- 
track movement to the heaviest modern power and the 
largest freight cars. Further, by installing the latest type 
of reverse signalling, operation through the tunnel has 
been made sure and flexible, obviating delay. 

A thousand feet under two mountains, your freight rolls 
through this modernized rail portal into New England — 
to thunder down the Mohawk 
Trail to the sea behind new big 
power over new heavy rails and 
new heavy bridges, maintaining 
the fastest of through schedules. 
This is typical of “Minute Man 
Service” on the New Boston and 
Main. &k# kek k kK k * 
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Public Service Commission Law, sec. 53, where Public Service 
Commission’s certificates to bus company showed public con- 
venience and necessity required their being granted, it must 
be assumed that requisite permission and approval required by 
statute was contemporaneous with granting of certificates.— 
Ibid. 

Under Transportation Corporations Law, secs. 65, 66, and 
Public Service Commission Law, sec. 53, application for change 
of operation by bus company holding certificates of convenience 
and necessity as would permit running of busses on lines in- 
terchangeably on theory of combination of routes must be made 
to Public Service Commission.—Ibid. 

Where common council of city acts upon a franchise, whether 
original franchise or by extenstion of rights, it acts legislatively 
and not as an administrative body, under Second Class Cities 
Law, secs. 30, 35, 37.—Ibid. 

Resolution approved by common council of city, but not 
unanimously approving combination of routes by bus company 
holding franchise so as to permit running of busses on lines 
interchangeably, was legislative in purpose, under Second Class 
Cities Law, secs. 30, 35, 37, and, however characterized, con- 
stituted in legal effect an ordinance, and was of no effect in 
authorizing combination of routes.—Ibid. 

Though common council of city of Yonkers, under Second 
Class Cities Law, sec. 37, could extend franchises to bus com- 
pany so as to include additional rights by authorizing com- 
bination of routes permitting continuous ride without physical 
transfer of passengers, such consent could only become effective 
on due permission and approval of Public Service Commission 
under Transportation Corporations Law, secs. 65, 66, and Pub- 
lic Service Commission Law, sec. 53.—Ibid. 

In proceedings by bus company to obtain additional rights 
beyond those approved by Public Service Commission to com- 
_bine routes, so as to permit continuous ride on interchangeable 
routes without physical transfer of passengers, competitive car- 
rier has right to be heard.—lIbid. 

Where property possessed by receiver of bus transit com- 
pany consisted of bus lines to be operated by him as limited 
by franchise and certificate of convenience and necessity, in- 
. junction against receiver operating busses on certain lines be- 
yond authority granted by franchise was entirely outside scope 
of receivership and custody of control of receivership property, 
and hence federal receiver was not immune from suit in state 
courts to restrain illegal acts; there being no interference with 
receiver’s custody nor attempt to disturb possession of federal 
court.—Ibid. 

(Supreme Court of Alabama.) Order of Public Service 
Commission, made pursuant to authority vested in it by Acts 
1927, p. 316, sec. 11, declaring defendant to be motor carrier 


STATEMENT OF OWNERSHIP 


STATEMENT of the ownership, management, circulation, etc., 
required by the act of congress of August 24, 1912, of THE TRAFFIC 
WORLD, published weekly at Chicago, Illinois, for April 1, 1929. 

State of a4; 

County of Cook f §8- . 

_ Before me, a notary public in and for the state and county afore- 
said, personally appeared E. Hamm, who, having been duly 
sworn according to law, deposes and says that he is the president 
of the THE TRAFFIC WORLD, and that the following is, to the best of his 
knowledge and belief, a true statement of the ownership, manage- 
ment (and if a daily paper, the circulation), etc., of the aforesaid 
publication for the date shown in the above caption, required by the 
Act of August 24, 1912, embodied in section 411, Postal Laws and 
Regulations of this form, to wit: 

1. That the names and addresses of the publisher, editor, man- 
aging editor, and business manager are: Publisher, The Traffic 
Service Corporation, 418 S. Market St., Chicago, Ill.; Editor, Henry 
A. Palmer, 1244 Forest Ave., Evanston, Ill.; Managing Editor, none; 
Business Manager, Henry A. Palmer, 1244 Forest Ave., Evanston, IIl. 

2. That the owner is: (If owned by a corporation, its name and 
address must be stated and also immediately thereunder the names 
and addresses of stockholdérs owning or holding one per cent or more 
of total amount of stock. If not owned by a corporation, the names 
and addresses of the individual owners must be given. If owned by a 
firm, company, or other unincorporated concern, its name and address, 
as well as those of each individual member, must be given.) The 
Traffic Service Corporation, Chicago, Ill.; E. F. Hamm, Kenilworth, 
Ill.; Wm. E. Eastman, Evanston, Ill.; W. C. Tyler, LaGrange, Ill.; C. J. 
Fellows, Saint Paul, Minn.; H. A. Palmer, Evanston, IIl. 

3. That the known bondholders, mortgagees, and other security 
holders owning or holding 1 per cent or more of total amount of 
— mortgages, or other securities are: (If there are none, so state.) 

one. 

4. That the two paragraphs next above, giving the names of the 
owners, stockholders, and security holders, if any, contain not only 
the list of stockholders and security holders as they appear upon the 
books of the company but also, in cases where the stockholder or 
security holder appears upon the bodks of the company as trustee 
or in any other fiduciary relation, the name of the person or corpora- 
tion for whom such trustee is acting, is given; also that the said two 
paragraphs contain statements embracing affiant’s full knowledge 
and belief as to the circumstances and conditions under which stock- 
holders and security holders who do not appear upon the books of the 
company as trustees, hold stock and securities in a capacity other 
than that of a bona fide owner; and this affilant has no reason to 
believe that any other person, association, or corporation has any 
interest direct or indirect in the said stock, bonds, or other securities 
than as so stated by him. . HAMM 

President. 


Sworn to and subscribed before me this 8th day of April, 1929, 
{Seal.] E. C. Flinn. 
My commission expires July 20, 1930. 
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and ordering him to desist until duly authorized by commigsioy 
was not a mere administrative regulation, and on collateral 
attack by defendant on certiorari by the state to review judg. 
ment of Court of Appeals reversing conviction of operating 
motor vehicle in violation of such order, the order has all at. 
tributes of judgment of court of law; remedy by defendant being 
by appeal from commission’s order under sections 28-42 (Acts 
1927, pp. 319-322).—-Smith vs. State, 120 So. Rep. 471. 

(Kansas City Court of Appeals, Missouri.) Where plaintiff 
operating bus was engaged in interstate business, and complied 
with law of Kansas in purchasing bus by receiving bill of 
sale, plaintiff was not required to procure certificate of title 
according to laws of Missouri in order to establish ownership 
of bus under fire policy.—Barone et al. vs. Glens Falls Ins. Co, 
13 S. W. Rep. (2d) 1086. 

Court of Appeals will look no further than to determine 
whether finding of court sitting as jury was supported by sub. 
stantial evidence.—Ibid. 

In suit to recover insurance on bus destroyed by fire, eyi. 
dence of ordinance prohibiting carrying of passengers, under 
conditions applicable to insured’s business, and that one of 
insured partners was indebted in large amounts and had judg. 
ments against him, offered to show motive in burning of auto. 
mobile, was properly excluded, where there was no showing 
that insured had any knowledge of actions of person suspected, 
—Ibid. 

(Kansas City Court of Appeals, Missouri.) The furnishing 
of cars for an interstate shipment is governed by the federal 
rule.—Tuttle et al. vs. Quincy, O. & K. C. R. Co., 13 S. W. Rep. 
(2d) 1111. 

Railroad being unauthorized to give special service to have 
cars at a certain time, it cannot be liable for failure to notify 
shippers that cars were actually available, since it would be 
a special service and unlawful.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals, of .Texas, El Paso.) A chartered 
wharf company, owning, in addition to piers, switch tracks 
extending therefrom to lines of railroads, and having a switch- 
ing outfit, and performing for railroad companies, which are to 
take to destination goods unloaded by ships on the wharf, the 
services of loading the goods onto the cars of the railroad com- 
panies and switching the cars to their tracks, is a “private 
corporation,’ under Rev. St. 1925, art. 1302, subd. 72, created 
for purpose of construction, operation, and maintenance of 
terminal railways, the rights and powers of which are declared 
by article 6549, but which are mere transportation companies, 
and not railroad companies or common carriers, and in perform- 
ing such services act in the capacity merely of transfer agent 
for the company for which the service is performed.—Galveston 
Wharf Co. vs. American Grocery Co. et al., 13 S. W. Rep. (2d) 
983. 

An agent being personally liable to third persons for doing 
something which he ought not to have done, but not for not 
doing something he ought to have done, wharf company, to 
which, as transfer agent for railroad company, steamship com- 
pany delivered goods unloaded onto the wharf, and which should 
have picked them up and put them in the waiting cars of the 
railroad company, but failed to do, was not liable on account 
of the omission to shipper or consignee, when goods were de- 
stroyed by fire.—lIbid. 

The cross-action of railroad company against wharf com- 
pany, on the ground that the fire which destroyed goods which 
had been delivered on the wharf to the wharf company as 
transfer agent of the railroad company was caused by the wharf 
company’s negligence, must fail, in the absence of evidence iD 
support of the allegation of negligence.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, San Antonio.) Evidence, 
that shipment of cattle was moved over railroad at a speed of 
about 8 miles an hour, which was not within usual and cus 
tomary time, and that, although shipment reached point 4 miles 
from destination at 7 o’clock in the morning, it did not reach 
destination until about noon, and that, though cattle were in 
good shipping condition when delivered to carrier, a number of 
them died en route or within day or two after delivery at des: 
tination, and that others were badly bruised and crippled, sup- 
ported the jury’s finding that cattle were delayed and roughly 
handled in transit—Galveston, H. & S. A. Ry. Co. vs. Hollan, 
13 S. W. Rep. (2d) 996. 

Eight hundred and forty-four dollars as damages for delay- 
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ing and roughly handling cattle in shipment of them over rail- 
road, resulting in death of 5 cows and 9 calves, bruising and 
crippling 30 others, and injuring all of shipment, held not ex- 
cessive.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Kansas City Court of Appeals, Missouri.) To render tele- 
graph company liable for more than nominal damages for fail- 
ure to deliver telegram, it should be able to see and understand 
that nature of telegram is such that damages are likely to 
follow failure to deliver message.—Faulkner vs. Western Union 
Tel. Co., 13 S. W. Rep. (2d) 1088. 

Notice that telegram is such that damages are likely to 
follow failure to deliver message, to render telegraph company 
liable therefor, may be extrinsic as well as from the terms of 
the message.—Ibid. 

Telegram, to effect that sender should be glad to interview 
sendee, held insufficient standing by itself to indicate that it 
referred to any business transaction whatsoever or the nature 
of the business, in order to render telegraph company liable 
for more than nominal damages for failure to deliver it.—Ibid. 

Telegram, to effect that sender had heard that sendee 
wanted high-grade detail man for certain field, and that sender 
knew sendee’s line well and was qualified to handle business, 
held sufficient to indicate that telegram referred to business 
transaction and to plainly indicate nature of the business, as 
regards telegraph company’s liability for damages for failure 
to deliver answer.—lIbid. 

Where telegraph company had on file in its office copy of 
message wired by it to another city which was sufficient to 
indicate that telegram referred to business transaction and to 
indicate nature of business, agent of office having in his pos- 
session answer to such message for delivery to sender of original 
message held required to take notice of information on file, as 
regards telegraph company’s liability for failure to deliver an- 
swer, though answer did not show by itself that message referred 
to business transaction.—Ibid. 

Sendee of telegram which was not delivered to him could 
show that, because of failure to deliver it, he did not communi- 
cate with sender and as result thereof was not employed by 
sender as quickly as he would have been had delivery been made 
and what salary would have been, and recover damages there- 
for if proof showed that he would have been hired.—Ibid. 

Sendee of telegram which was not delivered to him, in suit 
against telegraph company to recover damages therefor, should 
have been permitted to introduce evidence of sales manager 
of sender that he would have hired sendee for certain job had 
sendee responded to invitation in telegram, and that sendee 
would have responded had he received telegram, where jury 
could infer from sendee’s subsequent employment that he would 
have been employed before had he received the telegram.—Ibid. 

An official extrajudicial admission by defendant will be 
treated as eliminating the issue of fact which it covered, if 
defendant at trial offers no evidence that admission is untrue. 
—Ibid. 

Requiring jury, by errdneous instruction, in suit against 
telegraph company to recover damages for failure to deliver 
telegram, to find an undisputed issue upon the wrong evidence, 
held harmless.—Ibid. 

Mere fact that verdict, in suit against telegraph company 
for failure to deliver message, was not as large as it should 
have been, held not as a matter of law to prove that jury bound 
themselves beforehand to an agreement to take each juror’s 
estimate of damages, add all together, and then divide by 12.— 
Ibid. 


CAPITAL AND INCOME FIGURES 


The Commission’s bureau of statistics has issued its annual 
preliminary statement of capitalization of Class I steam rail- 
ways in the United States for the year ended December 31, 1928. 
This is its fifth issue of a compilation of preliminary reports 
containing selected items of capitalization and income. Reports 
used in the compilation were due February 15 last, but the final 
report was not received until March 1. The primary purpose 
of the compilation is to furnish income and balance sheet items 
frequently called for and not appearing in the monthly reports 
of revenues and expenses, and which otherwise would not be 
available until the filing of annual reports as of March 31, by 
the railroads. Owing to the inclusion of data from some roads 
and exclusion of figure of others, or one reason or another, the 
figures differ somewhat from the corresponding figures in the 
December, 1928, issue of the monthly reports of revenues and 
expenses of Class I railways. 

The compilation shows total capital stock of $8,085,121,296 
as compared with $7,862,789,384 in 1927; $10,963,616,035 of long 
term debt as compared. with $10,852,010,692 in 1927; and a grand 
total capitalization of $19,048,737,331 as compared with $18,714,- 
800,076 in 1927. 

The railway operating revenues totaled $6,105,208,058 as 
compared with $6,134,814,126 in 1827; operating expenses totaled 
$4,422,084,731 as compared with $4,571,285,781 in 1927; net 
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railway operating income amounted to $1,172,747,817 as com. 
pared with $1,069,396,687 in 1927; and total income was $1,495. 
729,968 as compared with $1,373,406,684 in the preceding yg; 

Net income amounted to $792,387,851 as compared Wit, 
$675,473,510 in 1927. 

Dividend appropriations of income and surplus totale 
$359,942,407 on common stock as compared with $436,171,993 in 
1927; on preferred stock, $68,582,304 as compared with $61,495. 
904 in 1927. Total appropriations of income were $263,047 3); 
as compared with $255,631,695 in 1827. 

Income balance transferred to profit and loss wag $599. 
340,550 as compared with $419,841,815. 

A foot note under the capitalization and income table gays 
that the decrease in dividends was in large part explained by 
the unusual dividend from surplus of the Delaware, Lackawanna 
& Western in 1927 amounting to $59,631,848. Also in 1927, j 
says, there were stock dividends to the extent of $10,053,199 
and none were indicated in the preliminary reports for 1928, 
Aside from these instances, 34 Class I railways reported in. 
creases and 15 reported decreases in dividends in 1928 as com. 
pared with 1927. 


FREIGHT TRAFFIC IN 1929 


Freight traffic in 1929 is expected to be greater than ip 
either of the two preceding years, but slightly under 1926, when 
the volume of business handled by the railroads was the heayi. 
est on record, according to an estimate submitted at the regular 
spring meeting at the Biltmore Hotel in New York April 12 
of the board of directors of the American Railway Association 
by the car service division of that association. 

On the basis of cars loaded with revenue freight, traffic ip 
the current year is expected to amount to 52,553,813 cars, which 
would be a reduction of 545,006 cars, or one per cent under the 
actual loading of revenue freight in 1926, for which year the 
total was 53,098,819 cars. 

The estimate for 1929 is an increase of 977,082 cars, or 19 
per cent over the actual loading in 1928, and an increase of 
918,007 cars, or 1.8 per cent over 1927. 

The anticipated freight traffic for 1929 is based by the car 
service division on the best information available from the vari. 
ous Shippers’ Regional Advisory Boards and from private and 
governmental sources. 

For the first thirteen weeks this year (January 1 to March 
30, inclusive), actual loading of revenue freight has amounted 
to 12,146,680 cars, compared with 11,792,196 cars for the cor 
responding period in 1928 and 12,541,125 cars for the corresponé- 
ing period in 1927. For-that period this year, loading of coal, 
coke, ore and miscellaneous freight has shown an increase over 
the same weeks in 1928, but loading of grain, grain products, 
live stock, forest products and merchandise less-than-carload- 
lot freight has shown a reduction. 

“The railroads are in good physical condition this year to 
meet the anticipated heavy movement of traffic, they having 
had on March 1 fewer locomotives in need of repair than on 
the same day in any of the previous six years,” said the asso- 
ciation. “They had slightly more freight cars awaiting repairs 
on March 1 than on the same day in 1928 and 1927, but less 
than on March 1 in the previous four years. The railroads, 
however, for the most part, are now using locomotives with 
a greater tractive power and freight cars which have a greater 
carrying capacity than in previous years and this fact, together 
with improved operating methods, enable them to carry 4 
greater load in their trains and get it to destination more 
promptly than at any time in the past. 

“In cooperation with the Shippers’ Regional Advisory Boards 
and the shippers of this country, the railroads, through the car 
service division, are endeavoring to induce the heavier loading 
of freight cars in order to bring about the greater utilization 
of the present equipment of the railroads.” 

Charles H. Markham, chairman of the board of the [Illinois 
Central Railroad, resigned as a member of the board of direc 
tors of the association and L. A. Downs, president of that road, 
was elected to take his place. . 


FEBRUARY RAIL EARNINGS 


Class I railroads as a whole had a net railway operating 
income of $84,770,143 in February, equivalent to an annual rate 
of return of -5.39 per cent on their property investment, accord: 
ing to the Bureau of Railway Economics. For January and 
February the net was $161,887,917, as compared with $126,268; 
109 in the same period of 1928. 

In February, 1928, the net was $69,823,186, or 4.62 per cent 
on the property investment. 

In the Eastern district the net for February was $44,906,758, 
as compared with $31,772,735 in February, 1928. 

In the Southern district the net for February was $12; 
041,148, as compared with $10,354,522 in February, 1928. 

In the Western district the net for February was $27,822, 
237, as compared with $27,695,929 in February, 1928. 
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Other information contained in the bureau’s monthly state- 
ment follows: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings in February is based on reports 
from 182 Class I railroads representing a lotal mileage of 240,804 
miles. ‘ 
Gross operating revenues for the month of February amounted 
to $475,112,179, compared with $456,844,227 in February, 1928, or an 
increase of 4 per cent. Operating expenses in February totaled $349,- 
683,774, compared with $348,698,061 in the same month in 1928, or an 
increase of three-tenths of one per cent. 

Class I railroads in February paid $31,423,166 in taxes, an in- 
crease of $2,296,315, or 7.9 per cent over the same month in 1928. 
This brought the total tax bill of the Class I railroads for the first 
two months in 1929 to $62,709,417, an increase of $4,912,747, or 8.5 
per cent above the corresponding period in 1928. 

Twenty-three Class I railroads operated at a loss in February, 
of which nine were in the eastern, two in the southern and twelve 
in the western district. 

Class I railroads for the first two months in 1928 had a net 
railway operating income amounting to $161,887,917, which was at 
the annual rate of return of 5.48 per cent on their property invest- 
ment. During the corresponding period of the preceding year, their 
net railway operating income amounted to $126,268,109, or 4.45 per 
cent on their property investment. 

Gross operating revenues for the first two months in 1929 amount- 
ed to $961,514,217 compared with $914,475,693 during the correspond- 
ing period in 1928, or an increase of 5.1 per cent. Operating ex- 
penses for the first two months period of 1929 totaled $718,611,531, 
compared with $712,288,474 ~—. the corresponding period the year 
before or an increase of nine-tenths of one per cent. 


Net railway operating income by districts for the first two months 
with the percentage of return based on property investment on an 
annual basis follows: 


eT eee --$ 6,894,501 
Great Lakes Region ae 29,894,709 
Central Eastern Region 35,089,094 
Pocahontas Region 14,048,871 

Total Eastern District 85,927,175 

Total Southern District 22,695,719 
Northwestern Region 6,943,072 
Central Western Region 32,719,700 
Southwestern Region 13,602,251 

Total Western District 53,265,023 


United States $161,887,917 


or 
R 
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Eastern District 


Complete reports except for the Illinois Terminal Company showed 
that the Class I railroads in the eastern district for the first two 
months in 1929 had a net railway operating income of $85,927,175, 
which was at the annual rate of return of 6.63 per cent on their 
property investment. For the same period in 1928, their net railway 
operating income was $59,560,789, or 4.79 per cent on their property 
investment. Gross operating revenues of the Class I railroads for the 
first two months in 1929 totaled $482,021,029, an increase of 7.4 per 
cent over the corresponding period the year before while operating 
expenses totaled $358,847,937, an increase of 1.3 per cent over the 
same period in 1928. 


Southern District 


Class I railroads in the southern district for the first two months 
in 1929 had a net railway operating income of $22,695,719, which was 
at the annual rate of return of 4.38 per cent on their property in- 
vestment. For the same period in 1928, the net railway operating 
income amounted to $18,903,575, which was at the annual rate of re- 
turn of 3.75 per cent. Gross operating revenues of the Class I rail- 
roads in the southern district for the first two months in 1929 
amounted to $128,217,437, an increase of nine-tenths of one per cent 
over the same period the year before, while operating expenses 
totaled $95,535,200, a decrease of 3.1 per cent. 


Western District 


Class I railroads in the western district for the first two months 
in 1929 had a net railway operating income of $53,265,023, which was 
at the annual rate of return of 4.68 per cent on their property in- 
vestment. For the first two months in 1928, the railroads in that 
district had a net railway operating income of $47,803,745, which 
was at the annual rate of return of 4.38 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
western district for the first two months this year amounted to 
$351,275,751, an increase of 3.8 per cent compared with the same 
period last year, while operating expenses totaled $264,228,391, an 
increase of 1.9 per cent compared with the first two months the 
year before. 


CLASS I RAILROADS—UNITED STADES 
Month of February 
1929 


$475,112,179 
349,683,774 


1928 
$456,844,227 
348,698,061 
29,126,851 
69,823,186 
76.33 
4.62% 


Total operating revenues 
Total operating expenses 
Taxes 31,423,166 
Net railway operating income 84,770,143 
Operating ratio—per cent 73.60 
Rate of return on property investment... 5.39% 


Two months ended February 28 


Total operating revenues $961,514,217 
Total operating expenses 718,611,531 
Taxes 62,709,417 
Net railway operating income 161,887,917 
Operating ratio—per cent 74.74 
Rate of return on property investment... 5.48% 


$914,475,693 
712,288,474 
57,796,670 
126,268,109 
77.89 


TELEPHONE COMPANY EARNINGS 


Operating income of large telephone companies for January 
totaled $24,756,424, an increase of 17.1 per cent over the income 
for January, 1928, according to the bureau of statistics of the 
Commission. The number of company stations in service at 
the end of January was 15,891,373, an increase of 5.8 per cent 
over the number at the end of January, 1928. 
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REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 30 totaled 
967,029 cars, according to the car service division of the Amer. 
ican Railway Association. This was an increase of 6,331 cars 
above the preceding week this year, with increases being re. 
ported in the loading of forest products, merchandise less thay 
carload lot freight, miscellaneous freight and ore. All other 
commodities, which included grain and grain products, liye 
stock, coal and coke, reported decreases. 

Compared with the corresponding week last year loading of 
revenue freight for the week was an increase of 18,286 cars, 
but a reduction of 19,433 cars under the corresponding wee; 
in 1927. 


Revenue freight loading by districts the week ended March 
30 and for the corresponding period of 1928 was reported as 
follows: 


Eastern district: Grain and grain products, 5,653 and 6,533; liye 
stock, 1,971 and 2,270; coal, 32,328 and 36,297; coke, 2,602 and 2,103: 
forest products, 4,057 and 4,573; ore, 1,832 and 922; merchandise, L, 
C. L., 73,857 and 70,661; miscellaneous, 105,249 and 93,187; total, 1929, 
227,549; 1928, 216,545; 1927, 229,394. 

Allegheny district: Grain and grain products, 3,424 and 2,857: 
live stock, 1,574 and 1,929; coal, 33,584 and 37,942; coke, 5,834 and 
5,205; forest products, 3,073 and 2,681; ore, 3,281 and 2,115; merchandise, 
L. C. C., 57,298 and 55,236; miscellaneous, 92,223 and 84,031; total, 
1929, 200,291; 1928, 191,996; 1927, 209,799. 

Pocahontas district: Grain’ and grain products, 191 and 222; live 
stock, 45 and 46; coal, 31,230 and 30,003; coke, 400 and 377; forest 
products, 1,873 and 1,881; ore, 86 and 121; merchandise, L. C. L., 7,731 
and 7,665; miscellaneous, 8,517 and 8,034; total, 1929, 560,073; 1928 
48,349; 1927, 57,186. 

Southern district: Grain and grain products, 4,283 and 3,786; live 
stock, 1,589 and 1,853; coal, 14,631 and 24,545; coke, 611 and 578; forest 
products, 21,727 and $0,928: ore, 1,293 and 1,148; merchandise L. C. L, 
41,377 and 42,603; miscellaneous, 72,422 and 68,007; total, 1929, 157,933: 
1928, 163,448; 1927, 163,070. 

Northwestern district: Grain and grain products, 9,430 and 12,131; 
live stock, 6,877 and 8,284; coal, 4,111 and 4,285; coke, 1,610 and 1,602; 
forest products, 20,407 and 19,474; ore, 499 and 645; merchandise, L, 
C. L., 33,317 and 33,914; miscellaneous, 39,382 and 35,947; total, 1929, 
115,633; 1928, 116,282; 1927, 116,670. 

Central Western district: Grain and grain products, 11,110 and 
12,267; live stock, 9,198 and 10,725; coal, 9,119 and 12,787; coke, 235 and 
295; forest products, 11,111 and 9,681; ore, 4,476 and 3,152; merchan- 
dise, L. C. L., 35,491 and 34,773; miscellaneous, 53,883 and 50,159; total, 
1929, 134,623; 1928, 133,839; 1927, 135,006. 

Southwestern district: Grain and grain products, 5,307 and 5,509; 


live stock, 2,351 and 2,309; coal, 3,347 and 5,211; coke, 123 and &%; 


f t products, 9,027 and 8,842; ore, 421 and 309; merchandise, L. C. 
L., 16,783 and 16,800; — 43,568 and 39,220; total, 1929, 
927; 1928, 78,284; 1927, 75,337. " 

- Total, all roads: “Grain and grain products, 39,398 and 43,305; live 
stock, 23,605 and 27,416; coal, 128,350 and 151,070; coke, 11,415 and 
10,243; forest products, 71,275 and 68,060; ore, 11,888 and 8,412; mer- 
chandise, L. C. L., 265,854 and 261,652; miscellaneous, 415,244 and 

378,585; total, 1829, 967,029; 1928, 948,743; 1927, 986,462. 
Loading of revenue freight in 1929 compared with the two 
i ws: 
previous years follo — = 
3,448,895 3,756,660 
3,590,742 3,801,918 
4,752,559 4,982,547 


11,792,196 12,541,125 


1929 
3,570,978 
3,767,758 
4,807,944 


12,146,680 


Four weeks in January 
Four weeks in February 
Five weeks in March 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
March 23-31, inclusive, was 279,107, as compared with 261,290 
cars in the preceding period, while the average daily shortage 
was 40 box cars, according to the car service division of the 
American Railway Association. The surplus was made up as 
follows: 


5 i 8 ; total 
, 88,725; ventilated box, 308; auto and furniture, 6,396; to 
box, 98439, flat, 7,136; gondola, 64,189; hopper, 72,263; total = 
136,452; coke, 839; S. D. stock, 22,975; D. D. stock, 4,207; refrigerator, 
10,792; tank, 182; miscellaneous, 1,095. 


Canadian roads reported a surplus of 12,000 box, 500 S. D. 
stock, 400 refrigerator and 236 miscellaneous cars. 


INTRA-PLANT CAR SERVICE CONFERENCE 


Referring to its circulars 1106 and 1113, the National It 
dustrial Traffic League has announced a meeting of its demur- 
rage committee at the Palmer House, Chicago, April 24, to 
consider the proposal of the American Railway Association with 
respect to the use of railroad-owned cars in intra-plant service. 
The subject has aroused a great deal of interest among members 
of the League, according to the statement, and a general invita- 
tion to such members to attend the meeting is extended. 


SIMPLIFICATION OF SHIPPING TAGS 


Simplification of shipping tags is to be considered at a 
conference to be held in New York, April 26, under the auspices 
of the division of simplified practice of the Department of Com 
merce. The conference is to be held at the request of represel 
tatives of shipping tag manufacturers. Proposals for simplifica 
tion would reduce the sizes of tags from sixteen to eight; grades 
of stock from twenty-one to nine; thickness of stock from seven 
to five, and colors from thirty-two to fifteen. 
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How the Southern Serves the 


Serves 2900 
Communities 
in 14 States - 


Employs 60,000 Men 
and Women Annual 
Payroll $ 90,000,000+ 


HE SOUTHERN is a citizen of each of 


the 2,900 communities along its lines. Its 
60,000 employees and their families live in 
these communities. The $90,000,000 they 
earn annually are spent or invested there. 


Every day 20,000 loaded freight cars are 
moving along the Southern’s rails, carrying 


forward the South’s commerce. 


The meas- 


ure of this service, gained by multiplying the 


tonnage handled by the average distance hauled, reaches 12,000,- 


000,000 ton-miles* a year. 


Every day, speeding along the far-reaching lines of the South- 
ern, 450 passenger trains carry passengers, mail and express 


swiftly and safely to their destinations. 


Every day the Southern deposits $800,000 in Southern banks. 
It spends large sums each year in the purchase of Southern 


*A ton-mile is one ton of 
freight hauled one mile. 


Address inquiries regarding Southern Railway System Service to 
E. R. OLIVER 
Vice-President in Charge of Traffic 


S 


From the Northern Gateways at Washington, Cincinnati and Louisville . . 
at St. Louls and Memphis . . 
Jacksonville . . 


Washington, D. C. 


OUT 


RAILWAY 


450 Passenger 
Trains Daily - 


- and the Gulf Ports of Mobile and New Orleans . . 










Moves 20,000 
Loaded Freight Cars 
Every Day 





. from the Western Gateways 
. to the Ocean Ports of Norfolk, Charleston, Savannah, Brunswick and 


- the Southern Serves the South 


products for use in the maintenance, equipment and enlargement 
of its railroad facilities. 


The Southern Railway System is one of the South’s largest 
industries, and through the service it renders it is a vital factor 
in the growth and prosperity and purchasing power of the South. 


To continually improve our service, to build a greater South- 
ern to serve a greater South, is our daily job. 





THE SOUTHERN SERVES THE SOUTH 
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Questions and Answers 


In this column will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. If a more comprehensive answer to a question is 
desired than is thought proper for this column, the department will 
answer it by letter for a reasonable charge. 

Address Questions and. Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Tariff Interpretation—Application of Rule 15 of Classification— 
Unloading Charge 


Pennsylvania.—Question: Please advise whether a carrier 
may legally assess the unloading charge provided for by section 
2, rule 15, of the Consolidated Freight Classification No. 5 under 
the following circumstances: 

The shipment was loaded by the originating carrier and 
arrived at destination in the same car. The delivering carrier 
opened car and checked contents to determine whether there 
was any other freight in the car and then had car switched to 
our private siding, where same was unloaded by us. 

The carrier contends that checking the contents is equiva- 
lent to unloading and therefore they may assess 2% cents 
per hundred pounds as an unloading charge. 

We contend that this charge may be assessed only where 
the carrier actually unloads the shipment. 


Answer: In our opinion, the charge provided for by sec- 
tion 2 of rule 15 of the Consolidated Classification may not be 
assessed against the shipment in question, except as a loading 
charge. The provisions of the rule merely provide that the 
charge is applicable for loading and unloading freight. There 
is, therefore, no authority for assessing the charge at destination 
by reason of the fact that the carrier checked the contents of 
the car. Apparently, this checking of the car was for its own 
purposes, but, regardless of the purpose, there is no published 
charge in rule 15 therefor. 


Routing and Misrouting—Unrouted Shipment Moved by a Higher 
Rated Intrastate Route Rather than by Lower Rated Inter- 
state Route 
Virginia.—Question: On November 7, 1928, the X Manu- 

facturing Company, of this city, delivered to the Southern 

Railway here an L. C. L. shipment of elevator machines, con- 

signed to X Manufacturing Company Hot Springs, Va., with 

no routing instructions. 

There are no through rates from Danville, Va., to Hot 
Springs, Va., via an intrastate route. The shipment was billed 
at a rate of 9914 cents per hundred pounds, constructed to 
Lynchburg 33 cents, beyond 66% cents, both factors being 
intrastate rates. 

At the time of shipment through interstate rates were in 
effect from Danville, Va., to Hot Springs, Va., in Agent J. J. 
Cottrell’s I. C. C. 697, but the shipment would have had to move 
via Denniston, Va., N. & W. and C. & O., to have moved inter- 
state. 

Please advise if the carriers are not liable for the difference 
between the interstate rate of 94 cents and the intrastate rate 
of 99% cents, on account of their failure to forward via the low- 
est available route. 

Answer: The Commission has held that where a carrier 
is a party to a two-line route via which route the rate is lower 
than the rate applicable over its single-line route it is the duty 
of the carrier to forward a shipment via the two-line route, and 
that a carrier is liable for misrouting in not forwarding the 
shipment via the two-line route. L. G. Everest, Inc., vs. C. M. 
& St. P., 92 I. C. C. 478. 

Furthermore, as to shipments delivered to a carrier un- 
routed, the Commission has held that it is the carrier’s duty 
to forward such shipments via the cheapest route, whether that 
be interstate or intrastate, and that upon its failure to do so, it 
is liable for misroute. McCaull-Dinsmore Co. vs. Great North- 
ern, 47 I. C. C. 581. 

The shipper has the option of routing his shipment via an 
interstate route if the rate via that route is lower than via 
intrastate route, and the carrier’s failure to accept a shipment 
so routed is unlawful. Standard Oil Co. vs. A. C. L. R. R. Co., 
115 I. C. C. 239. This is because section 15, paragraph 8, of 
the interstate commerce act gives the shipper the right to route 
his freight. 

However, as to unrouted shipments which have moved via 
an intrastate route, we find no cases holding that the carrier 
is obligated to protect the rate via the interstate route if lower 
than that applicable via the intrastate route over which the 
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shipment moved. This is for the reason, we believe, that the 
Interstate Commerce Commission has no jurisdiction over the 
movement, it being intrastate traffic. In this connection ge» 
the following cases with respect to the extent of the jurisdic. 
tion of the Interstate Commerce Commission over intrastate 
traffic: Kneeland-Bigelow Company vs. Director-General, 85 
I. C. C. 661; Nebraska Cement Co. vs. C. & N. W., 922L0¢ 
157; Certainteed Products Co. vs. A. & L. M. Ry., 95 I. C. ©, 273 


Tariff Interpretation—Stop in Transit to Partly Unload 


Illinois.—Question: Referring to your answer to “Illinois,” op 
page 598 of The Traffic World of March 9, 1929, under the aboye 
caption. 

We would thank you to give us reference to ruding of the 
Commission, if any, as to whether a consignee, on a car billed 
to him straight, has the right to interfere in a routing, i, e, 
when car is billed Houston, stop off at Beaumont, has the 
consignee the right to change the routing so that the car would 
go first to Houston, thence to Beaumont, regardless of whether 
the through rate could or could not be protected? 

In other words, has the consignee at Houston the right to 
have car stopped first at Houston, thence to proceed to Beay. 
mont? 

Answer: With respect to the right of a consignee to re. 
consign a shipment, see our answer to “Vermont,” on page 1514 
of the December 26, 1926, Traffic World. See also the Com. 
mission’s opinion in Commercial Club of Omaha vs. A. & S. R. 
Ry. Co., 27 I. C. C. 302. As you will observe from the above 
citations, the effect of showing a given party in the bill of lading 
as a consignee is ordinarly to transfer title to the goods to that 
party. Where the title has passed to the consignee he ordi- 
narily has the right to direct a change in the destination or 
routing of the shipment. 

The fact that a carrier,.-under a transit privilege, allows 
the stopping of a shipment in transit for partial unloading, is 
not, we believe, in the absence of a restriction in its reconsign- 
ing tariff, a basis for denying to a consignee of one of the ship. 
ments the right to divert the portion of the shipment consigned 
to him, assuming, of course, that his portion is a carload ship. 
ment covered by the reconsigning rules, regardless of the fact 
that the result may be an increase in the charges on the por- 
tion consigned to the other party. 

In other words, the carrier, in granting such a privilege, 
cannot deny to the owner of a shipment the right of reconsign- 
ment merely because of the fact that the shipment is moving 
under a transit privilege, it being no concern of the consignee 
or owner of the shipment that’ the party from whom he pu: 
chased the shipment elected to take advantage of a transit 
privilege in order to obtain the benefit of a carload rate. We 
can locate no decision of the Commission in point. 


Routing and Misrouting—Rail and Water Shipments 


Pennsylvania.—Question: Please advise in detail just how 
a package of freight intended for movement to destination via 
rail and coastwise boat or via Panama Canal should be marked, 
to insure proper forwarding via such route, giving example. 
How should the bill of lading be prepared so that waybill will 
be clear as to final destination and port through which freight 
is to move? 

More or less trouble is experienced on shipments of this 
nature getting astray from the billing, either due to improper 
marking or failure of platform men at transfer points to read 
markings, and they move all rail, resulting in overcharges diff 
cult of adjustment to proper basis. 

Answer: Regardless of what method of billing is used,’ 
that is, whether shipments are billed through from point of 
origin to final destination or are billed to the port in care of 
the steamship line, we do not see that any particular form 
of billing is necessary other than that it be made plain that 
the shipment is to move beyond a specified port, via a named 
carrier, that is, the bill of lading and the package should both 
show the port and the steamship line via which the shipment 
is to move to its final destination. 


In connection with the practice, if there is such, of through 
billing such shipments, we direct your attention to the article 
on page 826 of the April 6, 1929, Traffic World, under the cap- 
tion, “Water Line Rate Controversy,” also the Commission's 
opinion in Southern Pacific Ownership of Atlantic Steamship 
Line, 43 I. C. C. 168, 179. As to the adjustment of claims for 
misrouting where a carrier by water is specified, you are n0 
doubt familiar with the Commission’s opinion in De Bary and 
Co. vs. L. W. R. R. Co., 18 I. C. C. 527, wherein the Commission 
holds that damages for misrouting are based on the difference 
in the rate charged and the lower rate applicable via the route 
directed by the shipper or which the carriers should have used 
in the absence of any instructions, but that to determine the 
damages all factors in the claimed route must be subject to 
the Commission’s jurisdiction and filed in the manner prescribed 
by law; that where a part of the route under complainant's 
instructions is from port to port, the rate for which is not filed 
with the Commission, the complaint must be dismissed. It is 
suggested, however, that claim could be made against the rail 
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Let the daily package cars of The Erie Railroad System 
solve it for you. 


More than 300,000 package cars were operated over The 
Erie and its Connecting Lines last year and they furnished 
Convenience, Economy and Fast Transit to thousands of Satis- 
fied Shippers and Receivers. 


This modern development of transportation, perfected by 
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is a mine of transportation information. Ask for yours today! 
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line for the difference between the aH-rail rate to the port and 
the rate to final destination on the ground that the carrier 
hauled the shipment to other than the billed destination, so far 
as a service via its line was contracted for. 


Liability of Carrier for Injury to Perishables 


Missouri.—Question: In connection with the question of 
“Liability of Carrier for Injury to Perishables,” by “Tennessee,” 
on page 732 of Traffic World of March 23, 1929: 

If carriers publish a winter schedule for the transportation 
of perishable less-than-carload freight, it is our contention that 
the carrier is thereby liable for damages resulting from freezing, 
but another phase has been the cause for some little debate 
with us during the past winter. A less than-carload shipment 
is made to a point on a connecting line which participates in 
through rates with origin carrier. 

The origin carrier, which furnishes protection, does not 
notify the shipper that the destination carrier has no protective 
service nor does it make notation to that effect on its bill of 
lading, and shipment arrives at destination frozen and unfit for 
use. 

If shipper places notation on bill of lading “protect against 
freezing” it is our contention that carriers are liable for damage. 

In other words, we ship to various points in southern IIli- 
nois, and Indiana, and have protection against freezing to St. 
Louis, but beyond St. Louis there may be no service of this 
nature maintained. 

If origin carrier upon receipt of shipment does not notify 
shipper to this effect or does not make notation on bill of lading 
to this effect, is not the origin carrier liable for damage if ship- 
ment is frozen en route? 

Answer: Rule 620 of section 6 of Agent Dearborn’s Perish- 
able Protective Tarff No. 4, I. C. C. No. 3, provides: 


Where there is “Scheduled Refrigerator Car Service’ over a por- 
tion of the route, perishable freight may be given the benefit of it, 
but will be subject to ordinary box car service or its equivalent for 
that portion of the route over which ‘Scheduled Refrigerator Car 
Service’ is not operated. In such cases bills of lading and waybills 
should carry the following notation: 

“Subject to box car service or its equivalent for that portion of 
the route over which ‘Scheduled Refrigerator Car Service’ is not 
operated.”’ 


Whether a carrier is liable for damages resulting from a 
failure to place the notation provided for in the portion of the 
rule quoted above on the bill of lading appears to be a matter 
for the courts to determine. We are not aware of any decision 
which is in point or could be used as a basis for an opinion 
as to the carrier’s liability under such circumstances, but we 
believe that a carrier could be held liable to the same extent 
it could be were protective service held out by a tariff ordered 
but not furnished by the carrier. 


Limitation of Actions—Overcharge Collected by Carrier in 
Amount of So-Called Undercharge Paid to Carrier 


Connecticut.—Question: May we ask your advice on the 


following situation? 

On February 6, 1925, a carrier delivers a shipment and 
collects freight charges based on the effective legal rate of 
79%ec cwt. 

On October 15, 1925, the carrier presents an undercharge 
bill, contending that the rate should have been 97\%4c cwt. in- 
stead of 79%c cwt., and succeeds in collecting the undercharge 
claimed on April 20, 1927. The rate of 9744c cwt. on which 
the undercharge was collected was inapplicable and illegal for 
that particular shipment. 

On May 22, 1928, an overcharge claim is filed against the 
earrier for the amount of undercharge collected by them on 
April 20, 1927, in which it is shown that that collection was 
illegal. 

The carrier claims that their illegal collection applies as 
on the date of the original delivery, or as on February 6, 1925, and 
that any overcharge action is barred by the provision of Senate 
bill $2704. 

Does the fact that the carrier made an illegal and inap- 
plicable undercharge collection change the situation provided 
for in Senate bill S2704? Is there any law under which the 
carrier may refund and return this unlawful collection on a 
request to do so dated May 22, 1928? 


Answer: The Commission has construed the effect of the 
decision rendered on February 19, 1923, by the Supreme Court of 
the United States, in Kansas City So. Ry. Co. vs. Wolf, 261 U.S. 
133, and paragraph 3 of section 16 of the interstate commerce 
act as prohibiting common carriers subject to the act from pay- 
ing subsequent to the three-year period of limitation contained 
in that paragraph claims for overcharge presented to the carrier 
by shippers or consignees either within or subsequent to the 
said three-year period of limitation, unless within said three- 
year period the claims have been presented to the Commission 
or to a court of competent jurisdiction in accordance with the 
applicable provisions of said act. 

The construction the Commission has placed upon the deci- 
sion in the Wolf case and paragraph 3 of section 16 of the act 


would prohibit the payment of your claim by the carrier at this 
time, unless recovery could be had upon the theory that whey 
the undercharge was collected by the carrier its account wag 
satisfied and the shipper’s action for the recovery of the over. 
charge which was paid as a part of the undercharge claimeg 
by the carrier could be collected in quasi contract, that is, that 
there could be a recovery of money paid under mistake of fact, 
the amount of which if retained by the carrier would result jp 
its unjust enrichment. As to such a suit, if it can be majp. 
tained, the period of limitation would run from the date of the 
collection of the overcharge, namely, April 20, 1927. On the 
other hand, it is more than likely that the matter would be 
treated as an entire transaction, that is, that the delivery of 
the shipment, the collection of the overcharge by the Carrier, 
and the filing of claims by the shipper for an overcharge would 
be treated as entire transaction, in which event the date of the 
delivery of the shipment would, under the provisions of para. 
graph 3 of section 16 of the act, fix the date from which the 
three-year period runs. This latter view seems to be the basis 
of the Commission’s report in Crerar Clinch Coal Co. vs. A. A. 
R. R. Co., 118 I. C. C. 171, which case covered the collection 
of an overcharge included in the payment of an undercharge, 
the question being whether a complaint for the overcharge had 
been brought within the statutory time prescribed in paragraph 
3 of section 16 of the act. 


Damages—Incidental and Special 


Michigan.—Question: Recently we shipped a carload of 
material from here to one of our customers, which arrived at 
destination in a damaged condition. Part of the material that 
was damaged was not of our own make, but we purchased same 
from the manufacturer at a considerable distance from our 
plant. We returned the damaged material to the people from 
whom we purchased it, and asked them to repair the damaged 
machine, send that to us, and forward a new machine to our 
customer. 

Upon filing a claim with the railroad, we added 10 per cent 
for handling charge to the repairs to the damaged machine. 
The railroad, at the present time, is contending that we are all 
wrong in asking for a 10 per cent handling charge. During the 
course of erection we are forced to hire additional labor. We 
have to pay this labor the union scale of wages and, in order 
to protect ourselves, we must cover them with compensation 
insurance, and must assume all liability for any damage which 
they may do to the building or its equipment while in our em- 


What Some of Our Clients Have to Say 
About Our Service 


“A COMPLETE SERVICE” 


An all-comprehensive good service from one source 
is worth considering. “Watching” Service is as com- 
plete as you want it. 


Mr. B. J. Hamm, Manager, 
Special Service Department, 

Traffic Service Corporation, Washington, D. C. 
Dear Sir: 

Referring to yours of Sept. 23d, if you think it 
will do you a particle of good you may, indeed, use 
my name in connection with your Watching 

I can recommend that, without qualification, as 
something decidedly worthwhile and a = 
tant aid to one that must keep in touch with trans- 
portation developments. 

I can not only speak in the highest terms of that 
——— part of your service but all the others and, 

guess, in one way or another I have used them all. 
I cannot recall a single instance where a query to 
your office has not been immediately answered, and 
I have also seen some very efficient work done by 
_ tariff and rate department in eompiling rate 

istories and other similar works. 

Yours very truly, NEW ENGLAND PAPER & 

PULP TRAFFIC ASSN. 
(Signed) C. L. WHITTEMORE, 
T Manager. 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 
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Send for “The Story of Acme 
Unit-Load,” which fully describes 
this modern bracing method. 


And what is more important—they 
arrived at destination in perfect 
condition with but few exceptions. 


During the past three years Acme It shows with 69 pictures and 





Unit-Load has gone far in over- 
coming the numerous difficult 
bracing problems which confront 
shippers of carload freight. The 
range of its application has so 
broadened that it is now used on 
practically every type of load with 
uniformly excellent results. 


ACME STEEL COMPANY 


2840 ARCHER AVENUE 
CHICAGO 
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diagrams how Coca Cola, Bendix 
Brake, Chevrolet, Buick, The Texas 
Company, American Sheet and Tin 
Plate, Kohler of Kohler and a host 
of other prominent concerns are 
eliminating damage and reducing 
bracing cost with Acme Unit-Load. 
Mail the coupon NOW. 
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ploy. On top of this labor we add 33% per cent for overhead, 
and again the railroad tells us that we are overstepping, and 
they will not allow it. 

Will you kindly advise me if you have had similar cases, 
and if you know of any decision by the Interstate Commerce 
Commission whereby we can demand payment from the railroad 
for a claim of this nature? 

Answer: There are no decisions of the courts, of which 
we are aware, in which a percentage of the cost of repairs to 
damaged goods has been allowed as a handling charge or over- 
head expense. It necessarily is a matter for the individual car- 
rier to decide in the absence of decisions by the courts whether 
such an amount shall be included in a claim. If, in the instant 
case, you went beyond your legal obligation to mitigate dam- 
ages by the manner in which you disposed of the damaged ma- 
chine, as appears, it seems only fair that the carrier should 
allow you the ten per cent handling charge. 

It is not clear in your letter just why it was necessary to 
hire additional labor, but if this was due to the fact that the 
injury to the material resulted in your having to pay workmen 
during the time you were waiting for the arrival of materials 
to replace those injured in transit, this element of damages 
cannot be recovered, unless at the time you delivered the ship- 
ment to the carrier for transportation you advised the carrier 
that such damages would result from injury to the goods or the 
nature of the goods was such as to put the carrier on notice 
that such damages would result. See West Construction Co. 
vs. S. A. L. Ry. Co., 210 S. W. 663, in which it was held that 
in an action against a carrier for damage to an asphalt plant 
transported by it and wrecked in transit, no recovery could be 
had for overhead expenses due to the enforced idleness of plain- 
tiff’s workmen, such item of damages not being in contemplation 
by the parties. 


Routing and Misrouting—Carrier Not Required to Turn Ship- 
ment Over to Competing Line, Even Though Rate via Lower 
Rated Route Is Shown in Bill of Lading 


Missouri.—Question: We wish to refer you to the decision 
of the Commission in McLean Lumber Co. vs. L. & N. R. R. 
Co., 22 I. C. C. 349, a case on misrouting. 

In view of the changes which have occurred in the wording 
of the ruling numbered 214 (i) of Conference Ruling Bulletin 
No. 5, referred to in this case, since the time 22 I. C. C. 349 was 
decided, we would like to know whether there have been sub- 
sequent changes in the principles upon which this case was 
based. In other words, if the initial carrier to whom the ship- 
ment is tendered has no route available via which the rate 
named in the bill of lading will apply, is it his duty to notify 
the shipper of such circumstance? If a lower rate exists via 
a different initial carrier, is the line to which the shipment is 
tendered charged with knowledge of this situation? 

Kindly cite, if possible, more recent rulings on this subject. 

Answer: While Conference Ruling 214 (i) had been super- 
seded by Conference Ruling 474 (c) prior to the Commission’s 
withdrawal of the Conference Rulings, the Commission has been 
following the principle laid down in its decision in McLean 
Lumber Co. vs. L. & N. R. R. Co., 22 I. C. C. 349. A compara- 
tively recent case is that of Hodgson-Davis Grain Co. vs. C. B. 
& Q. R. R. Co., 113 I. C. C. 235. See also Newsom vs. M. & O. 
nm. BH. Co, Biz b. €. C.. 66. 


Equipment—Duty of Carrier in Furnishing 


Kansas.—Question: We placed order with carrier for car 
for flour loading, they furnish car that had been unloaded at 
our elevator, car originally containing wheat. Car is loaded with 
fresh-milled flour direct from packer to car. Five or six days 
later car arrives at destination with live weevil and lading is 
accepted by consignee at a considerable loss, claim is filed with 
carrier for this loss, and it then develops that the wheat loaded 
in this car contained live weevil. This was known by the 
grain department at time of purchase, but not known by the 
traffic department when this car was furnished to the mill for 
flour loading by the carrier. Mill is free of weevil, holding 
certificate to the effect. Is carrier liable for loss and damage 
to lading? 

Answer: Where the shipper of goods voluntarily selects 
vehicles himself, by virtue of express contract or under circum- 
stances which charge him with full knowledge of their capa- 
bilities and defects, relying on his own judgment and not on 
the duty of the carrier, the carrier is not liable for loss or 
injury caused by defects (Edward Frolich Glass Co. vs. Penn- 
sylvania Co. (Mich.), 101 N. W. 223; Nicholson vs. St. Louis, 
etc., R. Co. (Mo.), 124 S. W. 573; Densmore Comm. Co. vs. Du- 
luth, etc., R. Co. (Wis.), 77 N. W. 904), except such as are latent 
and not readily discoverable (Seaboard Air Line R. Co. vs. 
McRae (Ga.), 80 S. E. 211). Nevertheless, it should appear 
either that there was a distinct agreement by the shipper to 
assume the risk of the sufficiency of the car furnished (Ogdens- 
burg, etc., R. Co. vs. Pratt, 22 Wall. (U. S.), 125 L. ed. 827; 
Cleveland, etc., R. Co. vs. Louisville Tin, etc., Co. (Ky.), 111 S. W. 
358; Forrester vs. Southern R. Co. (N. C.), 61 S. E. 524), or that 
the shipper did not leave the selection of the car to the carrier, 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The } raffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 


Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 
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igh HIS is the principle underlying McBee Rate 
og Desks and Vertical-Flat Filing Cases for Traffic 
It] Departments, for it is far more efficient to bring the 
Gi record to the clerk, than to compel the clerk to walk 
ial to the record. 

= This specialized equipment puts records within easy 
a reach of the clerk’s hand, without his leaving his 
; chair, eliminating frequent trips between desk and 
OD) files. 
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$10,000,000.00 Ocean Terminals 
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Concrete Wharves 
Enclosed Fireproof Transit Sheds 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 
Automatic Sprinklers All Buildings 
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Coal and Material Handling Plant 
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on Canal and Harbor Front 
Connecting with All Railroads 
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McBee Vertical-Flat Files 


AN assembly near clerk’s desk puts records within easy 
reach, saving time. Each drawer is a separate unit, 
permitting formations of single-unit drawers in floor space 
ordinarily wasted. 


McBee Rate Desk 


(COMBINES desk and filing facilities, saving floor space. 
As a file for numerous Traffic Department records, it 
saves time wasted on frequent trips between desk and 
filing cases. 


Write for Literature, 
Specifications, Prices 


THE McBEE BINDER CO. 
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but assumed that duty himself (Cleveland, etc., R. Co. vs. Louis- 
ville Tin Co. (Ky.), 111 S. W. 358). And it has been held that 
a consideration is necessary to render a contract of the char- 
acter under consideration valid. (Seaboard Air Line R. Co. vs. 
McRae (Ga.), 80 S. E. 211). The mere fact that the shipper 
had inspected the car (St. Louis, etc., R. Co. vs. Marshall (Ark.), 
86 S. W. 802; Chicago, etc., C. Co. vs. Davis (Ill.), 42 N. E. 382; 
Jones vs. St. Louis, etc., R. C. (Mo.), 91 S. W. 158; Hunt vs. 
Mutt (Tex.), 27 S. W. 1031), or knows of the defects (Ogdens- 
burg, etc., R. C. vs. Pratt, 22 Wall. (U. S.) 123; St. Louis, etc.. 
R. Co. vs. Marshall (Ark.), 86 S. W. 802; Missouri, etc., R. Co. 
vs. McLean (Tex.), 118 S. W. 161), will not exempt the carrier 
from liability caused by such defects. No duty rests on the 
shipper to inspect a car furnished by a carrier or to exercise 
care to know whether the car is in condition (Cleveland, etc., 
R. Co. vs. Louisville Tin, etc., Co. (Ky.), 111 S. W. 358). 

Under the above statement of the law relating to the duty 
of the carrier in the furnishing of equipment and its liability 
for injury to goods resulting from defects therein or to condi- 
tions which render such equipment unsuitable for the trans- 
portation of goods loaded therein, it seems apparent that a 
carrier can be held liable for the injury caused by the presence 
of weevil in the car at the time it was loaded with the flour. 
The law imposes upon the carrier the duty to furnish a car 
suitable for the loading of any goods therein and the shipper 
was justified in assuming that the car furnished was a suitable 
one for the loading of flour. It is true that it has been held 
that where a shipper is afforded an opportunity to select the 
vehicle in which his goods shall be transported and makes such 
selection with knowledge of the defects of the vehicle the carrier 
is not liable for injury resulting therefrom. Schreiver Milling 
and Grain Co. vs. C. G. W., 246 S. W. 647. The contrary was 
held, however, in Devita vs. Payne, 184 N. W. 184. 


The facts as recited by you are not, in our opinion, such 
as to charge you with knowledge of the defects or the unsuita- 
bility of the car for the loading of flour within the purview 
of the decision in the Schreiver Milling and Grain Co. case, 
above referred to, considering this case to be controlling in 
the jurisdiction in which suit would be brought by you, in that 
the unsuitability of the car was not known by your shipping 
department. 


Storage—Notice of Unclaimed Shipment—What Constitutes 


New York.—Question: A less-carload shipment was made 
from one of our plants in July, 1928, to a point in Colorado, and 
our people claim that they did not receive any notice of ship- 
ment being on hand, unclaimed, until the last of December, 
1928. The carrier involved claims that the agent at destination 
sent out unclaimed notice on August 14, 1928, addressed to the 
agent of his line at junction, with copy of that report to our 
plant. You will see that no direct notice was sent, and we 
consider that all storage charges should be refunded, except 
those for the short period assessed after December 30, 1928, 
shipment being returned early in January. In your answer will 
you please cite necessary authorities, etc.? 


Answer: We can locate no decision of the Commission in 
which this specific question was at issue. However, it is our 
opinion that under the principle of the Commission’s decision 
in Turner Lumber and Investment Co. vs. C. & N. W. Ry. Co., 
129 I. C. C. 84, the fact that the notice did not in all respects 
conform with the tariff provisions is not such defect therein 
as warrants a refund of the storage charges accruing after 
August 14. We assume that the copy of the notice to the junc- 
tion agent to which you referred was such as to apprise you 
of the fact that the shipment was on hand at destination un- 
claimed. If it did not do this you are, of course, entitled to a 
refund of storage charges for the period between the date the 
notice should have been sent and the date instructions were 
given the carrier as to disposition of the shipment. 


CHICAGO SHIPPERS’ CONFERENCE 


Two resolutions designed to stimulate plans for the crea- 
tion of adequate airport facilities in the Chicago district were 
passed at the monthly meeting of the Chicago Shippers’ Con- 
ference Association April 10. One was directed to the City 
Council and the other to the House of Representatives of the 
Illinois Legislature. The former stated that “airport develop- 
ment is of vital interest to the shippers of the Chicago district,” 
and that the existing municipal airport was inadequate for 
present needs. Shipping interests of the district would be 
seriously jeopardized, it continued, unless proper improvements 
were made, and it urged that the council appropriate funds 
without delay to carry out the improvement program of the 
airport. 

Following somewhat similar declarations as to the inade- 
quacy of existing airport facilities in the Chicago district, the 
second resolution requested that the House of Representatives 
give favorable consideration to Senate bill No. 74, as amended, 
which proposes the establishment of a state tax to provide 
funds for the development of airports. 
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Lee Dennis has been elected chairman of the Montay 
commission, succeeding Daniel Boyle, resigned. Mr, Dennis 
was formerly chairman of the commission. 

P. J. Ericksen, traffic manager, Steele-Wedeles Company 
Chicago, has resigned, effective April 20, to become traffic man, 
ager of the Grand Union Company. ' 

A. B. Wallace has been appointed assistant freight trag, 
manager, D. L. & W., at New York, succeeding Charles p 
McTague, Maurice Williams has been appointed general freight 
agent at New York, succeeding Mr. Wallace. George Herber 
has been appointed assistant general freight agent at Ney 
York, succeeding Mr. Williams. 

W. R. Wheeler, formerly division traffic agent, Westen 
Electric Company, Inc., New York, has been appointed freight 
traffic manager, Graybar Electric Company, Inc., at New Yor 

The following appointments have been made on the g& 
Louis Southwestern of Texas: L. J, Hausman, assistant gep. 
eral freight agent, San Antonio; H. A. Klein, general agent 
Waco; R. A. Irving, general agent, Houston; W. R. Cunning 
ham, Jr., general agent, El Paso; W. L. Geer, commercial agent 
Phoenix, Ariz., and E. M. Vernon, commercial agent, Amarillo, 

W. G. Wescoat has been appointed assistant general freight 
agent, Wabash, at St. Louis. P. A. Spiegelberg has been a 
pointed assistant general freight agent at St. Louis. 

R. L. Robert has been appointed commercial agent, C, & 
E. I., at Houstoh, Tex., succeeding F. E. Mullins, resigned to 
accept service with another company. 

J. B. Lamson has been appointed manager, commercial de 
velopment department, C. B. & Q., at Chicago. H. L. Ford has 
been appointed agricultural development agent, with office a 
Chicago, succeeding Mr. Lamson. 

S. D. Powers has been appointed general agent, freight de 
partment, New York Central Lines, at Tulsa, succeeding J. L 
Carlton, promoted. J. G. Willock has been appointed general 
agent, freight department, at New Orleans, succeeding Mr. 
Powers. 

W. H. Larson has been appointed general agent, Kansa 
City Southern and Texarkana and Fort Smith, at El Paso, Tex 

F. V. Stark has been appointed assistant traffic manager, 
Southern Pacific Lines, with headquarters at Mexico City, 
Mexico. ; 

George W. Ward, general agent, American Barge Line 
Company, will address the Alumni Association of the College 
of Advanced- Traffic on “Barge Lines and Barge Operations’ 
at a meeting to be held at the Morrison Hotel, Chicago, April 16. 

The general offices of the Armstrong Cork Company and 
the Armstrong Cork & Insulation Company will move, effec 
tive April 15, to Lancaster, Pa. A district office of the trafic 
department has been maintained at Lancaster for a number 
years. It will be merged with the general traffic department, 
which has had its headquarters in Pittsburgh. E. G. Siedle is 
traffic manager. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New Orleans will hold “Loew’s State 
Luncheon” at the Hotel Roosevelt, April 15. Loew’s State 
Theater will provide a speaker. A supper dance will be held 
at the Colonial Country Club, April 20. 


The Grand Rapids Transportation Club will hold a meeting 
at the Rowe Hotel, April 18. Through the courtesy of the B.é 
O., the moving picture “The Fair of the Iron Horse” will 
shown. Dinner will be served. . 


The Traffic Club of St.. Louis will hold a luncheon at the 
New Jefferson Hotel, April 15. Robert W. Kelsoe, directo, 
Community Council and Fund of St. Louis, will speak 
“Calvin Coolidge—The Citizen.” 


The Indianapolis Traffic Club will hold “Shippers’ Night,’ 
a feature event, at the Claypool Hotel, April 18. 


The Junior Traffic Club of St. Louis will hold a traffic cor 
ference at the Warwick Hotel, April 16. N. S. Brown, vice 
president and general solicitor, Wabash, will speak on “Valu 
tion and Consolidation of the Railroads.” A tour will be made 
through the factory of the Kilgen Organ Company, April 2. 
An invitation has been received from the Junior Chamber of 
Commerce to participate in a tour of the Municipal Flying Field, 
Bridgeton, Mo., April 27. ; 


The traffic department of the Cincinnati Chamber of Colt 
merce, Samuel Herndon, manager, in endeavoring to help catty 
out the educational program of the Associated Traffic Clubs of 
America, inserts in its bulletins to members of the chambel, 
little items that Mr. Herndon believes might have that effect. 
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With the last bulletin was a quotation from The Traffic World 
with respect to the promotion of E. L. Dalton to the vice-pres- 
idency of the American Radiator Company, and a statement 
by the U. S. Department of Commerce as to the importance of 
traffic management in business and the purpose of a chamber 
of commerce transportation department. 


Miss Jessie G. Inglis, the newly elected president of the 
Women’s Traffic Club of San Francisco, is connected with the 
traffic department of Norton, Lilly & Company, San Francisco. 
Miss Inglis is a 
charter member of 
the Women’s Traffic 
Club, having served 
on the board of di- 
rectors for three 
years, and previous 
to her election she 
was chairman of the 
program committee. 

The Women’s Traffic 

Club of San Fran- 

cisco was organized 

five years ago. It 

started with a mem- 

bership of twenty- 

five, which has in- 

creased to _ sixty. 

The members are 

women engaged in 

traffic work in vari- 

ous capacities with 

carriers, shippers 

and industrial con- 

cerns. The _ object 

of the club is to 

promote educational 

advancement along 

transportation lines 

and to foster co- 

operation and better 

understanding between shipper and carrier. Meetings of the 
club are held twice a month, one a luncheon meeting and the 
other a dinner meeting, with a speaker at each meeting who is 
an authority on some particular subject relating to traffic. 
Various committees take charge of the different interests of 
the club, including research, foreign trade, membership, program, 
trans-bay, entertainment and reception committees. 





J. L. O’Connell, newly elected president of the Phoenix 
(Ariz.) Traffic Club, was born in London, England, and emi- 
grated to the United States in early youth. He spent most of 
his time until early 
manhood at Omaha, 
Nebraska. His first 
railroad employment 
was from 1902 to 
1907 with the C. St. 
M. & O. Railway at 
Sioux City, Iowa, be- 
ginning as expense 
bill clerk. Eventu- 
ally he was_ pro- 
moted to head bill 
clerk. From 1908 to 
1910, he was em- 
ployed as cashier by 
the Chicago, Mil- 
waukee & St. Paul 
Railway at Yankton 
and Sioux Falls, 
S. D. Leaving the 
Milwaukee, he _ en- 
tered the service of 
the Western Weigh- 
ing and Inspection 
Bureau as packing- 
house auditor and 
traveling agent in 
the Omaha district. 
In 1918 he removed 
to the Pacific coast, 
accepting employ- 
ment with the 
Transcontinental 
Freight Bureau as inspector and traveling agent. Since 1926 
he has been employed by Charles E. Blaine, traffic manager and 
commerce counsel at Phoenix. 








The formation of a women’s traffic club at Birmingham is 
being considered. Mrs. Launa M. Chew, of the Frisco traffic 
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office, has sent out letters soliciting expressions of interest troy 
women engaged in traffic and allied work. 


The Traffic Club of New York will hold a “Spring Dangy 
at the Park Central Hotel, April 25. Dinner will be served and 
there will be a program of entertainment. 


The Birmingham Traffic and Transportation Club held , 
luncheon at the Business and Professional Women’s Club, Appi 
9. There was a program of entertainment. 


The York Traffic Club held a luncheon at “Ralph's,” Apy 
11. T. C. Smith, freight claim agent, Central Railroad of Ney 
Jersey, spoke on “Preventing Loss and Damage to Traffic.” 


The Transportation Club of St. Paul held a luncheon at th 
Union Depot dining room, April 9. William C. Green, attorney 
Todd, Fosness & Green, spoke on “In the Springtime.” Ente. 
tainment was provided. 


The Milwaukee Traffic Club will hold a “stag card party ang 
smoker” at the Plankinton Hotel, April 15. Lunch will be serve 
and prizes will be awarded. Plans for the formation of 4 
bowling league to begin playing in the fall have been formed, 


The Traffic Club of Montreal held a meeting at the Windsor 
Hotel, April 10. William Baird, steamship passenger trafic 
manager, Canadian Pacific, was the speaker. The program jp. 
cluded music and cards. 


The Traffic Club of New England will hold “Athletic Night’ 
at the Copley-Plaza, April 16. Dinner will be served and enter. 
tainment will include seven boxing bouts, wrestling and music. 


The Women’s Traffic Club of San Francisco will hold its 
semi-annual dance and card party on the steamship Harvard, 
through the courtesy of Roy V. Crowder of the Los Angeles 
Steamship Company, May 27. 


The San Antonio Traffic Club held a meeting at the Plaza 
Hotel, April 8. Harry Martyn, of the S. W. Bell Telephone Con. 
pany, was in in charge of the program. 


The Traffic Club of Kansas City held a luncheon at the 
Hotel Baltimore, April 8. Irving Alter, president, Majestic Radio 
Corporation, was the speaker. 


The Motor City Traffic Club of Detroit will hold a dinner 
dance at the Fort Shelby Hotel, April 19. A program of enter 
tainment will be provided. 


The Traffic Club of Wichita will hold a luncheon at the 
Wichita Club, April 18. The attendance committee will be in 
charge of the program. 


RAILWAY EXPRESS OFFICERS 


The Commission has authorized Carl R. Gray, Hale Holden 
and Charles R. Capps to hold positions with Railway Express 
Agency, Inc., in addition to the railroad positions they now 
hold. 


MIDWEST BOARD FORECAST 


The volume of business activity in mid-west territory i 
the second quarter of 1929 will be approximately 18 per cent 
greater than in the corresponding months last year, according 
to advance forecasts of revenue freight car loadings made by 
the various commodity committees of the Mid-West Shippers 
Advisory Board. 


In the second quarter of 1928, 1,089,000 cars were loaded 
with the 26 principal agricultural and industrial products listed 
in the forecast. In the months of April, May and June of 
this year it is expected that the movement of these commod! 
ties will require 1,280,000 freight cars, an increase of 191,000 
cars. 

There will be an increase of 67 per cent in the movement 
of coal and coke, this being partially explained by the fact that 
in the second quarter of 1928 coal movement was exceedingly 
light on account of the heavy storage movement in the early 
months of the year. An increase of 30 per cent is predicted in 
the movement of iron and steel. Potato shipments will it 
crease 15 per cent, while increases of 10 per cent are forecast 
for the movement of grain, petroleum and its products, cemett 
and agricultural implements. 

Ore movement is expected to increase about 8 per ceat 
over the second quarter of 1928, while a 7 per cent increase 
forecast in the movement of machinery. Increases rangilé 
from 2 to 3 per cent are also predicted for poultry and dalty 
products, brick and clay products, lime and plaster, papel 
paper board and prepared roofing, and chemicals and explosives. 

A volume of business approximately equal to that done in 
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the second quarter of 1928 is expected in the movement of salt 
and of fertilizers. 

Decreases are predicted in eight lines, amounting to 56 
per cent in the case of fresh fruits, 36 per cent for fresh vege- 
tables other than potatoes, 20 per cent for hay, straw and alfalfa, 
11 per cent for sugar, syrup and molasses, 10 per cent for 
flour and meal, 7 per cent for live stock, 6 per cent for lumber 
and forest products, and 5 per cent for gravel, sand and stone. 

The total percentage of increase—approximately 18 per 
cent—forecast by the board, is the highest reported by any of 
the thirteen shippers’ advisory boards. 


CENTRAL WESTERN BOARD COMMODITY REPORT 


Carloadings in the territory of the Central Western Ship- 
pers’ Advisory Board in the second quarter of this year will 
show an increase of .4 per cent over the actual loadings in the 
same period of 1928, according to the reports of the commodity 
committees. 

A summary of the reports follows: 


—— Carloadings —— Estimated 
Actual Estimated Increase Decrease 
Advisory Board Classification 1928 1929 Per Cent Per Cent 
Grain, all 33,746 seas 
Flour, meal and other products 11,637 2 4.8 
Hay, straw and alfalfa 2 * 
Fresh fruits 
Potatoes 


11.5 


; ©: 
w 


39.3 


Live stock ; 1 tans 5.0 
3 


Poultry and dairy products..... 

Coal and coke 54,712 
Ore and concentrates........... 14,504 
Gravel, sand and stone 

Salt 

Lumber and forest products..... 
Petroleum and petro. products.. 
Sugar, syrup and molasses 

Iron and steel 

Cement 

Brick and clay products......... 
Automobiles, trucks and parts.. 
Chemicals and explosives 

Canned goods, all canned food 


— 


is) 


* Srv ; 
ee a a ao 


i Sinienmawom: % 


— 
nr 
i) 


—_ 


Total all commodities listed. .262,508 263,525 


The annual meeting of the board will be held at Kearney, 
Neb., June 20. The agricultural council will meet on the after- 
noon of June 19, and the executive committee will meet the 
morning of June 20, prior to the regular board meeting. 


NORTHWEST BOARD MEETING 


The Northwest Shippers’ Advisory Board will hold its 
twenty-seventh formal meeting at Aberdeen, S. D., April 18. 
The forenoon session will be held in the City Hall and the 
luncheon and afternoon session at the Alonzo Ward Hotel. The 
executive committee will hold a meeting the same day, prior 
to that of the board. James T. Gillick, vice-president, C. M. St. 
P. & P., will speak at the forenoon session of the board, and 
J. W. Raish, South Dakota commissioner, will speak immedi- 
ately after the luncheon. The address of welcome will be made 
by R. F. Williamson, president of the Chamber of Commerce 
of Aberdeen. Anticipated car requirements in the various lines 
will be reported by the commodity committees and the railroads 
will report on condition of equipment and other like matters. 


GREAT LAKES BOARD 


Business of the Great Lakes district, as indicated by thirty 
commoddity committee reports presented at the sixth annual 
meeting of the Great Lakes Regional Advisory Board at Toledo, 
O., April 3, will show an increase of 9.6 per cent in the second 
quarter of 1929 as compared with the same period last year. 

Eight hundred shippers, business men, bankers, railroad 
and steamship representatives attended the meeting. Probably 
the most favorable indication for widespread prosperity in the 
territory is the fact that twenty-seven of the thirty committees 
reporting anticipated increased loadings. 

According to F. J. Parker, vice-president of the First Na- 
tional Bank, Detroit, “the year 1929 started under most favor- 
able auspices. The principal lines of industry in this territory 
were at record production, with no unusually large accumula- 
tion of stocks on hand, and every indication that the market 
would continue to absorb the output for some time to come. 
With three months of the year behind us, we look forward with 
keen interest to the immediate future.” 

Chamber of commerce reports from fourteen of the major 
cities in the district indicated a general increase in housing 
for industrial purposes, but a slght let-down in permits for the 
building of residences. Upward of two hundred new industries 
have been added in the district in the past year, according to 
reports submitted to L. G. Macomber, of the Detroit Board of 
Commerce, as chairman. Employment is at a new high peak, 
particularly in Cleveland and Toledo, O., and at Detroit, Lan- 
sing, Flint and Muskegon, Mich., it was said. 

Automobile production of this district set a new high mark 
in the first quarter of the year. That it will continue at an 
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unabated pace in the next three months was predicted in th 
report of Kenneth A. Moore, assistant traffic manager, Nati ’ 
Automobile Chamber of Commerce, who estimated that 1641 
cars would be required to move new motor vehicles ip A 
May and June, an increase of 36,500 cars over the requirement 
of a year ago. Automobile parts and accessories will] Show a 
increase of 10 per cent, according to the estimates. 

An unprecedented movement by lake for transfer to Cars 
was forecast by H. M. Griggs, manager, Coal and Ore Exchang, 
Cleveland. “The total movement of bulk commodities On the 
lakes this season will be the largest we have ever had,” gaiq he 
“The aggregate tonnage will probably exceed 132,000,000 tons 
The season of 1928 was the largest season heretofore, wij, 
127,331,248 net tons being moved. We expect 33,000,000 het 
tons of cargo coal this season, and a total movement of 60,004. 
000 gross tons of iron ore.” ‘ 


Farm and orchard products expect a mixed season, a hegy 
crop of potatoes being available for movement from Michigay 
while fruits and other vegetables show a slight falling off. They 
was a decrease of live stock on the farms reported. Untfayg. 
able prices have retarded the movement of potatoes to marke 
so far this season, it being estimated that not less than 4 
per cent of this season’s crop still remains in the growers’ hands 


The attention of business and industrial men was cally 
to the activities of the United States Department of Commery 
directed toward the elimination of waste in the transfer 
commodities through the various steps from producer to ¢qp. 
sumer, by R. L. Whaley, of the Detroit district office of th 
Bureau of Foreign and Domestic Commerce. “Cost studig 
which include the actual physical movement of goods to marke 
have been instituted which should be productive of results jp 
reducing the spread between producer and consumer,” he said § 


Fred M. Renshaw, traffic commissioner, Buffalo Chambe 
of Commerce, was elected president to succeed Kenneth 4 
Moore, of Detroit. J. W. Montigney, traffic manager, Clevelani 
Tractor Company, Cleveland, was chosen as_ vice-president 
William H. Markle, traffic manager, Diamond Crystal Salt Con. 
pany, St. Clair, Mich., was elected chairman of the executir 
committee. Frank H. Baer, traffic commissioner, Clevelani 
Chamber of Commerce, was reelected as general secretary. 


A summary of the commodity committee reports, compar: 
ing prospective loadings for the second quarter of this year with 
actual loadings in the same period of last year, follows: 


Esti- 

mated 

Estimated, Incr, 

Commodity 1929 % 

Grain, all 27,500 205 

Flour, meal and other mill products...... 34,15 35,5 FH) 

Hay, straw and alfalfa ees 

Other fresh fruits 513 500 925 

Potatoes : 304 

Other fresh vegetables 635 5 9213 

Live stock 

Coal 

Ore and concentrates 

Gravel, sand and stone 

Salt 

Lumber and forest products 

Petroleum and petroleum products........ 16,902 

Sugar, SYFUP ANd MOIASHES. ..5......6. 0600 1,737 

Iron and steel 57,5 

Machinery and boilers 

Cement 

Brick and clay products 

Lime and plaster 

Agricultural implements and vehicles other 
than automobiles 

Automobiles, trucks and parts 

Fertilizers, all kinds 5 

Paper, paper board and prepared roofing. 11,304 

Canned goods—all canned food products 
(includes catsup, jams, jellies, olives, 
pickles, preserves, etc.) 


—Carloads— 
Actual, 


14,000 
13,150 
17,000 
6,600 
189,791 
6,200 
11,500 
2,750 
664,837 


2,900 


Total all commodities listed 728,591 


- *E}stimated decrease, per cent. 
Traffic Survey 


In explanation of the activities of the Department of Com 
merce in connection with the traffic survey, Mr. Whaley said 
in part: 


We are not taking a census of industrial traffic departments. We 
are endeavoring to get a cross section of how traffic is handled, hov 
the departments are now organized; to determine the pertinent fac- 
tors in traffic organizations and the reasons why some industries 
not have traffic departments. Through sampling it is hoped that we 
can clearly illustrate how producing manufacturing and marketiné 
concerns manage their shipping activities in some 14 or more maj 
industries today. 

The study itself is designed to reply to 12 major questions: e 

. How do business institutions look after their shipping 4 
transportation activities, and what is the significance of a traiiic de- 
partment and of adequate traffic management? 

2. What are the various kinds of traffic departments? 

3. What are the functions of traffic departments? 

4. What types of business enterprises have need for traffic 
management? ts’ 

5. What kinds of firms have established traffic department 
What kind have none, and why? a. 

6. How much should a business spend in order to secure adequa 
traffic administration? 
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Fast Freight Service : Mexico 
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va Railways of Mexico 

0,004, 

a From Veracruz to: 
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sa. serving 22 states, or approximately 76% of the 
9 total territory of the Republic. 

eland Weekly Services: New York (Ward Line) 

ident New Orleans (Cuyamel Line — Mexican- For co:mplete information, communicate with 
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elani Through bills of lading issued by Now York City es oe 
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steamship lines to all destinations —F-N. Puente, Gen, Agt. A. Horcasitas.Com. Agt. F.C Lona. Com. Agt 
. ; : Monadnock Bide Whitney Bank Bldg. 301 Marquette Bui 
on the National Railways of Mexico tier |O “eee” eee 
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You will find the P. & P. U. Railway rendering extremely 
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PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Ilinois 
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a What are the different organization plans of traffic depart- 
ments? 

_ 8. How large should a business be in order to justify the organi- 
zation of its traffic functions into a separate department? 

9. What wastes result from an inadequate attention to and 

understanding of traffic matters? 

10. How may wasteful shipping practices be eliminated? (Broad.) 

11. How do traffic departments cooperate with and serve ex- 
ecutive, accounting, legal, financial, production, personnel, purchasing, 
sales and other departments of business concerns? 

12. What is the place and relative importance of the traffic func- 
tions of the modern business organization? 


Digest of New Complaints 


No. a Sub. 8 Quincy North Star Co., Quincy, Ill., vs. Santa Fe 
et al. 

Rates in violation first three sections of act, on strawboard and 

ulpboard egg case fillers and flats, in straight and mixed car- 
oads and in mixed carloads with K. D. wooden egg cases, ex- 
celsior, excelsior pads and cement coated nails, Quincy, IIl., to 
— in Kansas and Nebraska. Asks rates for future and repara- 

on. 
No. 21916. Sub. No. 9. Same vs. A. & S. et al. 

Same complaint and prayer as to same commodities, Quincy, 
Ill., to points in Oklahoma and Texas. 

No. 22096. National Concrete Metal Forms Corporation, Atlanta, Ga., 
vs. C. & O. et al. 

Rating, rate and charges in violation sections 1 and 6 of act, 
on steel floor arches, Huntington, W. Va., to Indianapolis, Ind. 
Asks reparation. 

No. 22097. International Vegetable Oil Co., Atlanta, Ga., vs. Central 
of Georgia et al. 

Unreasonable charges on cottonseed oil, Ga., to 
Chattanooga, Tenn. Asks reparation. 

No. wy eee Radiator Corporation, Johnstown, Pa., vs. B. & 

. et al. 

Rates in violation first three sections of act, on sand, Michigan 
City, Ind., to Johnstown, Pa., as compared with rates to Buffalo, 
N. Y. Asks rates for future and reparation. 

No. , wy res Mfg. Co., Inc., et al., Los Angeles, Calif., vs. Santa 

e et al. 

Unreasonable and prejudicial rates on orchard heaters, San 
Francisco, Los Angeles and Riverside, Calif., to points in Oregon, 
Washington, Idaho, Arizona and New Mexico. Asks rates and 
weights for future. 

No. 22100. Standard Gas Equipment Corporation, Baltimore, Md., vs. 
Lehigh Valley et al. : 

Unreasonable rates and charges on coke, Greenville, N. J., to 

Baltimore, Md. Asks rates for future and reparation. 


Greenville, 
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No. 22101. Pittsburgh & Ashland Coal & Dock Co., Minneapolis Min: 
vs. Northern Pacific et al. a 
Rates in violation first three sections of act and otherwj 
illegal and unlawful, on anthracite coal, coke briquets and other 
fuels, Ashland, Wis., Duluth, Minn., Superior, Wis., and nearby 
points to points in innesota, North Dakota and South Dakote 
Age for a. C ; : 
> ; erry-Burrell Corporation et al., Cedar Rapids 
Santa Fe et al. — &, = 

Rates in violation first three sections of act and Hoch-Smith 
resolution. on strawboard and pulpboard egg Case fillers and flats 
in straight and mixed carloads and in mixed carloads with k D 
wooden egg cases, excelsior, excelsior pads and cement coated 
nails, Tama, Ia., and Peoria, Ill., to points in Nebraska and Kap. 
sas. Ask rates for future and reparation. 

3 a The Kalbfleisch Corporation, New York, N. Y., vs. B. & A 
et al. : 

Rates in violation sections 1 and 3 of act, on rosin sizing, Water. 
bury, Conn., to various New England points. Asks rates for fy. 
ture and reparation. 

. 22104. Loose-Wiles Biscuit Co., Boston, Mass., vs. B. & M. 

Unreasonable rates on bakery goods, from, to and between Bos- 
ton, Mass., and Concord and Manchester, N. H. Asks rates for 
future and reparation. 

_— The Wayne Lumber Co., New York, N. Y., vs. B. & M. 
et al. 

Rates and charges in violation sections 1, 3 and 4 of act, on 
lumber, Northville, N. Y., to Maplewood, Mass. Asks rates for 
future and reparation. 

22106. Mann Boyd & Mann Live Stock Commission Co., Denver 
Colo., vs. T. & P. et al. ; 

Charges in violation section 6 of act, on stock cattle, Midland 
and Odessa, Tex., to South Omaha, Neb. Asks reparation. 

. 22107. Mission Hosiery Mills, A. H. Wittenberg, Inc., Los Angeles, 
Calif., vs. Santa Fe et al. 

Rates and charges in violation sections 1, 2, 3 and 6 of act, on 
silk yarn or tram, Bethlehem and Wilkes-Barre, Pa., to Los 
Angeles, Calif. Asks cease and desist order and reparation. 

; gaia Maryland Railway Co., Baltimore, Md., vs. Penn- 
sylvania. 

Asks that defendant be required to join with complainant in 
establishment of through routes and rates on bituminous coal 
and coke, from mines and ovens on complainant’s lines to points 
on defendant’s lines, which shall be published in complainant's 
tariffs, via junctions which will give to complainant its reasonable 
maximum haul; and to join with complainant in establishment of 
just and reasonable divisions. 

. 22110. Staples Oil Co. et al., Staples, Minn., vs. N. P. 

Illegal and unreasonable charges on automobiles, accessories and 
merchandise, points in Michigan, Ohio, West Virginia and Indiana 
to Minnesota and North Dakota points. Asks reparation. 

. 22111. New Florence (Mo.) Fire Brick Co. et al. vs. A. & E. et al. 

Unreasonable rates on bituminous coal, Illinois mines in Belle- 
ville, Springfield, Centralia, DuQuoin and Southern Illinois groups 
to New Florence, Wellsville and Farber, Mo. Ask rates for fu- 
ture and reparation. 


Docket of the Commission 


NOTE—liItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


April 15—Washington, D. C.—Examiner Glenn: 
* |, & S. 3225—Restriction in absorption of switching charges of Alton 


& Southern R. R 


April 15—Chicago, Ill.—Examiner Harris: 
21299—Premier Malt Products Co. vs. C. & A. R. R. et al. 


April 15—Louisville, Ky.—Examiner Mackey: 
21885—Milroy Milling co. mm, a Cc. CC. & MH. L. Ry. 


April 15—Tampa, Fla.—Examiner Brennan: 
21896—Turner Marble & Granite Co. vs. A. C. L. R. R. et al. 
19865—Turner Marble & Granite Co. vs. A. C. L. R. R. et al. 


April 15—Asheville, N. C.—Examiner Olentine: 
21705—Union Oii Co. et al. vs. Penna. R. R. et al. 
21715—Kelly-Wilson Co. vs. Southern Ry. et al. 


April 15—Washington, D. C.—Examiner Weed: 

Finance No. 7360—Joint Application of C. C. C. & St. L. Ry. and 
N. Y. C. R. R. for certificate of public convenience and necessity 
and of the T. & O. C. Ry. for authority to acquire control, by 
lease, of the Mount Gilead Short Line Ry. 


April 15—Minneapolis, Minn.—Examiner Mattson: 
21450—Watab Paper Co. vs. A. G. S. R. R. et al. 
Portions Fourth Section Application 2060. 
a (and Sub. 1 4, incl.)—Sheffield Elevator Co. vs. P. M. Ry. 


et al. 
21877 (Sub. 5)—Sheffield Elevator Co. vs. Can. Natl. Rys. et al. 
— | ies Elevator Co. vs. C. D. & C. G. T. Jet. 
. R. ot al. 


April 15—New York, N. Y.—Examiner Peterson: 
21780—Kistler Leather Co. et al. vs. P. S. & N. Ry. 


April 15—Pueblo, Colo.—Examiner Pyle: 
19895—Nuckolls Packing Co. vs. A. T. & S. F. 7: et al. 
21774—Colorado Culvert and Flume Co. vs. A. T. & S. F. Ry. et al. 


April 15—Argument at Washington, D. C.: 
17483—Norfolk Port Commission vs. C. & O. Ry. et al. 
20387—Norfolk Tidewater Terminals, Inc., vs. C. & O. Ry. et al. 
20852—City of Newport News, Va., vs. A. & R. R. R. et al. 
19771 (and Sub. 1)—Norfolk-Portsmouth Freight Traffic Commission 
vs. A. & R. R. R. et al. 


April 15—Kansas City, Mo.—Examiners Fuller and Peyser: 
17000—Part 4-A—Rates on refined petroleum products from, to, and 
between points in the southwest. 
Part 4—Rate structure investigation. 
18458—General petroleum investigation, in so far as it pertains 
to rates on petroleum and petroleum products to destinations in 
and within Mississippi Valley. 
amplin Refining Co. vs. A. T. & 8. F. Ry. et al 


April 15—Kansas City, Mo.—Examiner Williams: 
1. & S. 3265—Cancellation of Kentucky stations from list of points 
included in Carolina territory. 
April 16—Pittsburgh, Pa.—Examiner Prout: 
21881—Pocahontas Tanning Co. vs. C. & O. Ry. 
April 16—Little Rock, Ark.—Arkansas R. R. Commission: 
Finance No. 7403—Application Missouri Pacific R. R. for authority 
to construct and operate a track connection at Ft. Smith, Ark. 


April 16—Washington, D. C.—Examiner Sullivan: 
Finance No. 7464—Application Quanah, Acme & Pacific Ry. _for 
authority to construct a line of railroad in Hardeman county, Tex. 
Finance No. 7465—Application Q. A. & P. Ry. for authority to aban- 
don operation under trackage rights over Ft. W. & D. C. Ry. be 
tween Quanah and Acme, Hardeman county, Tex. 
April 16—Kansas City, Mo.—Examiner Williams: 
21912—United Iron Works, Inc., vs. A. T. & S. F. Ry. et al. 


April 16—Chicago, Ill._—Examiner Harris: ; 

21424 (and Sub. 1)—The Shafton Co. et al. vs. F. BE. C. Ry. et al. 
April 14—New York, N. Y.—Examiner Peterson: 

21813—Edward Flor Co. vs. M. K. T. R. R. et al. 


April 16—Philadelphia, Pa.—Examiner Fiedler: 
21965—Ceramic Traffic Assn. vs. A. C. & Y. Ry. et al. 
April 16—Argument at Washington, D. C.: 

1. & S. 3114—Cyanamid and Crude Cyanide from Niagara Falls, Ont., 
to Eastern Trunk Line, New England and C. F. A. points and 
Virginia Cities. 

1. & S. 3187—Cyanamid and Cyanide from Niagara Falls, Ont., to 
certain eastern and New England cities (further argument). 


April 17—Harrisburg, Pa.—Public Service Commission of Pennsylvania: 

Finance No. 7490—Application Buffalo, Rochester & Pittsburgh Ry. 

for authority to acquire control, by lease, of the railroad and prop- 
erty of the Reynoldsville & Falls Creek R. R. 


April 17—Washington, D. C.—Examiner Johnson: 
6469—Application of N. Y. N. H. & H. R. R. for permission to con- 
tinue certain service by water after July 1, 1914. 


April 17—Washington, D. C.—Examiner Davis: 

Finance No. 7493—Joint Application of York and Warwick Telephone 
Corp. and C. & P. T. Co. of Va. for a certificate that the acquisi- 
tion by the latter company of the properties of the former com: 
pany will be of advantage to the persons to whom service is 
be rendered and in the public interest. 

Finance No, 7491—Joint Application of N. J. Bell Telephone Co. 
and Hammonton Telephone & Telegraph Co. for a certificate t 
the acquisition by the former company of the properties of the 

* Finance No. 7533—Joint Application of Richville Telephone Co., Inc. 
and Northern N. Y. Telephone Corp. for a certificate that the pro- 
posed acquisition by the latter company of the telephone proper 
of the former company will be of advantage to the persons 
whom service is to be rendered and in the public interest. 


April 17—Chicago, Ill.—Examiner Harris: 
21890—Van Schaack Bros. Chemical Works, Inc., vs. A. A. R. R. et a 
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2 MUNSON-McCORMICK LINE 

r shaneeapiapininnical ro General Offices, One Federal St., Boston, Mass. 
«: §}| From Baltimore, Philadelphia and FREIGHT AND PASSENGER SERVICE 
New York 

a Bi-Weekly or Fortnightly Danese 

fot DIRECT TO New York New Orleans 

ee LOS ANGELES HARBOR—SAN . 

i SRANCISCO, OAKLAND, PORTLAND, Boston and San Francisco 

we SEATTLE and TACOMA and 

0s Havana and Santiago, Cuba; Jamaica, Panama, 







Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 







MUNSON STEAMSHIP LINE 


Munson —_— 67 Wall St., New York 






For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 California St., 17 Battery Place, 321 St. Charles St., 
San Francisco, Cal. New York, N. Y. New Orleans, La. 
Long Wharf, 140 S. Dearborn St., 

Boston, Mass. Chicago, Ill. 





nch Offices 
Chi: St. Pn Pittsbur Baltimor. 
Pailedsipbie, Mobile, New Orleans ” 
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NEWARK, N. J. 
STORAGE 


ersey 
enfral 









Fastest Service by Sea 
noma and Freight 


merary: ew York—Havana—Panama Canal—Balboa 
- Drees A ep Angeles—San Francisco. 
Through Bills of Lading to or from other Pacific Coast 
orts; also European, bana Indian, Canadian, Hawaiian, 
ar Eastern and Australian ports. 
ssengers’ aut tomobiles. accepted uncrated as baggage at 
 — charge. All steamers equipped for refrigerator 
cargo. 





Located three blocks from the busiest 4 corners in the U. S. A. 


STOR AGE IN TR ANSIT Proposed Sailing Dates 
a Se seal Westbound from New York San ne: a ay 





Mongolia... .. Apr.27 June15 Virginia (new) May 4 June 22 
California (new) May11 June29 Mongolia... . . May 18 July 6 
Virginia (new) . June 1 July13 California (new) June]1 July 20 


Pool Car Distribution 
All Freight Unloaded Under Cover 


From Les Angeles 2nd day following 





ne Grinnell Dry System Sprinkler Throughout ‘) 

“4 fe ee { 

: eciadiiiniamininiiaaeati Panama facifie fine 
» The Central Railroad Co. of New Jersey INTERNATIONAL MERCANTILE MARINE COMPANY 
he For rates and arrangements, apply or write to Pier 61 Nerth River rc. 


1 Breadway, N. Y. 6. 
A 23rd St.) Tel. Theives = Te. Bowligg Green 8300 
180 N. Michigan Ave. Bosten . State Street 
Philadel elphia, Public Ledger Bldg. Baltim Chamber ef Cem- §.- 
San Francisce, 60 ay st. — 2 
Les Angeles, Central Bldg. 


F. W. STOKES, Manager 
NEWARK WAREHOUSE CO., Newark, N. J. 
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April 17—Pittsburgh, Pa.—Examiner Prout: 

21875—H. H. Robertson Co. vs. A. G. S. R. R. et al. 

21907—Vulcan Mold & Iron Co. vs. Penna. R. R. et al. 
April 17—Philadelphia, Pa.—Examiner Fiedler: 

21852—Alan Wood Iron & Steel Co. vs. Reading Co. et al. 
April 17—Washington, D. C.—Examiner Curtis: 

21858—Premier Red Ash Coal Corp. vs. N. & W. Ry. et al. 
April 17—Argument at Washington, D. C.: 

20907—O’Keefe & Merritt vs. C. R. I. & P. Ry. et al. 

21317—Graver Corp. vs. Sou. Ry. et a.l 

a of a ye 1 and 2)—Transcontinental Oil Co. vs. A. & St. A. 

. Ry. et al. 


April 17—New York, N. Y.—Examiner Peterson: 
21864—Battle Creek Food Co. vs. C. C. C. & St. L. Ry. et al. 
21860—Loose-Wiles Biscuit Co. vs. M. P. R. R. et al. 
Portions Fourth Section Appl. Nos, 4218, 4219 et al. 


April 17—Greensboro, N. C.—Examiner Olentine: 
218989—Ziegler Bros. vs. Sou. Ry. 
April 17—Kansas City, Mo.—Examiner Williams: 
21938—Majestic Coal Mining Co. vs. A. T. & S. F. Ry. et al. 
April 18—Kansas City, Mo.—Examiner Williams: 
21854—Douglas Coal Co. et al. vs. C. B. & Q. R. R. et al. 
April 18—Chicago, Ill.—Examiner Harris: . 
21722 (and Sub. 1)—Arcade Manufacturing Co. et al. vs. A. T. & S. 
F. Ry. et al. 
April 18—Sioux Falls, S. D.—IExaminer Mattson: 
21865—South Dakota Penitentiary vs. C. & N. W. Ry. et al. 
1. & S. 3264—Vinegar from Red Wing, Minn., to Sioux City, Ia., and 
Sioux Falls, S. D. 


April 18—New York, N. Y.—Examiner Peterson: 
21900—Union Bag & Paper Corp. vs. D. & H. Co. et al. 
* 21900 (Sub. 1)—Saranac Pulp and Paper Co. vs. D. & H. Co. et al. 
¥ 21900 (Sub. 2)—Kaydeross Paper Co. vs. D. & H. Co. et al. 
April 18—Philadelphia, Pa.—Examiner Fiedler: 
21588—Pennsylvania R. R. et al. vs. Bellefonte Central R. R. et al. 
April 18—Indianapolis, Ind.—Examiner Main: 
21988—Continental Steel Corp. et al. vs. A. T. & S. F. Ry. et al. 
April 18—Dallas, Tex.—Examiner Taylor: ° 
17212—Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 
18697—-Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 


April 18—Argument at Washington, D. C.: 
— (and Sub. Nos. 1 to 3, incl.)—Sweeney, Lynes & Co. vs. A. C. 


R. R. et al. 
a - Sub. 1)—Peninsula Produce Exchange vs. A. C. L. R. R. 
et al. 
20520—Carolina Shippers’ Assn., Inc., vs. A. C. L. R. R. et al. 
20925—G. P. Rose, Jr., vs. L. & N. R. R. et al. 

April 19—Chicago, Il]l.—Examiner Harris: 

* 20391—Pure Oil Co. vs. A. T. & S. F. et al. 

April 19—Washington, D. C.—Examiner Sullivan: 

* Finance No. 7235—Application of Owensboro-Rockport Bridge Co. 
for a certificate of public convenience and necessity authorizing 
the construction of a line of railroad from Owensboro, Ind., to 
Rockport, Ind. 

April 19—St. Louis, Mo.—Examiner Clifford: 

* 1. & S. 3266—Elimination of Routes on Citrus Fruit from points in 
Texas to interstate points. 

April 19—Argument at Washington, D. C.: 

20517—Prine Lumber Co. vs. A. A. R. R. et al. 
21025—Dann-Gerow Co., Inc., et al. vs. A. G. S. R. R. et al. 
20634—Tom Huston Peanut Co. vs. Sou. Ry. et al. 


April 19—Akron, O.—Examiner Prout: 
21868 (and Sub. 1)—J. W. Remark Coal Co. vs. Penna. R. R. 

April 19—Roanoke, Va.—Examiner Olentine: 
21812—Bluefield Produce and Provision Co. vs. A. C. L. R. R. et al. 
21867—-Blue Ridge Talc Co. vs. N. & W. Ry. et al. 
21866—Amicon Fruit Co. vs. A. C. L. R. R. et al. 

* 21777—Amicon Fruit Co. vs. A. C, L. R. R. et al. 

April 19—Kansas City, Mo.—Examiner Williams: 
21992—Yuma Farmers Filling Station vs. A. T. & S. F. Ry. et al. 
21824—Ford Oil Co. et al. vs. A. T. & S. F. Ry. et al. 


April 19—New York, N. Y.—Examiner Peterson: 
21904—-Williamson Veneer Co. vs. B. & O. R. R. et al. 


April 19—Salt Lake City, Utah.—Examiner Pyle: 
21943—Utah Coal Producers’ Assn. vs. D. & R. G. W. R. R. et al. 


April 19—Indianapolis, Ind.—Examiner Main: 
21840—Central Chemical Corp. vs. A. T. & S. F. Ry. et al. 


April 19—Washington, D. C.—Examiner Berry: 
Ex Parte 73—In re Section 3 of the Interstate Commerce Act, as 
amended by section 405 of the Transportation Act, 1920. 


April 19—Boise, Ida.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, hay. 
16502—Board of Railroad Commissioners of State of S. D. vs. C. & 

N. W. Ry. et al. 

19222—-Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—Corporation Commission of Okla. vs. A. & S. Ry. et al. 
Fourth Section Application No. 13040—Hay from S. D. 

April 19—Florence, Ala.—Examiner Mackey: 
21952—King Co. vs. L. & N. R. R. 


April 20—Chicago, Ill.—Examiner Harris: 

20740—James S. Kirk & Co., Inc., vs. C. & N. W. Ry. 

April 20—Kansas City, Mo.—Examiner Williams: 

17854 (Sub. 1)—Fredonia Portland Cement Co. (of Delaware) et al. 
vs. A. T. & S. F. Ry. et al. (further hearing, solely for intro- 
duction of evidence showing amount of damage, if any, sustained 
by complainants on account of any undue prejudice which may 
have existed. In respect of assailed rates and for no other pur- 
pose). 

April 20—-New York, N. Y.—Examiner Peterson: 

* 20644—Caruso, Rinella, Battaglia Co., Inc., vs. A. C. L. R. R. et al. 
latter company will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 

April 20—Tallahassee, Fla.—Examiner Brennan: 

21936—H. Myers vs. A. C. L. R. R. et al. 

April 20—El Paso, Tex.—Examiner Archer: 

t. & S. 3257—Compression and concentration in transit of cotton and 
cotton linter at points in Texas. 

April 20—Argument at Washington, D. C.: 

20546—N. B. Keeney & Son, Inc., vs. O. S. L. Ry. et al. 

21130—Pittston Paper Corp. vs. L. V. R. R. 
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April 22—St. Louis, Mo.—Examiner Clifford: 

Fourth Section Application 13672 filed by I. C. R. R. 

Fourth Section Application 13686 filed by C. G. W. R. R. 

Fourth Section Application 13697 filed by C. & N. W. R. R. 
April 22—Kansas City, Mo.—Examiner Williams: 

21959—Chamber of Commerce of Kansas City, Mo., et al. vs, A. G 

S. R. R. et al. —— 

April 22—Cleveland, O.—Examiner Prout: 

21872—Kelley Island Lime & Transport Co. vs. C. & E. I. Ry. et a) 
April 22—Chicago, Ill.—Examiner Harris: 

21741—E. L. Palmer et al. vs. M. P. R. R. et al. 

21796 (and Sub, 1)—Egyptian Tie & Timber Co. vs. M. P. R. R, et gj 


April 22—Norfolk, Va.—Examiner Olentine: . 
21876—G. W. Capps et al. vs. Nfk. Sou. R. R. et al 


April 22—Montgomery, Ala.—Examiner Mackey: 
21889—Southeastern Plate Glass Co. vs. St. L.-S. F. Ry. et al, 


April 22—Lafayette, Ind.—Examiner Main: 
21688—Matt Schnaible Coal Co. et al. vs. C. & E. I. Ry. et al, 
April 22—Salt Lake City, Utah—Examiner Pyle: 
“la or — Tribune Publishing Co. et al. vs. Bamberger Biec 
. & ot @. , 
April 22—Hartford, Conn.—Examiner Fiedler: 
= and Seymour Mfg. Co. vs. N. Y. N. H. & H.RR 
et al. . 
April 22—Dallas, Tex.—Examiner Taylor: 
13535—Consolidated Southwestern Cases et al. (futher hearing solely 
on question of lawful rates for future application on oil-well Sup. 
plies, ring irons from and to points embraced in said proceedings), 


April 22—Argument at Washington, D. C.: 
20120—Rudy Patrick Seed Co. et al. vs. A. & S. Ry. et al. 
20147—-Mangelsdorf Seed Co. vs. A. T. & S. F. Ry. et al. 
20244—-Miller Bros.’ 101 Ranch, W. A. Brooms and J. 
trustees, vs. A. T. & S. F. Ry. et al. 
April 22—Portland, Ore.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, hay. 
16502—Board of Railroad Commissioners of State of S. D. vs. C& 
N. W. Ry. et al. 
19222—-Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—Corporation Commission of Okla. vs. A. & S. Ry. et al. 
Fourth Section Application No. 13040—Hay from S. D. 
April 22—Springfield, Mo.—Examiner Brown: 
21870—Akin Bros. Canning Co. et al. vs. A. T. & S. F. Ry. et al. 


April 22—New York, N. Y.—Examiner Peterson: 
21974—-Hoover Steel Ball Co. vs. Mich. Cent. R. R. et al. 


April 22—Atlanta, Ga.—Examiner Brennan: 
21928—Standard Oil Co. (Ky.) vs. Sou. Ry. 
April 22—Washington, D. C.—Director Mahaffie: 
20672—-Interstate Commerce Commission vs. K. C. S. Ry. 
April 23—Washington, D. C.—Examiner Berry: 
1. & S. 3253 (1st supplemental order)—Naval stores from southern 
points to eastern destinations. 
‘ 2 S. 3253—Naval Stores from southern points to eastern destina- 
ions. 
a aig illican-Chipley Co. et al. vs. Apalachicola Northern R, R. 
et al. 
19622—Western Paper Makers’ Chemical Co. vs. A. C. L. R. R. et al. 
19782—Empire Size & Chemical Corp. vs. A. B. & C. R. R. et al. 
April 23—St. Louis, Mo.—Examiner Clifford: 
Fourth Section Application 13623, filed by F. A. Leland. 
Fourth Section Application 13695, filed by F. A. Leland. 
April 23—Chicago, Ill.—Examiner Harris: 
19334—Armour & Co. vs. A. T. & S. F. Ry. et al. (further hearing). 


April 23—New York, N. Y.—Examiner Peterson: 
21968—Presbrey-Leland Co., Inc., now operating as the Presbrey- 
Leland Studios, Inc., vs. N. Y. N. H. & H. R. R. et al. 


April 23—Hartford, Conn.—Examiner Fiedler: 
21842—State of Connecticut vs. Penna. R. R. et al. 


April 23—Atlanta, Ga.—Examiner Brennan: 
21827—Dodge County Lumber Co. vs. Sou. Ry. 


April 23—Argument at Washington, D. C.: 
20750 (and Sub. 1)—Watab Paper Co. vs. Nor. Pac. Ry. 


April 24—Gulfport, Miss.—Examiner Mackey: 
* 1. & §S. 3267—Absorption of Handling Charges on Imported Fertil- 
izer at Gulf ports. 
April 24—Chicago, Ill.—Examiner Harris: 
21409 ‘a Sub. Nos. 1 and 2)—Swift & Co. et al. vs. Penna, R. BR 
et al. 
April 24—Richmond, Va:—Examiner Olentine: 
21689—Richmond Mica Corp. vs. A. C. L. R. R. et al. 
21802—W. P. Wood et al., co-partners doing business as T. W. Wood 
and Sons vs. Aroostook Val. R. R. et al. 
April 24—Atlanta, Ga.—Examiner Brennan: 
21805—Southland Pecan Co. vs. A. G. S. R. R. et al. 
April 24—South Bend, Ind.—Examiner Main: 
21830 (and Sub. 1)—South Bend Chapter of Commerce for Empire 
Box Corp. vs. N. J., Ind. & Ill. R. R. et al. 
April 24—New York, N. Y.—Examiner Peterson: 
21960—Pittston Paper Corp. vs. Can. Natl. Ry. et al. 
April 24—Argument at Washington, D. C.: 
Finance No. 6190—Deficit Claim of Calumet, Hammond & S. E. RB. B. 
—* No. 6792—Operation of Line by Mississippi River Wester 
y- 
April 24—St. Louis, Mo.—Examiner Clifford: 
21978 (and Sub. 1)—Manassa Timber Co. vs. St. L.-S. F. Ry. et al 
April 24—Detroit, Mich.—Examiner Prout: 
21851—McCord Radiator & Mfg. Co. vs. A. & R. R. R. et al. 
April 24—San Diego, Calif.—Examiner Archer: 
20300— California Fruit and Produce Co. et al. vs. A. T. & S. F. By. 
et al. 
April 25—South Bend, Ind.—Examiner Main: 
* 1, & S. 3273—Reciprocal Switching Charges at South Bend, Ind. 
April 25—Atlanta, Ga.—Examiner Brennan: 
21528—Georgia Manganese & Iron Co. vs. L. & N. R. R. et al. 
April 25—Boston, Mass.—Examiner Fiedler: 
1. &@S. 8256—Woodpulp, C. L., from mill points in New England 
destinations in N. Y. 
April 25—New York, N. Y.—Examiner Peterson: 
21862—Iroquois Pulp & Paper Co. vs. D. & H. Co. et al. 
21902—Iroquois Pulp & Paper Co. vs. C. N. Ry. et al. 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston... .... Mondays and Thursdays 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 
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Storers, Distributors 
and 
Forwarders 



















if 
General Merchandise 


Pool Car Distribution 


Prompt and 
Intelligent Service 





Consider 


the Time 
Element! 


When you ship to the Orient via Seattle on 

“President Liners” you are assured of fast, 
dependable service over the short route 
to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. The service is direct and 
frequent with sailings every other Saturday. 
orn Arrivals each alternate Monday. Thru bills 
of lading issued to all Oriental ports. 


ire 





al. In addition seven express “Cargo Liners” 
to serve you. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G. ROCHE, Inc. = Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, IIl. 


L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 


THE TRAFFIC WORLD 


PANAMA MAILS.S. CO. | 


Fast Freight and Passenger Service 


Regular Fortnightly Sailings Direct to 


PUERTO COLOMBIA, CARTAGENA, CRISTOBAL, COLON, 
BALBOA, PANAMA CITY, CORINTO, LA LIBERTAD, 
ACAJUTLA, CHAMPERICO and MAZATLAN 


With transshipment service via Cristobal to Punta Arenas, 
San Juan del Sur, Amapala, La Union, San Jose de Guate- 
mala, Acapulco and Manzanillo, Mexico. 

Next Sailing from New York..... April 18 


Intercoastal freight accepted both West and Eastbound, from New York 
to Los Angeles Harbor and San Francisco and from California ports 





to New York. 





Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. 


140 S. Dearborn St., Chicago, Ill. 
10 Hanover Sq., New York, N. Y. 








2 Pine Street, San Francisco, Cal. 
548 S. Spring St., Los Angeles, Cal. 





Member A.W.A. 11th and Jones St. 











































Central 










Calmar Steamship Corporation 


CALMAR LINE—Coast-te-Coast—Via Panama Canal 


SUBJECT TO CHANGE WITHOUT NOTICE 





Voy. Baltimore Philadelphia Los Angeles 
No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
6 PENNMAR Sailed Sailed Sailed 

6 YORKMAR Sailed Sailed Apr. 20 Apr. 25 
6 MASSMAR Sailed Apr. 9 Apr.15| May 6 May11 
6 OAKMAR Apr. 18 Apr. 22| Apr. 24 Apr.30| May 21 May 26 
6 TEXMAR May 3 May 7/| May 9 May15| June 5 Junel0 
5 CUBORE May 18 May 22| May 24 May30/ June20 June25 
7 CALMAR June 3 June 7| June 9 Junel5/ July 6 July 11 

San Francisco 

Vv Oakland Portland Seattle 

No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
6 PENNMAR | Apr.12 Apr.15/| Apr. 18 Apr. 19} Apr.21 Apr. 23 
6 YORKMAR | Apr. 27 Apr.30| May 3 May 4/| May 6 May 8 
6 MASSMAR | May 13 May16| May 19 May 20} May 22 May24 
6 OAKMAR May 28 May31| June 3 June 4/ June 6 June 8 
6 TEXMAR Junel2 Junel5/ June18 Junel9 | June21 June23 
5 CUBORE June27 June30/| July 3 July 4| July 6 July 8 
7 CALMAR July 13 July 16| July 19 July 20} July 22 July 24 
































CALMAR=-SERVICE 


For information regarding rates, etc., apply to: 


CALMAR STEAMSHIP CORP. CALMAR STEAMSHIP CORP. 
Moore & McCormack, Gen. Agts. Swayne & Hoyt, P. C. Agts. 
5 Broadway, New York 240 Front St., San Francisco, Calif. 
Bourse Bldg., Philadelphia, Pa. 122 E. 7th St., Les Angeles, Calif. 
lst Nat. B’k. Bldg., Baltimore, Md. 911 Bd. of Td. Bidg., Portland, Ore. 
Oliver eo Pittsburgh, Pa. 201 Central Bidg., Seattle, Wash. 
Rookery Bldg., Chicago, Ill 
Union Trust Bldg., Cleveland, O. 
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April 25—St. Louis, Mo.—Examiner Clifford: 

21940—Pet Milk Co. vs. M.-K.-T. R. R. 
April 25—Chicago, Ill._—Examiner Harris: 

21213—Liberty Weekly, Inc., vs. A. T. & S. F. Ry. et al. 
April 25—Omaha, Neb.—Examiner Williams: 


21719—C. O. Dawson et al. vs. B. & O. R. R. et al. 


21649 (and Sub. 1)—Barnett Lumber Co. et al. vs. A. V. I. Ry. et al. 


April 25—Tulsa, Okla.—Examiner Brown: 
21810—Empire Refineries, Inc., et al. vs. A. T. & S. 
21884—-Cities Service Gas Co. et al. vs. A. T. & S. 

April 25—Davenport, Ia.—Examiner Mattson: 

1. & S. 3242—Tankage from Davenport, Ia., and related points 
Chicago, Ill., district. 


F. Ry. et al. 
F. Ry. et al. 


THE TRAFFIC WORLD 


to 


21786—Traffic Bureau, Davenport, Ia., Chamber of Commerce et al. 


vs. A. & E. R. R. et al. 


21787—Traffic Bureau, Chamber of Commerce of Rock Island, IIl., 


et al. vs. A. & E. R. R. et al. 


21809—Traffic Bureau. Moline, Ill., Association of Commerce, et al. 


vs. A. & E.R. R. et al. 


April 25—Portland, Ore.—Examiner Pyle: 
—— Exchange, Metolius, Ore., et al. vs. S. P. & S. Ry. 
et al. 


April 25—Dallas, Tex.—Examiner Taylor: 


14760 (and Sub.)—Parkersburg Rig & Reel Co. vs. C. R. I. & P. Ry. 


et al. (further hearing). 


14906 (and Sub. 1)—Parkersburg Rig & Reel Co. vs. M. K. & T. Ry. 


et al. 
16454—Parkersburg Rig & Reel Co. vs. Osage Ry. et al. 
20305—Parkersburg Rig & Reel Co. vs. B. & O. R. R. et al. 
20601—Parkersburg Rig & Reel Co. vs. B. & O. R. R. et al. 
21844—-Parkersburg Rig & Reel Co. vs. B. & O. R. R. et al. 


13506—Parkersburg Rig & Reel Co. vs. St. L.-S. F. R. R. et al. 
12056—Parkersburg Rig & Reel Co. vs. Director General, as agent 


B. & O. R. R. et al. (further hearing). 


April 25—Seattle, Wash.—Examiner Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, hay. 
16502—Board of Railroad Commissioners of State of S. D. vs. C. 
N. W. Ry. et al. 
19222—-Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—Corporation Commission of Okla. vs. A. & S. Ry. et al. 
Fourth Section Application No. 13040—Hay from S. D. 


April 26—Washington, D. C.—Examiner Curtis: 


& 


21703—Wm. Schluderberg-T. J. Kurdle Co. vs. B. & O. R. R. et al. 


April 26—Tulsa, Okla.—Examiner Brown: 
* 20924—Black, Sivalls & Bryson, Inc., vs. B. & O. R. R. et al. 
April 26—Jackson, Miss.—Examiner Mackey: ; 
21754—- Jackson Traffic Bureau for Mississippi Cotton Oil Co. vs. 
Cc. R. R. et al. 


z. 


18482—Jackson Traffic Bureau for Taylor Wills Grocery Co. vs. A. 
& V. Ry. et al. (Solely with respect to the paying and bearing 


of the charges on shipments involved). 

21180—Buckley-Young Co. vs. A. G. S. R. 

April 26—Ft. Wayne, Ind.—Examiner Main: 
21925—S. J. Peabody Lumber Co. vs. Penna. R. R. et al. 
21686—S. J. Peabody Lumber Co. vs. Penna. R. R. et al. 
21694—-S. J. Peabody Lumber Co. vs. Penna. R. R. et al. 

April 26—Boston, Mass.—Examiner Fiedler: 
21828—Case Mfg. Co. vs. N. Y. N. H. & H.R. R. et al. 
21670—Hannaford Bros. Co. et al. vs. A. C. L. R. R. et al. 

April 26—Argument at Washington, D. C.: 
17000—Part 9, Live Stock—Southern territory rates. 
18487—Atlanta Live Stock Dealer et al. vs. L. & N. R. R. et al. 
18500—Southeastern Live Stock Assn. vs. A. & R. R. R. et al. 
18559—Ky. Farm Bureau Federation vs. C. & O. Ry. et al. 


April 27—Oklahoma City, Okla.—Examiner Brown: 
21758—J. B. Burwell Supply Co. vs. C. R. I. & P. Ry. et al. 


April 27—Chicago, Ill.—Examiner Harris: 


R. et al. 


21481—Central Union Petroleum Marketers’ and Consumers’ Assn. 


et al. vs. A. & E. R. R. et al. 


April 27—Boston, Mass.—Examiner Fiedler: 
21847—Hill Lumber Co. et al. vs. D. & H. Co. et al. 


April 27—Ft. Wayne, Ind.—Examiner Main: 


18911—Edgerton Mfg. Co. vs. A. & R. R. R. et al. (further hearing, 
solely with respect to allegation that rates assailed were subject 


to Rule 77). 
April 27—Seattle, Wash.—Examiner Pyle: 
Finance No. 
Ry. for permission to abandon a certain line of railroad. 


April 29—Chicago, Ill.—Examiner Fuller: 


5901—In the matter of application of Northern Pacific 


* 21939—-Sand, gravel and crushed stone from Indiana and Illinois 


points to destinations in Illinois. 


* 1, & S. 3093—Sand, gravel and crushed stone from Indiana points 


to destinations in Illinois. 


* 21372—Ohio & Indiana Stone Co. et al. vs. C. C. C. & St. L. Ry. 


et al. (further hearing). 


April 29—Chicago, I]l.—Examiner Harris: 
* 1, & S. 3271—Cement from IIl., Ind., 
Miss. River Crossings, when destined to Ark. and La. 


April 29—Hastings, Neb.—Examiner Williams: 


Ia., Ky., Minn. and Wis. to 


21702—Chamber of Commerce, Hastings, Neb., et al. vs. C. & N. 


W. Ry. et al. 

April 29—Cincinnati, O.—Examiner Clifford: 
21757—O. A. Smith Agency, Inc., vs. A. C. L. R. R. et al. 
21779—O. A. Smith Agency, Inc., vs. A. C. L. R. R. et al. 
21804—O. A. Smith Agency, Inc., vs. A. C. L. R. R. et al. 
21916 (and Sub. 1 to 3, incl.)—The O. A. 

A. V. I. Ry. et al. 
21954—-The O. A. Smith Agency, Inc., vs. B. & O. R. R. et al. 


Smith Agency, Inc., vs. 


21916 (Subs. 4 and 5)—Creamery Packing Mfg. Co. vs. A. T. & S. F. 


Ry. et al. . 
April 29—Memphis, Tenn.—Examiner Mackey: 
21778—National Cottonseed Products Corp. vs. Sou. Ry. et al. 
Portions Fourth Section Appl. 1548 and 3965. 
April 29—Dallas, Tex.—Examiner Taylor: 


1739—Texas Pacific Coal & Oil Co. vs. A. T. & S. F. Ry. et al. 


April 29—Washington, D. C.—Assistant Director Burnside: 
21032—Interstate Commerce Commission vs. B. & O. R. R. 
21678—Business Protective Association vs. B. & O. R. R. 


April 29—Argument at Washington, D. C.: 
20540—Manistee & N. E. Ry. vs. A. A. R. R. et al. 
20720—Michigan Fruit House vs. Mich. Cent. R. R. et al. 
20882—McDowell County Wholesale Co. vs. N. Y. C. R. R. et al. 
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April 29—Washingten, D. C.—Examiner Curtis: 
19852—-Castanea Paper Co. vs. A. C. & H. B. Ry. et al. 
20630—J. Fred Amsden vs. Can. Natl. Ry. et al. 

21990—N. Y. & Pa. Co. vs. D. & H. Co. et al. 

April 29—Ft. Wayne, Ind.—Examiner Main: 
21819—A. Moyer & Co. vs. I. C. R. R. et al. 

April 29—Boston, Mass.—Examiner Fiedler: 

21806 (and Sub, 1)—Metropolitan Coal Co. vs. B. & A. R. R, 

April 29—Galesburg, Ill.—Examiner Mattson: 
21975—Abingdon Sanitary Mfg. Co., Inc., vs. Erie R. R. et al, 

April 29—Seattle, Wash.—Examiner Pyle: 
a oe Coast Lumbermen’s Assn. 

et al. 
22087—California White & 
C. & Y. Ry. et al. 

April 29—New York, N. Y.—Examiner Peterson: 
16531—Hammersley Mfg. Co. vs. Erie R. R. et al. 
17326—Clifton Paper Mills vs. N. Y. S. & W. R. R. et al. (furth 

hearing, solely for purpose of determining amount of reparation 
due complainants on shipments originating at New York), “ 

April 29—Los Angeles, Calif.—Examiner Archer: 
20593—-Los Angeles Soap Co. vs. A. T. & S. F. Ry. et al. 

April 30—Buffalo, N. Y.—Examiner Prout: 
21283—Corn Exchange of Buffalo, Inc., et al. vs. B. & O. R. R. et aj 

April 30—New York, N. Y.—Examiner Peterson: 
20673—Maritime Contracting Corp. vs. B. & O. R. R. et al. 

April 30—Boston, Mass.—Examiner Fiedler: 
21693—Edward Rose Co. vs. B. & M. R. R. et al. 

April 30—Ft. Wayne, Ind.—Examiner Main: 
jaa ae en ae Co. vs. Penna. R. R. et al. 

(and Sub. Nos. 1 to 6, inel.)—Perrine-Armstrong Co. vs. Ry 
R. R. et al. oo 

April 30—Oklahoma City, Okla. 

20328—Sub. 
Ry. et al. 

April 30—Memphis, Tenn.—Examiner Mackey: 
21981—Webb Press Co., Inc., vs. A. G. S. R. R. et al. 

April 30—Los Angeles, Calif.—Examiner Archer: 
21927—Boyle Mfg. Co. vs. S. P. Co. et al. 

May 1—Ft. Wayne, Ind.—Examiner Main: 
20700—United States Graphite Co. vs. B. & O. 
21572—United States Graphite Co. vs. B. & O. 

May i—Boston, Mass.—Examiner Fiedler: 

21768 (and Sub. 1)—Heywood-Wakefield Co. vs. B. & M. R. R. etal, 


May 1—Phoenix, Ariz.—Examiner Disque: 
Fourth Section Application 13638, filed by Sou. Pac. Co. 
Fourth Section Application 13639, filed by Sou. Pac. Co. 


May 1—Helena, Mont.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, hay. 
16502—Board of Railroad Commissioners of State of S. D. vs. C.é 
N. W. Ry. et al. 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—Corporation Commission of Okla. vs. A. & S. Ry. et al. 
Fourth Section Application No. 13040—Hay from S. D. 


May 1—Oklahoma City, Okla.—Examiner Brown: 
a eo 1)—Oklahoma Portland Cement Co. vs. A. T. &§. 
" Ry. et al. 


May 1—Ashland, Ky.—Examiner Clifford: 
— Sub. 1)—Ashland Refining Co., Inc., vs. A. G. S. RR 
et al. 


May 1-2-3—Argument at Washington, D. C.: 

* a aw Structure Investigation. Part 4, petroleum and petroleum 

products. 

* 18458—Rates on petroleum and petroleum products within the ter- 
ritory on and east of Mississippi River and south of Ohio River 
and east of Indiana-Illinois state line, and from points withuot to 
points within said territory. 

17451—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 

17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 

18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 

18007—-Mid-Continent Refiners Traffic Assn. vs. A. & S. Ry. et al. 

18061 (and Sub. 1)—Transcontinental Oil Co. vs. A. & V. Ry. et al. 

18199—-Standard Oil Co. of Ky. vs. A. & V. Ry. et al. 

18253 (and Sub. 1 and 2)—Texas Co. vs. A. & R. R. R. et al. 

18413—Indiana Oil & Refining Co. vs. A. & V. Ry. et al. 

18451—Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 

1. & S. 2936—Petroleum from Chicago, Ill., and St. Louis, Mo., groups 
to Miss. Valley points. 

1. & S. 3012—Petroleum and petroleum products from southwest to 
southeast. 

* 15373—Piedmont Oil Co. vs. A. & V. Ry. et al. 

* 16684—Florence Chamber of Commerce vs. A. & V. Ry. et al. 


May 2—Oklahoma City, Okla.—Examiner Brown: 
15026—Oklahoma Millers’ League vs. A. & M. R. R. et al. (supple 
mental complaint for reparation) (in so far as it concerns ra 
from points in Oklahoma to destinations in Louisiana west of 
River, including points on west bank thereof, and to Miss. River 
Crossings in Miss. and La. on west bank thereof). 
May 2—Kansas City, Mo.—Examiner Williams: 
21993—Midwest Coal Traffic Bureau vs. A. V. I. Ry. et al. 
May 2—Boston, Mass.—Examiner Fiedler: 
19876—New England Milk Rate Committee et al. vs. B. & M. R. R. 
(N. Y. C. R. R., lessee), et al. 
May 3—Chicago, Ill.—Examiner Fuller: . 
— ee 1)—McGrath Sand & Gravel Co. vs. A. T. & Ss. F. 
y. et al. 


May 3—Chicago, Ill.—Attorney-Examiner Disque: Fi 
15234—In the Matter of Divisions of Freight Rates in Western an 
Mountain-Pacific territories. Fi 
(Further hearing to extent that so-called trans-continental am 
Trans-Missouri divisions are concerned.) 
May 3—Charleston, W. Va.—Examiner Clifford: 
* 21898—Logan Hardware & Supply Co. et al. vs. A. & R. R. R. et a 
May 3—Spokane, Wash.—Examiner Pyle: 
21482—Inland Empire Manufacturers’ Assn. vs. A. & S. 


May 3—Washington, D. C.—Examiner Curtis: 
21630—American Tar Products Co. vs. A. B. & C. R. R. et al. 


et al. vs. A. C. & Y, Ry 


Sugar Pine Manufacturers’ Assn. Vs. A 


Examiner Brown: 


1—Okemah Wholesale Grocery Co. vs. A. T. & S&F 


R. R. et al. 
R. R. et al. 


Hee GDH 


Hee GE HEH G 


* 


Ry. et al 





Apr 


2 
C 





n 





No, 5 THE TRAFFIC WORLD 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing = in One Book! 
Send for Sample Shee 


G. R. Leonard "& Co. 


















; Ghieagete and Kaneas City’s Most Stedions Warehouses 


MERCHANDISE STORAGE an? 
0 Carload POOL CAR CAR eee | 












CrooKS TERMINAL WAREHOU 






















































: 7 CHICAGO, Li. ___ KANSAS CITY, MO. » MO. 155 N. Clark St., Chicago 15 E. 26th St., New York 
INAL WAREHOUSES OF ST. JOSEPH, Inc. MEMBERS A.W.A. O.W.A 
te ST. JOSEPH, MISSOURI 
GEOGRAPHICALLY “—r 
LOCATED TO RENDER saan GCA cla PSERVICE. 
| ee. SS | et dale 
nO SERVICE . oS 
. MERCANTILE WAREHOUSING ANS DISTRIBUTING 
“I NEW ORLEANS 
i nVV ORLEAT MERCHANDISE STORAGE and 


we bave a distributing depot for package freight, op- POOL CAR DISTRIBUTION 


erated for the particular service of the traffic manager 


by a specialized organization that will handle orders as . petri > 
Sally Gall Gaadlly on gear ean diesen deaamen. Warehouses Located in Heart of Railroad District and Jobbing Trade 


COMMERCIAL WAREHOUSES oft FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 SOUTH FRONT STREET, MEMPHIS, TENN. 


ICE: 
201 Iberville 


Bs AUSTRALIA 


FAST DIRECT SERVICE — PASSENGERS AND FREIGHT 
TRANSATLANTIC STEAMSHIP CO., LTD. 


Si Rearing | gt Se, | vik Sen: | SS. ROKEN 
al April 15 May 10 
April 18 May 4 
May 6 
& §. April 28 =| April 26 May 18 
April 23 April 30 May 23 
Due 
June 18 June 12 
JR GENERAL MERCHANDISE STORAGE SYDNEY Fone 34 poet 
Distribution NEWCAS June 28 
The only modern Merchandise Warehouse fully equi: and centrall 
eum located in the City of Rochester. — . July 11 June 27 
Insurance rate 12 cents per $100.00. 
a Located on private siding of the Buffalo, Rochester & Pittsburgh Railway, GENERAL STEAMSHIP CORP. 
t to enjoying switching at flat Rochester rate with all steam roads. 240 Battery Street E. L. McCONNAUGHEY & CO., INC. 


ral Age 


B.R. & P. WAREHOUSE, Inc., Rochester, N. Y. San Francisco 327 S. 1Selie St., CHICAGO 





i, 


JUST OFF THE PRESS 
LISTS OF I. C. C. TRAFFIC DECISIONS 


1. Arranged under complainants’ names 
Vol. 87 to 148 inc. Over 6000 decisions 








ups . 
tt Chicago $2.50 per copy 
i ° i i 2. Arranged under docket numbers 
Des Moines Omaha- Sioux City Vol. 101 to 148 inc.—complaint cases 
f- Over the shortest route! Choice of those who $1.00 per copy 
ns seek comfort and friendly service. Vol. 1 to 148 inc.—I. & S. Cases 
-- Ask any Milwaukee Road agent for information $1.00 alt 


GEO. B. —_—— img: hue Manager Address 
| epilannenas CAPITAL TRAFFIC SERVICE BUREAU 
. Oe MILWAUKEE -ROAD 513 Mills Building, Washington, D. C. 


ELECTRIFIED OVER THE ROCKIES TO THE SEA 450-50 





0 nat orroxe WATERBURY -_ THRU RATES AND 







nd ANSONIA —— ee - 
nd "Devons coma NEW HAVEN —_— D SRECT WATER ROUTES 
eo ' este WESTERLY ft rom Lenten endl aie ,. ee 







. eat f C. F. A., W. T. L., Inter-Mountain, 
: To aut LONG ISLAND SOUND exam BOAT SERVICE O South and Southwest 
Pau west CN wees STORE DOOR DELIVERY CLYDE, OLD DOMINION, SAVANNAH, 





aoe ar our own woToR TRUCKS ZG MALLORY and MORGAN S. S. LINES 
K 
WAL POWTS souTH BOAT AND RAN. THAMES RIVER LINE, INC., Pier 32 E. R., New York City, ©**®ST 5; Fuchs. 





930 


“May 4—Harrisburg, Pa.—Examiner Prout: 
21839—Jersey Cereal Co. vs. A. A. R. R. et al. 


May 4—Lima, O.—Examiner Main: 

21906 (and Sub. 1)—Crane & MacMahon, Inc., vs. L. & N. R. R. et al. 
Portions Fourth Section Appl. 1952. 

May 6—Washington, D. C.—Examiner Simons: 

* 15085—State Corporation Commission of N. M. et al. vs. A. T. & 
S. F. Ry. et al. (further hearing, only for purpose of determining 
extent to which each of the factors was responsible for unrea- 
sonableness of the through rates). 

* 18221—Mineral Mining & Milling Corp. vs. A. T. & S. F. Ry. et al. 


May 6—Newton, N. J.—Examiner Peterson: 
18815—Ira Casterline, Inc., vs. Erie R. R. et al. (further hearing). 
21277—-Ira Casterline, Inc., vs. Erie R. R. et al. 
22003—-Sussex County Fuel Club vs. Erie R. R. 


May 6—Boston, Mass.—Examiner Fiedler: 
1. & S. 3268—Woodpulp between points in New England territory. 


May 6—Atlanta, Ga.—Examiner Hoy: 
20877—Rates on salt to and between points in Southern territory. 
16133—Jackson Traffic Bureau vs. A. & V. Ry. et al. 
17032—Florence Chamber of Commerce ys. A. & V. Ry. et al. 
17117—Hudson & Thompson et al. vs. N. I. & N. R. R. et al. 
20657—Jackson Traffic Bureau vs. A. & V. Ry. et al. 
Fourth Section Appl. 2056, 2057, 2060, 601, 542, 1548, 3965, 2138, 2045, 
1563, 1787 and 2043. 
20829—Chattanooga Mfgrs. Assn. et al. vs. S. P. Co. et al. 
20844 —ae Sub. 1)—Americus Grocery Co. et al. vs. A. G. S. 
et al. 
20809—Birmingham Traffic Assn. vs. I. C. R. R. et al. 
20926—Cherokee Mills et al. vs. L. & N. R. R. et al. 
21749—Ohio Salt Co. vs. C. & E. R. R. et al. 
May 6—Sherman, Tex.—Examiner Brown: 
20960 (and Sub. 1)—Chapman Milling Co. vs. C. R. L & G. Ry. et al. 


May 6—Chicago, Ill.—Examiner Smith: 
18589 (and Sub. 1)—Tomahawk Pulp & Paper Co. 
Rys. et al. 
May 6—Washington, D. C.—Examiner Curtis: 
22082—Manufacturers’ Ry. vs. A. & W. Ry. et al. 
May 6—Washington, D. C.—Assistant Director Burnside: 
Finance No. 4107—Claim of Gideon & North Island R. 
Section 204. 
oy 6—Washington, D. C.—Director Mahaffie: 
72 (Sub. 1)—Interstate Commerce Commission vs. M.-K.-T. R. R. 


May 7—San Francisco, Calif—Examiner Archer: 
1. & S. 3251—Lumber from Pacific Coast points to destinations in 
Colo., N. M. and Tex. 


May 7—Dallas, Tex.—Examiner Brown: 

18102—Boren-Stewart Co. et al. vs. A. 

May 7—Chicago, Ill.—Examiner Smith: 
21294—-Thomas S. Smith & Co. et al. vs. C. & A. R. R. et al. 

Portions Fourth Section Appl. Nos. 2045, 1952, 2138 et al. 

May 7—Albany, N. Y.—Examiner Rogers: 

Ex Parte 38—In the matter of rules and instructions for inspection 
and testing of steam locomotives and tenders in accordance with 
act of February 17, 1911, as amended (with respect to petition 
of N. Y. C. R. R. for exemption of its steam locomotives from 
requirements of rule 116 (i) relating to cab storm windows). 


May 8—Argument at Washington, D. C.: 

* 18955—North American Creamery Co. vs. Amer. Ry. Exp. Co. et al. 

* 1, & S. 3252—Livestock from points west of Mississippi River to 
eastern destinations. 

May 8—San Francisco, Calif.—Examiner Archer: 

Fourth Section Application 13669, filed by F. W. Gomph. 

Finance No. 7495—Joint Application of Public Utilities California- 
Corporation and Nevada-California & Oregon Telephone & Tele- 
graph Co. for a certificate that the acquisition by the former 
company of the properties of the latter company will be of ad- 
vantage to the persons to whom service is to be rendered and in 
the public interest. 

May 8—Memphis, Tenn.—Examiner Waters: 

1. & S. 3250 (and ist supplemental order)—Sand, gravel, slag, stone 

and chert between, from and to points in Miss. Valley points. 


May 8—Birmingham, Ala.—Examiner Hoy: 
77—Rates on salt to and between points in Southern territory. 
16133—Jackson Traffic Bureau vs. A. & V. Ry. et al. 
17032—Florence Chamber of Commerce vs. A. & V. Ry. et al. 
17117—Hudson & Thompson et al. vs. N. I. & N. R. R. et al. 
20657—Jackson Traffic Bureau vs. A. & V. Ry. et al. 
Fourth Section Appl. 2056, 2057, 2060, 601, 542, 1548, 3965, 2138, 2045, 
1563, 1787 and 2043. 
20829—Chattanooga Mfgrs. Assn. et al. vs. S. P. Co. et al. 
20844 _— Sub. 1)—Americus Grocery Co. et al. vs. A. G. S. R. R. 
et al. 
20809—Birmingham Traffic Assn. vs. I. C. R. R. et al. 
20926—Cherokee Mills et al. vs. L. & N. R. R. et al. 
21749—Ohio Salt Co. vs. C. & E. R. R. et al. 


May 8—Chicago, Ill.—Examiner Smith: 
21955—-Darling & Co. vs. B. & Ar. R. R. et al. 


May 9—Argument at Washington, D. C.: 

* 20572—Celotex Co. vs. A. C. & Y. Ry. et al. 

* 17544—Celotex Co. vs. A. C. & Y. Ry. et al. 

* 1, & S. 3138—Chipboard, fiberboard and pulpboard from gulf ports 
to eastern points. 

* 20940—Robert Gaylord Co. vs. C. C. C. & St. L. Ry. et al. 

* 20955—Indiana Coke & Gas Co. et al. vs. C. C. C. & St. L. Ry. et al. 

* 21050—Schaeffer Griffin Co. vs. C. C. C. & St. L. Ry. et al. 


May 9—Albany, N. Y.—Examiner Rogers: 

Ex Parte 38—In the matter of rules and instructions for inspection 
and testing of steam locomotives and tenders in accordance with 
act of February 17, 1911, as amended (with respect to petition 
of B. & M. R. R. for exemption of certain of its steam locomo- 
ee mg requirements of rule 116 (i) relating to cab storm 
windows). 


May 9—San Francisco, Calif.—Examiner Archer: 

21463—Jensma Creamery Co. et al. vs. A. T. & S. F. Ry. et al. 
May 9—Chicago, Ill.—Examiner Smith: 

21915—Interstate Power Co. vs. A. T. & S. F. Ry. et al. 


May 9—Minneapolis, Minn.—Examiner Pyle: 
3260—Potatoes from Mich., Minn., N. D. and Wis. to south- 


et al. 


KR. Rf. 


vs. Can. Natl. 


R. under 


T. &S. F. Ry. et al. 


ern points. 

10—Argument at Washington, D. C.: 
14—Acme Coal Co. et al. vs. B. & O. R. R. 
BR. RR. 


"3 
* 20887—Acme Coal Co. et al. vs. B. & O. 


et al. 
et al. 
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* 20149—Clay Products Traffic Assn. of St. Louis 
Y. Ry. et al. 


May 10—San Francisco, Calif.—Examiner Archer: 
21561—Consolidated Copper Mines Corp. vs. Ney. 


May 10—Chicago, IIl._—Examiner Smith: 
21931 (and Sub. 1)—Whitacre-Greer Fireproofing Co 
Chicago Terminal R. R. et al. : 
21725—Wm E. Dee Co. vs. A. & W. Ry. et al. 


May 10—Galveston, Tex.—Examiner Brown: 
21911—Southern Traffic and Audit Assn. vs. I. 


1 ye ag ne sen Hoy: 
—Rates on salt to and between points in Southe 
16133—Jackson Traffic Bureau vs. A. & V. Ry. et al. rm Corriteny, 
17032—Florence Chamber of Commerce ys. A. & V. 
17117—Hudson & Thompson et al. vs. N. I. & N. R. 
San dee Traffic Bureau vs. A. & V. Ry. et al, 
our ection Appl. 2056, 2057, 2060, 601, 542, 1548, 3 
1563, 1787 and 2043. 965, 2138, 
20829—Chattanooga Mfgrs. Assn. et al. vs. S. P. Co. et al 
20844 (and Sub. 1)—Americus Grocery Co. et al. vs. A. G. §, R 
et al. ™ 
20809—Birmingham Traffic Assn. vs. I. C. R. R. et al. 
20926—Cherokee Mills et al. vs. L. & N. R. R. et al. 
21749—Ohio Salt Co. vs. C. & E. R. R. et al. 
May 10—Washington, D. C.—Examiner Fuller: 
21894—Lehigh Stone Co. vs. B. & O. R. R. et al. 
May 13—Pine Bluff, Ark.—Examiner Brown: 
21773—Pine Bluff Grain Exchange for Cook-Bahlau Feed wf ty 
et al. vs. St. L. S. W. Ry. et al. one 
May 13—Chicago, Ill.—Examiner Smith: 
20526—North Shore Material Co. vs. C. & N. W. Ry. 
hearing). 
May 13—Cincinnati, O.—Examiner Hoy: 
20877—Rates on salt to and between points in Southern territory 
16133—Jackson Traffic Bureau vs. A. & V. Ry. et al. : 
17032—Florence Chamber of Commerce vs. A. & V. Ry. et al, 
17117—Hudson & Thompson et al. vs. N. I. & N. R. R. et al, 
20657—Jackson Traffic Bureau vs. A. & V. Ry. et al. 
Fourth Section Appl. 2056, 2057, 2060, 601, 
1563, 1787 and 2043. 
20829—Chattanooga Mfgrs. Assn. et al. vs. S. P. Co. et al. 
20844 ‘am Sub. 1)—Americus Grocery Co. et al. vs. A. G. SRR 
et al. 
20809—Birmingham Traffic Assn. vs. I. C. R. R. et al. 
20926—Cherokee Mills et al. vs. L. & N. R. R. et al. 
21749—Ohio Salt Co. vs. C. & E. R. R. et al. 


May 14—Chicago, Ill.—Examiner Smith: 
21761—Henry Marble Co. et al. vs. B. & O. R. R. et al. 

* |, & §. 3270—Marble, granite and stone from Boston, Mass,, aj 
New York, N. Y., to Chicago, Ill., Peoria, Ill., and Milwaukee, Wis 

* 21174—Beidster Marble Co. et al. vs. A. A. R. R. et al. 

* 21351 (and Sub. 1 to 4, inel.)—Koken Companies vs. M. P. RR 
et al. 

* 21560—Empire Marble Co. et al. vs. B. & O. R. R. et al. 

* 21592—McClymont Marble Co. vs. C. M. St. P. & P. R. R. et al 

* 21728—Chester N. Marthens Marble Co. vs. B. & O. R. R. et al, 


POSITIONS WANTED OR OPEN 


The rates for classified advertisements are as follows: First | 
sertion, $1 per line; minimum charge $3; succeeding Insertions, w 
line, 50 cents; 10 words to the Iine; numbers and abbreviations count# 
as words; 6 point type; payable In advance. Answers to keyed i: 
vertisements forwarded free of aoe and all correspondence heli 
in strict confidence. THE TRAFFIC WORLD, 418 South Mark 


street, Chicago, Ill. 


District vs, A. 4 


Nor. Ry, et al, 


vs. B. & 9 


-G. N. R. R, et al, 


~ 


et al. (further 


POSITION WANTED—Young man, age 25, now employed in ta 
iff department of a leading railroad, desires traffic position withi 
future. Address S. G. H. 202, care Traffic World, Chicago, IIl. 


POSITION WANTED—Young man, single, studying traffic, thre 
years’ industrial experience, desires connection anywhere. Addres 
H. O. N. 196, care Traffic World, Chicago, IIl. 


POSITION WANTED—Traffic executive, now employed, desires 
traffic connection with industrial or commercial organization; a 


42: twenty years’ experience in railroad and commission work. At 
dress R. S. 206, care Traffic World, Chicago, IIl. 


BALTIMORE, MD. 


STORAGE WAREHOUSE 


Cold Storage t-! General Storage 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., yoo 2none ora Fecsont St 


HAMMOND, IND. 


In the Chicago Switching District 


General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 


} 
| 


| 
HE GREAT LAKES WHSE. CORP. | 


HAMMOND, INDIANA 


542, 1548, 3965, 2138, 2 ; 


} 





